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RAILROAD CONSOLIDATION ~* 

Generally speaking, the main difference between the 
Cummins railroad consolidation bill and the bill advo- 
cated by the Interstate Commerce Commission is that the 
Cummins bill looks toward ultimate compulsory consoli- 
dation of all the railroads into a number of groups, the 
weak being consolidated with the strong, in such way as 
not only to bring about economies in operation, but also 
to simplify the problem of maintaining a proper level of 
rates, while the Commission bill would simply give the 
Commission jurisdiction over consolidations, permitting 
them to be brought about voluntarily and naturally. 
That is the program advocated not only by the Com- 
mission, but by the National Industrial Traffic League, 


the Associated Traffic Clubs of America, and many 
others, 


Senator Cummins, though advocating consolidation 
as a means of bringing about substantial economies, says 
the impelling reason for forcing consolidations is that the 
railroads cannot be operated and maintained with rates 
as low as they ought to be, without consolidation, and 
that, without consolidation, government ownership and 
operation is inevitable. On this point Chairman East- 
man, presenting to the Senate committee the majority 
view of the Commission, said: 


_, We think that the country ought not to be led into the be- 
lief that great consolidations of railroad properties involve any 
probability that the general level of freight rates may thereby 
be substantially reduced. Economy and efficiency of operation 
are much more than a matter of size. There are small railroad 
companies which are as economically and efficiently operated as 
any of the great railroad systems. It still remains a question 
how far a single management can with advantage be extended 


over railway lines. 

It would seem to us that, by this time, most syetents 
of the consolidation problem would have arrived at the 
conclusion that, however desirable it might be that all 
the railroads of the country should be consolidated into a 
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number of ideal groups, so arranged that the weak sisters 
were taken care of by the strong brothers and that there 
should be no farther difficulty about making rates to pro- 
duce an adequate net revenue, such an outcome is impos- 
sible. No one has ever succeeded in raising himself by 
tugging at his own bootstraps and no one ever will 
succeed. There are, no doubt, cases where strong roads 
will desire to take over weak lines. If so, if the Com- 
mission should find such arrangements in the public 
interest, these consolidations would be consummated 
under the Commission plan as well as under the Cum- 
mins plan. If strong roads do not wish to take over 
weak ones, they cannot nor should they be compelled to 
do so. Such a course, if it were possible, so far from 
being a protection against government operation, would, 
in fact, be government operation, differing from that 
policy only in name and in the fact that the roads still 
preserved their identity on paper. The government, 
though not, in the technical sense, operating them itself, 
would be compelling a united operation, the effect of 
which would be the same and would be artificial in the 
extreme. 

Senator Cummins and others like him constantly 
obscure the situation with respect to consolidation and 
confuse the issues by talking about rates not being as 
low as they ought to be and trying to devise some 
artificial plan by which they may be forced to the 
point that persons like Cummins think they ought to 
occupy. How do they determine what the level of rates 
ought to be? Why do they say present rates are too 
high? In other words, what is their standard? Rates 
and other things are high or low according to the way 
we think about them and our ability to pay the price. 
Everything is high now and has been since the war. 
Why should freight rates be an exception? The test of 
the propriety of the present level of freight rates should 
be the amount or percentage of profit that the railroads 
earn under that level. No one complains of the high 
price of coal, or food, or clothing, or house rent, pro- 
viding he is assured that the persons dealing in those 
commodities must charge the prices they do charge in 
order to make a fair percentage of profit. Why do they 
consider the railroads on a different basis? Surely they 
do not think the railroads are and have been, generally 
speaking, earning too much. If they are not earning 
too much, then the only theory on which their rates 
could be fairly lowered would be that they are not 
honestly or efficiently managed. If any one has a con- 
tention of that sort to make let him come on with his 
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important steam 
railway connections of 
the [Illinois Traction 
System. The Traction 
has through rates and 
interchange connections 
with all steam roads 
and accepts shipments 
to or from any point in 
the United States. 


There’s a 
Traction 
Representative 
In Your Field: 


E. D. Forde, Gen. Agt., 
312 Park Bldg., 
Pittsburgh, Pa. 
Chas. F. Beach, Gen. Agt., 
703 Free Press Bldg., 
Detroit, Mich. 
C. A. Canning, Gen. Agt., 
Metropolitan Life Blidg., 
Minneapolis, Minn. 
D. R. Peck, Gen. Agt., 
208 S. LaSalle St., 
Chicago, Ill. 
L. B. Kelz, Gen. Agt., 
501 Maritime Exchange, 
70 Broad St., New York 
L. W. Gent, Gen. Agt., 
211 Railway Exchange 
Bldg., Kansas City, Mo. 
J. M. Boak, Gen. Agt., 
415 Swetland Bide., 
Cleveland, Ohio. 
J. C. McCutchen, Gen. Agt., 
601 Railway Exchange, 
Milwaukee, Wis. 
H. C. Leutert, Gen. Agt., 
12th and Lucas Ave., 
St. Louis, Missouri. 
E. L. McKee, Gen. Agt., 
Springfield, Ill. 
Ww. M. Long, Gen. Agt., 
Peoria, Illinois. 
H,. Johnston, Gen. Agt., 
Bloomington, II. 
L. C. Bundy, Gen. Agt., 
Decatur, Illinois. 
G. W. Manley, Gen. Agt., 
Champaign, Ill. 
J. E. Dillon, Gen. Agt., 
Danville, Illinois. 
W. H. Wylie, 
Traffic Manager, 
Springfield, Ill, 
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charges and his proof. Rates are not too high if it be 
-onceded that the railroads are entitled to and that good 
public policy demands that they should have a fair rate 
of return. Indeed, on that basis, rates are too low, for 
the railroads have not yet been able to earn even what 
the law says is a fair rate of return. 


What Senator Cummins means, doubtless, if he 
means anything more than the ordinary demagogue 
means when he shouts about high rates, is that, with 
general railroad consolidation, rates could be made 
lower, even if they are not too high under present 
methods of operation. We doubt it, and the weight of 
the best opinion supports us. The Commission doubts 
it, as shown by the quotation from Commissioner 
Eastman. Even if all the railroads of the country were 
consolidated into what, to Senator (ummins, would be 
an ideal number of groups, ideally arranged with respect 
to the strong and the weak roads, the net revenue of the 
railroads would still be too low and present rates too 
low, if the present standard of what is fair were con- 
tinued; for the average would still be the average and 
the average shows that the railroads as a whole are not 
earning five and three-quarters per cent on their valua- 
tion. Only by means of rigid economies in operation 
could this situation be changed. Does Senator Cummins 
suppose that any sort of consolidation he can imagine 
would bring about enough saving through economies in 
operation to warrant a substantial reduction in rates? 
If he does, his imagination is running wild. There may 
be economies that could be effected but, figured in 
dollars and cents, they would amount to little, in our 
opinion. But even if they amounted to more than a 
little, would the public be willing to pay for them in the 
curtailment of service that, we believe, would be incident 


to a general program of consolidated operation? We 
think not. 


The name of Senator Cummins once stood for what 
was best and fairest in transportation. At least, it was 
conceded that he was the best transportation thinker in 
the Senate and that, if he was not always right, he was 
at least pretty near right and was thinking along sane 
lines. That may still be the opinion in which he is 
generally held but, if so, we do not join in it. He is out 
of line with the best thought in regard to railroad con- 
solidation and is chasing a will o’the-wisp. He is sup- 
porting the Gooding bill to deprive the Interstate 
Commerce Commission of power to grant departures 
from the fourth section on account of water competition. 
He voted for the Hoch-Smith resolution or, at least, 
made no protest against it and is making none now. 
The Gooding bill and the Hoch-Smith resolution are 
two of the worst pieces of railroad legislation, actual or 
Proposed, that we know anything about. One is sectional 
and in that sense political—and the other is wholly 
Political. The Cummins consolidation bill, while, per- 
haps, not open to that criticism, is, nevertheless, imprac- 
cable, and it is unwise even if it could be put into 
Practice, 

Congress was hopeless while it was in the hands 
of the farm bloc and the demagogues; it does not seem 
tobe much better now that some of those who pretend 
'0 be serious in their consideration of transportation 
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policies are in position to influence legislation. The 
Hoch-Smith resolution was the thing that was slipped 
through the last Congress while those who had been 
watching the railroad baiters were taking a nap; much 
as we despise that resolution we have not much less 
respect for it than for the Gooding bill and the Cummins 
consolidation bill. 


QUIZZING OF APPOINTEES 

Notwithstanding Commissioner Woodlock’s state- 
ment to the Senate interstate commerce committee com- 
mending its action in calling before it the President’s 
appointees to the Interstate Commerce Commission for 
examination, we think the procedure is all wrong, unless, 
perhaps, the examination were confined to what 
Mr. Woodlock speaks of as their capacity and integrity, 
though he does not, in terms or by inference, suggest 
that the committee has gone or that it should not go 
beyond that. The Senate, of course, has the power of 
ratification with respect to Presidential appointments 
and so is within its rights and its duty if it desires 
to satisfy itself as to the excellence of appointments. 
With respect to the Commission, in addition, since the 
Commission is an agent of Congress, it has also the 
right, no doubt, if it cares to exercise it, to determine 
whether the ideas of appointees to the Commission are 
in accord with what it believes to be sound policy. But 
to have a right does not mean that it is always wise to 
exercise it. Though we think it proper for the Senate, 
through its committee, to satisfy itself that a man 
appointed by the President to serve on the Commission 
is properly equipped for his duties and even, perhaps, 
that his politics is what it is supposed to be, we think 
it the height of absurdity for this committee to endeavor 
to find out what the candidate thinks about this, that, 
or the other transportation problem. Imagine an ap- 
pointee to the Supreme Court of the United States being 
quizzed by the Senate or a committee thereof as to what 
he -thinks about this or that question that is likely to 
come before the court for decision! 


The inference from such questions, of course, is that, 
if the candidate does not answer in a manner satisfactory 
to the members of the committee examining him, his 
appointment will not be confirmed. We _ think 
Mr. Woodlock made a mistake and that any other 
appointees subjected to similar examination make a 
mistake when they answer such questions in any other 
way than by stating that, being appointed to the body 
that must deal with the questions propounded, they 
have endeavored to free their minds from all pre- 
conceived notions and will endeavor to deal with such 
matters according to the law and the evidence sub- 
mitted. Things will have come to a pretty pass if a 
Senate committee shall refuse to confirm an appointee 
of the President, presumed to be equipped for the task 
for which he is selected, because some of his ideas do 
not agree with those of certain wild-eyed members of the 
examining committee. The public, by the way, must be 
highly gratified to learn what Mr. Woodlock thinks 
about the League of Nations. We can think of nothing 
more important, from the point of view of his qualifica- 
tions to sit on the Interstate Commerce Commission, 
than that he should be “right” on that question! 
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WOODLOCK INVESTIGATION 


The Trafic World Washington Bureau 


Investigation of the qualifications of Commissioner Wood- 
lock for membership on the Commission was concluded by the 
Senate interstate commerce committee late on the afternoon 
of January 23. Indications were that the vote for or against 
confirmation by the committee would be close and that the 
same situation would be true in the Senate. There was a rumor 
in circulation that certain Administration leaders at the Capitol 
would ask President Coolidge to withdraw the nomination. 
Senator Watson, chairman of the committee, said he had not 
heard of that. 


Much of the time was taken up by questions put by Senator 
Wheeler relating to valuation theories and discussion of that 
subject by Senators Wheeler and Cummins and by Mr. Wood- 
lock, who reiterated views on that subject given in previous 
hearings. 


Senator Wheeler read an article written by Mr. Woodlock, 
April 23, 1924, in which the farm situation in the West was 
discussed and which the senator construed as reflecting on the 
efficiency of farmers in the West. Mr. Woodlock had said that 
half the population of the country was on farms and that only a 
fifth of that was in trouble because they were “marginal pro- 
ducers,” and that the question of their survival had become a 
political issue. 

Chairman Watson asked what that had to do with Com- 
missioner Woodlock’s qualifications to sit on the Commission. 

Senator Wheeler declared that what Mr. Woodlock had writ- 
ten showed that he was a propagandist for large interests in 
New York City whose views were opposed to railroad labor’s 
views on the railroads and to the farmers of the Northwest. 

“If a man goes on the Commission who holds these views, 
God help the farmers of the Northwest,” said Senator Wheeler. 

Mr. Woodlock made the point that the interstate commerce 
act did not contain any provisions for the relief of the farmer— 
that the farmer was entitled to have lawful rates and that there 
would be no justification for anything else. He said, in effect, 
that cases involving rates paid by farmers would be governed by 
sections 1, 2 and 3 of the act. Senator Wheeler referred to a 
case in which the Commission had sustained the contention of 
grain farmers and millers of the Northwest and Mr. Woodlock 
said the farmers were right in that case and the Commission 
had so decided. 


Senator Gooding put in a word as to the efficiency of the 
American farmer and declared that charges as to the farmer’s 
incompetency had been greatly overdrawn. He said the farmer 
and the members of his family were working overtime and not 
getting anything for it. 


Senator Cummins remarked that the trouble seemed to be 
‘that the farmer was getting too much out of the soil and that 
the surplus could not be disposed of. 


Senator Wheeler brought up an article in which Mr. Wood- 
lock had said that the Howell-Barkley railway labor bill was a 
bill to “perpetuate McAdooism”—that the practices initiated on 
the railroads under McAdoo would be preserved by the bill. 


Senator Wheeler said that practically the same bill was 
now before the committee, but Mr. Woodlock differed with him, 
saying that the present bill was a different measure and that he 
believed in it lay a real solution of the problem at issue. Senator 
Wheeler said counsel for the railroads and the employes had 
told the committee the bill was substantially the same as the 
Howell-Barkley bill and he contended that the principle was 
the same. Senator Cummins said the present bill “was not the 
same bill.” Senator Gooding thought the Howell-Barkley bill 
provided greater protection for the public than the pending bill. 

Senator Wheeler read a number of articles written by Mr. 
Woodlock in which comment had been made on railroad valua- 
tion and railroad labor questions. 

When Senator Wheeler announced that he had completed 
his examination of Mr. Woodlock, the commissioner made the 
following formal statements: 


Political Opinions 

I am not and never have been a Republican for I have always 
been opposed to that party’s cardinal doctrine on the tariff. I believe 
and always have believed in a tariff for revenue. The vast majority 
of the votes that I have cast since I became a voter have been for 
Democratic candidates, but I could not, and can not, follow the 
Democratic party on the most important matter of our entry into 
the League of Nations. I believe in party government as the only 
way in which popular government can successfully function, but I 
can describe myself as a Democrat only with a reservation on the 
League of Nations. I wish also to say that in strictly municipal 


affairs I hold and always have held that national politics have 
little or no place. 


Nickel Plate 


The Nickel Plate case has been referred to in this hearing. 
I wish to make clear upon this record once and for all—and I hope 
it will be for all. 

First, that on the day on which I was inducted into office as 
Interstate Commerce Commissioner, I informed my colleagues that 
I would take no part whatever in the decision of the Nickel Plate 
case because as director of the Pere Marquette I had been concerned 
in the — leading up to the so-called merger; 

Second, that I have attended none of the hearings in the case, 
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heard none of the arguments, and have not discussed the meri 
of the case with any of my colleagues, and shall not vote — 
the disposition to be made of it. Pon 

I am particularly concerned that this may be made clear beca; 
statements have been made from time to time that I am partic ate 
ing in the case. Pat- 

; Concluding Statement 

I ask the committee’s dene meng now to lay before it gy 
considerations of a general character with respect to the Commission 
its work and the tremendous importance — to any appoint: 
ments that may be made to its membership. In doing this I wish 
to be utterly impersonal and to exclude all thought of my own cage 

After nearly a year’s experience in the work I say without quali- 
fication that there is no appointment in the power of the President 
with the advice and consent of the Senate, which is of more im- 
portance to the public interest than an appointment to the Inter 
state Commerce Commission—not even that of a justice of the gy, 
preme Court. The power that rests in the Commission far transcends 
the power entrusted to any other Commission in the world. The Com. 
mission, in the course of its work, exercises all three functions of 
government, legislative, executive, and judicial. The power to make 
rates is legislative, the power to determine value—even if such de. 
termination be only of prima facie force—is judicial. The administra- 
tive powers of the Commission touch virtually all the relations of 
shipper and traveler with carrier. The magnitude of the economic 
interests committed to the control of the Commission equipped with 
these powers far surpasses that of any other single group of economic 
interests on this earth. We have to deal with half the railroad mile. 
age of the world, which in the words of Chief Justice Taft, is com. 
mitted “‘to the fostering guardianship and control of the Commission,” 

Furthermore, in exercising these functions of ‘guardianship ang 
control” the Commission has to deal with a mass of facts which for 
multitude and complexity are without parallel in administrative 
work. No one can come to the Commission fully equipped by ex. 
perience for this work, for in no single avocation known to man 
can one obtain experiénce in more than a part of those matters 
with which the Commission has to deal. What standard of moral 
integrity and mental intelligence can be too high to require of an 
appointee to such a y 

The responsibility attaching to the Senate in approving an ap- 
pointment to the Commission is very great, and too much care can 
not be exercised in scrutinizing the qualifications of an appointee, 
For this reason, I heartily commend the action of this committee in 
summoning before it candidates for examination as to their capacity 
and integrity. Such a proceeding. moreover, should be a welcome op- 
portunity for an appointee—I digress momentarily to say that it was 
especially welcome to me—to subject himself to a fair. honest, im- 
partial and searching inquiry at the hands of this committee, and he 
should be well satisfied to abide by its results. 


A poll of the Senate interstate commerce committee on the 
nomination of Commissioner Woodlock, taken by members of 
the committee early this week, was said to show that the vote 
would be 9 to 8 for a favorable report on confirmation. If the 
nomination was favorably reported to the Senate, it was planned 
to poll the Senate. If this poll disclosed a majority against 
confirmation, it was said, President Coolidge would be consulted. 


BAD PACKING WASTE CONFERENCE 


The advisory board appointed by Secretary Hoover some 
time ago to consider means for improving packing of com- 
modities met in Washington January 25 to consider proposed 
bulletins on various container specifications relating to wood 
boxes, wirebound boxes, cooperage and steel drums, fibre boxes 
and crates, which had been prepared by committees appointed 
for that purpose. The primary purpose was to study methods 
for lessening wastes incident to faulty packing. The board 
appointed by the secretary included representatives of the con 
tainer industry, transportation agencies and users of containers. 

After an all-day discussion of points involved in the bulletins 
that had been proposed by the committees, it was decided to 
send the proposed reports back with a request for revision 80 as 
to meet suggestions made in the course of the discussion, some 
of which touched upon the issues between the makers of differ- 
ent sorts of containers. The committees were given two months 
for the revision and another month was set aside for the work 
of distributing the reports and their consideration by those it 
terested. Then another meeting will be held at Chicago, April 
27, for further discussion of the proposed reports and the putting 
of them into shape for issuance as bulletins by the Department 
of Commerce. That department has already issued a bulletin 
concerning paper-wrapped packages for parcel post and express 
shipments, prepared in the manner in which it is proposed to 
prepare bulletins on the types of containers hereinbefore met 
tioned. The membership of the board is as follows: 


EB. S. Gregg, chief, transportation division, Department of Com 
merce (chairman); F. H. Tate, (secretary), editor of the Barrel : 
Box, Chicago; R. W. Bennett, secretary-manager, Standard Conta = 
Manufacturers’ Association, Jacksonville; G. R. Browder, manage h 
National Container Association, Chicago; J. H. Butler, general oar 
ager, public relations department, American Railway Express tt 
pany, New York; A. B. Barber, transportation department, bs 
States Chamber of Commerce, Washin on, D ee C= E 
secretary, National Association of Purchasing Agents, New Yor "ld. 
H. Dulaney, chairman, southern classification committee, Brown 4 
ing, Atlanta; R. C. Fyfe, chairman, western classification comm New 
Chicago; Edw. Dahill, chief engineer, freight container bureau, ~ 
York; A. L. Green, freight claim division, American Railway — 
tion, Chicago; George . Talbot, National Basket & Fruit Pac - 
Association, St. Louis; Irvine W. Glover, second assistant postmes 
general, Postoffice Department, Washington, D. C.;_C. H. Sta ap 
Natonal Association of Box Manufacturers; Albert W. Luhrs, mas 
dent, container testing laboratories, Rockaway, New Jersey; Bureall 
E. Lyons, in charge, packing section, transportation division, a 
of Foreign and Domestic Commerce, Washington, D. C.; V. W. bo 
president, Krafft Cooperage Company, St. Louis; J. W. Leslie, Pett 
dent, Consolidated Steel Strapaing Company, Chicago; C. A. Plas 
forest products laboratory, Ma 

& Lumber Company, Chicago. 





son, Wis.; Don L. Quinn, Chicago Mill 
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The Ghost Outside the Record.—In the fight to have the lake 
cargo coal case reopened, and to keep the lid down, to mention 
the other half of the fight, the antagonists have caused to walk 
the ghost against which politicians in Pennsylvania, Ohio, Ken- 
tucky, and West Virginia have tried to put up guards. The ap- 
parition is unionism. The interveners, operators in Kentucky, 
Tennessee, and the Virginias, have brought it out on the parade 
sound just as much as they have been able. Their object is 
to show that freight rates are not the cause of the trouble Ohio 
and Pennsylvania have in trying to hold or regain the markets 
they think they should have. Their reason (the complainants 
night call it their excuse) for bringing forth the ghost is the 
allegation that the Ohioans and Pennsylvanians, in their prayers 
for a reopening of the case, went outside the record in the 
case by suggesting or otherwise unethically trying to get the 
idea across to the Commission that the big falling off of lake 
cargo coal tonnage from the complaining,districts was due to 
freight rates. The interveners (defendants they might reason- 
ably be termed, because the fight has gone to the extent that 
it is really only a fight between operators in different districts) 
thereupon put into their brief, aimed at the petitions of the 
Pittsburgh Chamber of Commerce and the associations in Ohio 
and Pennsylvania, so as to segregate the petition of the Penn- 
sylvania commission, three articles from the Coal Trade Bul- 
ietin to show that the wages promised under the Jacksonville 
agreement of April, 1924, and not freight rates, caused the big 
drop in the tonnage of the complaining districts in 1924 and 1925. 
The articles were attributed to C. J. Goodyear, traffic commis- 
sioner of the now dissolved Pittsburgh Coal Producers’ Associa- 
tion, C. E. Lesher, assistant to the president of the Pittsburgh 
Coal Company, one of the largest, if not the largest, tonnage 
producer in that association, and T. M. Dodson, vice-president 
of that company. Only one note in the articles attributed to 
them played upon the Jacksonville agreement labeled wages. 
It was made in 1924. Lesher is a statistical “sharp” and Dodson 
probably an operating man. Goodyear is a traffic man, but not 
one word in the article under his name refers to the freight 
rate situation, although it was dated January 2, 1926, a day on 
which the question of reopening the case was seething. The 
substance of the articles was that, unless the Pittsburgh oper- 
ators could get their union men to work under the 1917 scale, it 
would be industrial suicide for them to try to compete with the 
operators in the non-union fields. Mr. Dodson said the cost of 
producing coal in the union mines around Pittsburgh was a 
dollar a ton greater than the price which the operators in the 
southern fields were receiving for their coal at the mines. He 
was referring to the time, last summer, when non-union coal 
was said to be selling at from $1.30 to $1.60 a ton. Since the 
anthracite strike, that kind of coal has been sold, according to 
testimony before a Senate committee, for as much as $5.50 a 
ton. However, while the complainants and the defending inter- 
veners have been paradinng the ghost, United States senators 
also have been talking about the case. Did one of them men- 
tion the question of unionism or non-unionism? Not one. They 
have talked about the rates per ton-mile and per car-mile. Not 
from any of their speeches could a seeker for information learn 
anything about the existence of an economic situation brought 
about by the higher cost of production, due to wages, in one 
field than in another. They have avoided the point as if it were 
the black death. The senators from the southern fields have 
shunned it just as completely as has Senator Reed, of Penn- 
sylvania, who precipitated the discussion by laying the blame 
on freight rates and the Commission’s attitude toward them, 
without mentioning the Jacksonville scale. Inasmuch as the 
a aton's record closed with testimony as to conditions in 

3, before the Jacksonville agreement was made, this ghost- 
dancing is all off the record. 





Lower the Taxes and Increase the Receipts.—Time was 
when, if the receipts of a railroad were not satisfactory, the 
\raffic manager prowled around until he found something on 
which he might make a few bargain rates. It has always been 
4 question among economists whether that was really a good 
Way to solve the problem. The law now does not favor that 
sort of rate-making. Retail shops still resort to it. The gov- 
ee a& year ago reduced taxes, not exactly to bargain points, 
ae reduced them; result—an increase in receipts for the last 
a of 1925, amounting to $110,116,977 from sources of internal 
a enue as distinguished from customs dues. Income tax rates 
Seen cut, but the collections increased $64,045,086. Seemingly, 
no Mellon’s prescription was a good one. He suggested 

the government would do as well, if not better, if it cut 
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its impositions, his idea being that what was saved at the tax 
collector’s window would emulate the parable of the faithful 
servant who increased the boss’s capital while the boss was 
away. Attempts to draw an analogy between taxes and freight 
rates often have been made, but they do not sound good to those 
who believe taxes represent waste, in the sense that they do 
not add anything to the value of any commodity. Transporta- 
tion does add value. A goat in Montana, without hope of trans- 
portation to Boston, would not be worth much more than the 
cost of killing it. Add transportation and it becomes, in part, 
chops at 60 cents a pound—for the ultimate consumer. Of 
course, it is admitted that, without government, there would 
probably be no goats in Montana or any railroads to the point 
where Boston lies. In that sense, taxes do add something. 
President Coolidge, it is believed, had that sort of value in mind 
when he told New Yorkers their property would have the 
value of water front property in Carthage or corner lots in 
Babylon, where the protection of government withdrawn there- 
from. Cuts in freight rates, it might ‘be suggested, would be 
warranted, in view of present day costs of living for the rail- 
roads, only if and when consumption could be increased by 
making a lower rate on a source of supply that could produce 
a large tonnage but was showing only a small movement because 
the freight rates, per se, constituted the perceptible limiting 
factor. When taxes are reduced there semes no trouble in 
finding work for the dollars released from servitude to the, 
generally speaking, non-productive government use. 





Commission Last To Hear.—Reports that the Baltimore and 
Ohio had arranged to buy the Cincinnati, Indianapolis, and 
Western and the St. Louis-San Francisco to buy the Rock Island 
brought no echoes from the Commission. That body will be 
the last to hear of those projects. Only when the railroads cor.- 
cerned are ready to ask authority to carry out their plans will 
it learn of them in an authoritative way. There is nothing 
in the law to prevent the Commission from acting in an 
advisory way on such things, but when anything is taken 
to the Commission, even with the understanding that noth- 
ing is to be made public, there is danger of leaking, and 
publicity for plans of that sort is a blight. It sends the 
stocks upward beyond what the buying concern could afford 
to pay. Advising the Commission that anything of that kind 
was in contemplation would be entrusting the secret to too 
many hands. One of the objections to the present consolidation 
law is that, were the Commission to make a pertnanent plan, the 
holders of stock in the weaker companies to be taken in might 
generate and harbor delusions of grandeur as to the value of 
their stock. The government could not say that the holders 
of such stock should sell at such and such a price. Therefore, 
it has been believed for a long time, by many of those inter- 
ested in the subject, that the mandate requiring the making of 
a plan is a delusion and a snare for thosz who believe consolida- 
tion is one of the remedies for the railroad ills that have been, 
and still may be assumed to afflict us. 





Fourth Section By-product.—Although the fourth section was 
only incidentally mentioned in the Commission’s supplemental 
report on No. 15006, the so-called anthracite inquiry (104 I. C. C. 
514) it is believed that the rate situation therein considered is 
one of the by-products of the stricter enforcement of the long- 
and-short-haul part of the fourth section. The multiple-line 
routes, to Albany and other places in eastern and northern New 
York state, will maintain higher rates at competitive points than 
the rates of the single-line routes. In the old days, the long line 
made it almost a point of honor to meet the short line rate. 
Now, it must balance the receipts at intermediate points against 
those to the competing points and make its rates so as to 
afford the maximum of revenue for itself. In Albany, the dealers 
who were so unlucky as to buy yards where they could be served 
only by the long-line carriers must pay thirteen cents more in 
rates than the dealers who were fortunate enough to open 
yards on the short line rails, quit business, or move. -In the 
course of time, the long routes may find tonnage to take the 
place of that which the thirteen cents difference may take from 
them. Some fussy householder may suggest that thirteen cents 
difference in freight rates never bothered a retail dealer in the 
fixing of his prices. Commissioner Campbell, who wrote the 
report, said the difference did not appear great enough to place 
the retail coal dealer served by the joint-line routes under any 
serious handicap in competing with the single-line dealer at 
the same point. Every railroad, of course, in considering the 
fourth section, has to make an election, in view of the inclina- 
tion to enforce the long-and-short haul clause more rigidly than 
formerly, of the business it will retain when a question comes 
up about meeting the short line rates. 





Anyone Can Get Into This Fight—Although only some of 
them, by their names, are of the breed that invented that heart- 
burst inquiry as to whether this was a private fight or could 
anyone get into it, Ed. P. Byars, W. W. Klingensmith, Willis 
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Crane, C. F. Dowd, and H. D. Driscoll are negotiating with a 
view to unifying the complaints of their clients against the 
southeastern oil rate structure, at least to the extent of hearing 
and disposition. In one way or another the complaints of the 
Piedmont Oil Company, the American Refining Company, the 
Tidal-Western Oil Company, North Texas Petroleum Traffic 
Bureau, and the Transcontinental Oil Company, some of which 
have not yet been filed, touch on the southeastern oil rates, 
used in connection with factors up to Mississippi River from 
refinery centers west of that stream. The Piedmont complaint 
(No. 15373, 102 I. C. C. 584) was dismissed because, in part, the 
complaint, which alleged that rates to Gastonia, N. C., were 
unreasonable, did not bring in question the whole southeastern 
structure. To meet that criticism by the Commission, the Pied- 
mont has asked for reopening, signifying willingness to challenge 
the reasonableness of the whole structure. Representatives of 
other complainants, taking note of the tone of gentlemanly belli- 
gerency in the Piedmont application for reopening, asked if 
they might join with it and, in effect, make their combined com- 
plains a general assault. Everybody, up to this time, thinks 
well of the plan, the Tidal-Western having gone so far as to 
ask that its complaint be heard with No. 17561, the North Texas 
Petroleum Traffic Bureau case. The Commission, apparently, 
will have no lack of material for a review of the southeastern 
oil rates. That will be so whether. it was indulging in a mere 
rhetorical gesture when it said the Piedmont case was not 
broad enough to consider the whole structure, or was really 
angling for a complaint that would give it warrant for making 
a general investigation. The attorneys mentioned realize that, 
in general investigations, the Commission denies reparation be- 
cause both increases and decreases are involved and, in parti- 
cular cases, it enters orders, notwithstanding that the rates 
under attack may be out of line, and the particular complaint 
does not question the reasonableness of the whole rate structure. 
They know the risks they run. However, having the example 
of the Piedmont case before them, showing that a sporadic com- 
plaint is of little value, they appear to be willing to run the 
risk of losing out on reparation by making their cases a gen- 
eral attack. s. SB. 


FLORIDA PERMIT SYSTEM 


The Traffic World Washington Bureau 


“Solution of the transportation situation in Florida is ex- 
pected to come from a unique plan for handling freight ship- 
ments—novel in railroad annals—that has just been devised 
and placed in effect in that state by the car service division 
of the American Railway Association in cooperation with the 
individual railroads and the Florida Division of the Southeast 
Shippers’ Regional Advisory Board composed of shippers and 
receivers of freight,’ says an announcement by the car service 
division, continuing, as follows: 


Under the plan, the number of cars moving into Florida will 
be governed by a permit system based on the ability of receivers 
of freight to handle shipments without difficulty in view of the fact 
that the transportation problem in Florida during the past year 
has largely been a receivers’ problem. This plan reverses the 
one usually followed by the various Shippers’ Regional Advisory 
Boards organized throughout the country by which the shippers 
estimate their car and transportation requirements for a sub- 
sequent period. 

While the tremendous increase in business in Florida during 
the past few years was anticipated to some extent by the railroads 
entering that state, it has been impossible for anyone to visualize 
with any degree of accuracy, the extent and rapidity with which 
the volume of freight would increase. The rail lines serving 
Florida are spending millions of dollars in adding to and expand- 
ing their facilities for handling this Florida traffic. 

Conditions in Florida have been so wholly exceptional that 
the standard practices or years have been found to be inadequate 
to meet the existing situation. The Interstate Commerce Commis- 
sion became interested in the matter some time ago and held a 
public and informal hearing in Jacksonville, Florida, on November 
24, 1925, with reference to this transportation difficulty. All ship- 
pers and receivers of freight in the state were invited to arpear 
at this meeting with the end in view of obtaining all information 
possible and reviewing general conditions. 

As an outgrowth of this meeting, the shippers and receivers 
in attendance requested the Car Service Division of the American 
Railway Association to organize for the state of Florida-a sep- 
arate unit of the Southeast Shippers’ Regional Advisory Board 
along the same lines of the twelve Shippers’ Regional Advsiory 
Boards that already exist throughout the country. It was felt 
through the principles of these Board organizations consisting 
of cooperative methods between the individual railroads, shippers 
and receivers of freight and all interests of public life, that the 
situation could be solved and a solution found for the unusual 
problems now existing in Florida. This Florida Division was 
organized at a meeting in Jacksonville, on December 18, which 
was attended by 315 shippers and receivers of freight and in addi- 
tion to 77 railroad officers and representatives. 

In order to take care of the problems of the receivers of 
freight, which, at the present time, are the mest serious ones 
from a transportation standpoint, some new plan had to be devised 
to supplant the existing system of permitting freight to enter 
the state in volume which would not cause fuither congestions, 
relieve the existing conditions and remove some of the obstacles 
the carriers have been encountering. As a resuit, the Car Service 
Division devised the following plan: 

1. The state was divided by the Florida division of the South- 
east Shippers’ Regional Advisory Board into nine terminal receiv- 
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ing districts, each of which is headed by a terminal district hai 
man, In each district there are being organized what are is air- 
as receivers’ commodity committees composed of receivers one 
various classes of commodities received within the district nee 
town and community in each of the terminal districts, as “ach 
determined, will have its different commodity committees a 
posed of receivers of these commodities. These commodity a 
mittees will be thoroughly representative of all interests ge 
community. n the 
2. In each community in the various terminal receivin di 
tricts, the various commodity committees will, on the 15th 
of each month, make a report as to what the actual requir a 


whether it be lumber, brick, furniture or any other commen 
will be in that community for the following month. ity, 
3. These reports will then be consolidated in order to ghoy 
the total number of carloads of the particular commodity thet 
receivers of freight. The manner of doing this will be =. 
and after having been passed upon by the terminal committe. 
will be filed with each railroad in the district. ” 
By thus obtaining a complete report as to the transportati 
requirements of the various districts, the railroads will be abn 
to keep in almost constant touch with the transportation requir ‘ 
ments of the entire state and, as a result, will be able to divide 
the available transportation on an equitable basis among all 
receivers of freight. The manner of doing this will be on .; 
percentage basis. In other words, a certain terminal district 


requires, say, 5,000 carloads per month. The railroad upon re- 
ceiving this information knows it can only handle perhaps 3,009 
carloads or 60 per cent of the transportation demands. They can 
therefore, with this information, go ahead and authorize permits 
for 60 per cent of receivers’ requirements in the district, thus 
giving every.one an equal share of the transportation facilities 
without any claim of distinction as between one receiver and 
another. 

This plan, which is a new one in railroad history and designed 
to meet a new and trying situation, will, it is believed, help solve 
to the satisfaction both of receivers of freight and the railroads 
serving the state of Florida, one of the most trying problems of 
the present time. It will also serve as a guide in the future for 
the handling of any similar emergency conditions arising any- 
where else in the country. 


FUTURE OF AIR TRANSPORT 


“An era of air transportation in this country paralleling the 
growth of the automotive industry and the radio art awaits 
primarily federal support in the matter of airway facilities— 
their administration, and the elimination of needless restric- 
tion,” J. Walter Drake, assistant secretary of commerce, stated, 
January 23, in making public the complete final report on civil 
aviation of the joint committee of the department of commerce 
and the American Engineering Council. 

Pointing out that the development of rail and highway trans- 
port facilities during the past decades has profoundly changed 
the economic life of all civilized countries, to their distinct ad- 
vantage, Mr. Drake, who is Chairman of the Committee, declares 
that the advent of aircraft, one of the outstanding mechanical 
heritages of the war, introduces a new and significant factor in 
the commercial and business relations of mankind. 

Recognizing the great opportunities in America in the field 
of air transportation, Mr. Drake said that in June, 1925, the 
Department of Commerce and the American Engineering Council 
formed a joint committee to make a comprehensive survey of 
the economic aspects of aviation throughout the world and 
recommended the measures necessary to encourage a national 
development of commercial aviation in the United States. 

After canvassing scores of reliable sources of information 
here and throughout the world, the committee is of the opinion 
that the promotion of civil aviation in the United States is 
retarded by four fundamental difficulties: 





1. Lack of definite legal status and government control. 

2. Lack of an established government policy to encourage 
the civil and industrial uses of aircraft. 

3. Lack of commercial aircraft and equipment best adapted 
to profitable commercial operation. 


4. Consequent lack of public and business confidence and 
support. 


To remove these handicaps, the committee, supporting its 
previous preliminary recommendations, urges that Congress 
enact a civil aeronautics law providing for the establishment of 
a bureau of civil aeronautics in the Department of Commerce— 
this bureau to license pilots and inspect and register aircraft; 
develop, establish, or take over and maintain air routes and ail 
navigation facilities; administer international air navigation regu- 
lations as they affect the United States; encourage and promote 
civil air transport and the aircraft industry and trade. 


PETITIONS FOR REHEARING, ETC. 


The complainant, in No. 15381, Vera Chemical Company of 
Canada, Limited, vs. Alabama Central et al., has asked the Com 
mission to reopen this proceeding for further hearing and for 
modification of its report and order. 

The Chesapeake & Ohio Railway Company, defendant in No. 
14888 (and Sub. Nos. 1, 2 and 8), and I. and S. No. 2130, Pulp 
wood, from Washington, D. C., to Tyrone-Lock Haven, P8. 
group points, has asked the Commission to grant a modification 
of its order therein, bearing date of December 17, 1925, so as (0 
change the period of notice thereby prescribed from thirty to 
ten days. 
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MINOR ANTHRACITE ADJUSTMENT 


In a supplemental report on No. 15006, rates, charges, 
regulations and practices governing transportation of anthracite 
coal, opinion No. 10899, 104 I. C. C. 514-17, written by Com- 
missioner Campbell, the Commission approved the readjust- 
ment of rates on hard coal from Pennsylvania to destinations in 
upper New York state, proposed by the railroads. They pro- 
posed the readjustment with a view to removing disparities in 
rates over different routes, to the same destinations, mentioned 
in the original report, 101 I. C. C. 363. The original report 
is to be modified to the extent the instant proposal differs from 
the adjustment caused by the original report. The Commission 
found the readjustment would remove undue prejudice com- 
plained of and would not result in unreasonable rates. 

Removal is to be accomplished by increasing the single-line 
rate to Albany, that point being used for illustrative purposes, 
from $2.65 to $2.75 and to increase or reduce the rates, as the 
case may be, for joint-line hauls, to $2.88. The joint-line rates, 
with two exceptions, shown in the illustrative table, are $3.02. 
The exceptions are $2.77. The single-line rates, the report said, 
were on the basis prescribed in the original report. Mr. Camp- 
bell said the difference of 13 cents per ton between the single-line 
and joint-line rates did not appear unreasonable or great enough 
to place the retail coal dealer served by the joint-line routes 
under any serious handicap in competing with the single-line 
dealer at the same point. 

The finding that the proposed readjustment will remove the 
undue prejudice and not result in unreasonable rates, the report 
says, is without prejudice to a different conclusion reached upon 
a more adequate record. 

Chairman Eastman, dissenting, pointed out that in this 
decision the Commission disregarded the expectation expressed 
by it in the original report, to the effect that it expected the 
carriers to reduce the higher rates on domestic sizes and pea 
size applicable over the longer hauls to the level of the rates 
over the shorter routes. He saw no good reason, he said, why 
the Commission should now retreat from the position taken 
in the original report. Except as to joint-line routes of great 
circuity, which he said might as well be closed, and in view of 
the very liberal treatment given the anthracite carriers in this 
case, he said it seemed to him the Commission might lawfully 
require the present single-line rates to be published over the 
joint-line routes. Commissioner McManamy joined in that dissent. 

Commissioner Hall, also dissenting, said the majority found 
no violation of law in the proposal of the carriers, but that the 
members thereof sanctioned increases on which shippers and 
consumers had had no chance to be heard. 

Commissioner Aitchison also dissented, but did not join 
with either the chairman or with Commissioner Hall. Nor did 
he say why he disagreed with the majority. 


ORE INCREASES FORBIDDEN 


The Commission, by division No. 2, in a report written by 
Commissioner Aitchison, in I. and S. No. 2530, ore and concen- 
trates between California, Nevada and Utah (mimeographed), 
found proposed increased rates on ore and concentrates from 
points in California, Nevada and Utah, to smelter points in Utah 
and California not justified, ordered the schedules canceled and 
discontinued the proceedings. 

While the schedules were under suspension the Commission 
Permitted some changes to be made in the rates. The carriers 
filed the schedules after the issuance of the Commission’s report 
and order on the further hearing in Mason Valley Mines Co. 
vs. W. P. R. R. Co., 100 I. C. C. 180. In that case the Commission 
Prescribed rates on ore and concentrates from points in Plumas 
county, California, of which Engels and Spring Garden were 
treated as typical to Wabuska, Nev., and also required the main- 
tenance between such points of rates related to those from the 
same points of origin to the smelters at Garfield and Interna- 
tional, Utah. Under that requirement, Mr. Aitchison said, the 
rates from Spring Garden to Wabuska were limited to not more 
than 60 per cent of the Spring Garden-Utah rates. In disposing 
of the case the Commission said: 


Both in the original report in Mason Valley Mines Co. vs. W. 
-R. R. Co., 64 I. C. C. 477, and in the report on further hearing 
above cited, we referred to the prostration of the mining industry 
In western Nevada and eastern-central California following the war 
period. That industry has begun to revive but is apparently still far 
from vigorous. 

In the latter report we recognized that mine development in this 
territory is usually accompanied in its earlier stages by the production 
of low-grade ores, and that often the possibility of marketing such 


ores at a profit is determinative of ability to proceed with the de- 
velopment, 
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It is possible, although the record does not so establish that 
the present rates on the lower values of ore are in certain instances 
less than reasonable maxima. Taken as a whole the existing scales 
of rates for values up to $100 do not appear to be subject to that 
stricture. There is no suggestion of record that the lower-value rates 
are less than reasonable minima. The present basis has been volun- 
tarily maintained for more than three years. In the present condition 
of the mining industry the substantial increases proposed ought not 
to be permitted except upon clear and convincing justification. The 
evidence wholly fails in this respect. 

We find that the proposed schedules have not been justified ex- 
cept in the instances and to the extent authorized by order of No- 
vember 30, 1925, in dockets Nos. 11396, 14325, and 14022, the Mason 


Mie A Mines cases, and by Special Permission No. 74959 of December 


APPLE INCREASES LIMITED 


The Commission, by division No. 1, in I. and S. No. 2514, 
Apples from Virginia Points to Eastern Destinations, mimeo- 
graphed, has found the proposed increases on apples, carloads 
and less than carloads, from points on the Washington division 
and Manassas-Harrisburg branch of the Southern Railway, and 
from points on the Washington & Old Dominion, to eastern 
destinations justified except in those instances in which the 
proposed rates would exceed the existing fifth class rates, car- 
loads, and third class, less than carloads. The suspended 
schedules have been ordered canceled without prejudice to the 
filing of new ones in conformity with the finding. The destina- 
tions to which it was proposed to make increases are Boston, 
Mass., New York, Albany and Rochester, N. Y., Newark, N. J., 
Philadelphia, Allentown, Reading, Chester, York, Harrisburg and 
Chadds Ford, Pa., Baltimore, Hagerstown and Odenton, Md., and 
Washington, D. C., and points taking same rates, as well as 
Philadelphia & Reading Railway stations taking rate basis 1, 2, 
3, 4, 5, 6 and 7, as shown in Southern Railway tariff I. C. C. 
A-9590, and supplements thereto. 


CONCRETE SLAB INCREASES 


The Commission, by division No. 3, in I. and S. No. 2542, 
Concrete Roofing Slabs from Chicago Group Points to Central 
Freight Association Territory, mimeographed, has found justi- 
fied the proposed increases on concrete roofing slabs, carloads, 
from Chicago and points grouped therewith and from Terre 
Haute to destinations in central territory. The proposed rates 
now approved are on the basis of 75 per cent of sixth class, the 
basis generally used in Official Classification territory. The 
change was proposed by the Milwaukee and its connections 
to correct an error the Milwaukee made a little more than a 
year ago when the Milwaukee extended the brick basis to all 
points in central territory, under the mistaken impression that 
the brick basis applied over that whole territory instead of 
only to a limited extent. The increases will put the Milwaukee 
in line with its competitors. 


CHERA COLA CLASS RATES 


The Commission, by division No. 4, has dismissed No. 17002, 
Chero Cola Bottling Company vs. Central of Georgia (mimeo- 
graphed), on a finding that the fifth class rate, carloads, and 
third, less-than-carloads, on chero cola from Columbus, Ga., to 
Montgomery, Ala., are applicable and not unreasonable. The 
complaint alleged the rates charged between February and Sep- 
tember 1922 were inapplicable and also unjust and unreason- 
able. In Chero Cola Bottling Company vs. Director-General et 
al., 59 I. C. C. 547, the complainant sought the fifth class rate 
under the description, “syrup, not medicated, N. O. I. B. N.” 
The same tariff, the report said, published a lower commodity 
rate under the description, “molasses and syrup, except flavoring 
and coloring syrup.” The report said the Commission found 
the third class rating and rates applied to less-than-carload ship- 
ments applicable and not unreasonable. It said that while chero 
cola, in a narrow sense, might not be dispensed over fountains, 
nevertheless it was similar to coco cola and other fountain bev- 
erages, and would come under the general classification of foun- 
tain syrups. As to this particular case, the report said, the 
defendant had applied the tariff in the generally understood and 
commercially accepted manner and that any other construction 
would be strained. 


ORIGINAL FINDING AFFIRMED 


The Commission, in No. 15598, Orford Soap Company vs. 
Boston & Maine et al. (mimeographed), on further argument, 
has affirmed the finding in the original report, 95 I. C. C. 615, 
that rates on feldspar from Keene, N. H., to Manchester, Conn., 
were unreasonable, to the extent that the component factors of 
17 cents to Willimantic, Conn., and 11.5 cents beyond, exceeded 
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15.5 cents and 7 cents, respectively. The further argument was 
had upon the petition of the New Haven. 

Commissioner Hall, dissenting, said the rates assessed were 
the applicable sixth class and that neither rating nor class rates 
were assailed, as such. The reason for the application of the 
sixth class rate, he said, was the closing, by embargo, of the 
usual two-line route. Commissioners Aitchison and Lewis also 
dissented, but did not present their views. 


CHEESE INCREASES NOT ALLOWED 


The Commission, by division No. 3, in a report on I. and S. 
No. 24444, cheese from Iowa, Minnesota and Wisconsin to IIli- 
nois and W‘sconsin (mimeographed), written by Commission>r 
Campbell, found the proposed increases in rates on cheese, Car- 
loads, from points in southern Wisconsin to Chicago and other 
points not justified. The proposal was to cancel commodity 
rates and leave third class to apply. The proposed rates, Mr. 
Campbell said, would result in increases ranging in amount from 
3 to 17.5 cents and in percentages from 15.5 to 56.5. In dis- 
posing of the case the Commission said: 


Cheese from the northern part of Wisconsin, from New York 
state, the second largest producing territory in this country, and 
from substantially all other producing points to Chicago moves on 
third-class rates. Respondents’ purpose is to align the rates on 
cheese from southern Wisconsin with the general level of rates to 
Chicago on that commodity. It is their contention that this is de- 
sirable in order to remove any undue prejudice that may exist against 
northern Wisconsin and to require the traffic to contribute toward 
the burden of transportation revenue commensurate with its high- 
grade, perishable character. They show that third-class rates apply 
on cheese from certain points in southern Wisconsin to a number 
of points in western trunk-line central, and trunkline territories, 
and that the third-class basis generally applies in central territory 
and from Minnesota points to Chicago. The proposed rates are lower 
for corresponding distances than the rates under the distance scale 
prescribed on butter, eggs, and dressed poultry in Butter, Eggs, 
Dairy Products and Poultry, 96 I. C. C. 19, referred to as the Dairy 
Products Case, from points in Arkansas, Oklahoma, and Texas to 
certain defined territories and eastern. destinations. 

Protestants urge that this traffic is already bearing more than 
its fair share of the costs of transportation. They show that the 
average ton-mile earnings under the present rates are 41.2 mills, 
as compared with an average of 12.09 mills on all commodities in the 
western district. Shippers at points in northern Wisconsin admit 
that the maintenance of lower rates from points in southern Wis- 
consin places them at a disadvantage, but they oppose a readjust- 
ment which ‘would increase the rates from southern Wisconsin be- 
cause they believe that the latter are already too high. They urge 
that because of the much greater perishability of butter, eggs, and 
dressed poultry and their greater value, the rates on those com- 
modities are not a fair measure of reasonable rates on cheese. The 
volume of movement of cheese from Wisconsin points is substantially 
greater than that of butter, eggs, and dressed poultry. 

The present commodity rates from Wisconsin points to Chicago 
which it is here proposed to cancel average about 25 per cent less 
than. third class over the Chicago & North Western and about 27 
per cent less than third class over the Chicago, Milwaukee & St. 
Paul. The rates prescribed by us in the Dairy Products Case are 
materially less than third class. An exhibit shows that if the rates 
here under suspension were made the same percentages of the rates 
for corresponding distances in the scale prescribed in that case as 
the corresponding first-class rates from Wisconsin points to Chicago 
are of the first-class rates for equal distances prescribed in Mem- 
phis-Southwestern Investigation, 55 I. C. C. 515, for application be- 
tween points in a large portion of the Southwest, they would in all 
instances be materially less than those proposed. The rates pre- 
scribed by us in Cheese.for Wisconsin, 101 I. C. C. 744, on cheese 
from points in Wisconsin to destinations in Oklahoma, Wisconsin, 
Texas, and Louisiana average about 85.1 per cent of the correspond- 
ing third-class rates. It is shown that the ton-mile and car-mile 
earnings on fresh meat and on fresh fruit and vegetables between 
points in western trunk-line territory are materially lower for com- 
parable distances than the present earnings on cheese from points 
in southern Wisconsin to Chicago. Many of the present rates which 
it is here proposed to cancel are those prescribed by us in Railroad 
Commission of Wisconsin vs. C. & N. W. Ry. Co., 16 I. C. C. 85, as 
modified by subsequent general changes. ~ 

We find that the proposed schedules have not been justified. An 


order will be entered requiring their cancellation and discontinuing 
this proceeding. 


PEANUT INCREASES UNJUSTIFIED 


The Commission, by division No. 4, in a report on I. and 8. 
No. 2513, peanuts, Virginia and North Carolina to Southeastern 
and Mississippi Valley territories, written by Commissioner 
Meyer (mimeographed), has found not justified, proposed in- 
creased rates on peanuts, carloads and less than carloads, from 
Virginia and North Carolina points, to destinations in South- 
eastern and Mississippi Valley territories, ordered the suspended 
tariffs cancelled and discontinued the proceedings. Cancellation, 
if allowed, would have brought sixth class rates into play. Upon 
protest of various organizations of dealers, users and shellers 
of peanuts the schedules were suspended. 


Northeast Mississippi Traffic Bureau vs. Mobile & Ohio, 101 
I. C. C. 451, the Commission found a sixth class rate of 177.5 
cents, on peanuts, in carloads, from Suffolk, Va., and Plymouth, 
N. C., to Tupelo, Miss., not unreasonable but unduly prejudicial 
to the extent that the rate to Tupelo exceeded the rate con- 
temporaneously maintained to Memphis. That rate was and is 
58 cents. Following that decision these schedules were filed, 
the effect of which would be to make sixth class in carloads and 
fourth in less than carloads, effective. Under the proposed ad- 
justment the present rates to New Orleans, 63.5 cents in car- 
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loads, and $1.005 in less than carloads, the Commissio 


n 
would apply as proportionals to New Orleans, Natchez, View 


burg and Memphis on shipments to points west of the Miggis. 
sippi, except to points in Colorado, New Mexico and Wyoming 
Commodity rates apply to many destinations in the go ( 
In disposing of the case the Commission said: 


utheast, 


Respondents assert that the commodity rates from the south- 
east to the various destinations shown are the result of a low scale 
of rates originally established to apply on “‘farmer’s stock” to jj 
mills and cleaning plants, which were established at a time whe 
farmers were in acute financial condition due to the effect of the 
boll weevil on the cotton crop; and on the demand of protestants ona 
others were extended to apply to Virginia cities, Ohio and Missis. 
sippi river crossings and other destinations. It is therefore urged 
that these rates -are depressed and were not intended to ap 


the commercial product shipped from cleaning and shelling m= in Me 
The rates on peanuts from Suffolk to Louisville, Ky.. and Cin. 


cinnati, Ohio, are now lower than the rates to Knoxville, Chatta- 
nooga, or Atlanta, and rates to the river crossings apply over routes 
through these points. Any increase in the rates to the intermediate 
points would increase the discrimination against such points. The 
present rates to Nashville do not now exceed the rates to Evans. 
ville, Ind., but the increased rates to Nashville would exceed the 
rates to Evansville, thereby creating a departure from the provisions 
of the fourth section. Other similar unauthorized departures from 
the provisions of the fourth section are said to result from the 
fact that the proposed rates are higher than rates to certain points 
in central territory. 


Protestants compare the proposed less than carload rates with 
much lower less than carload or any quality rates on wheat, flour 
and cow peas. They also show less-than-carload commodity rates 
on peanuts from a considerable number of southeastern points to 
Ohio and Mississippi river crossings and points in central territory, 
Apparently, however, except for rates between comparatively few 
points, there are no less-than-carload commodity rates in south- 
eastern and Mississippi Valley territories; at least there is no general 
line of such rates; and to the destinations here in issue; no legs- 
than-carload commodity rates are shown to apply except from the 
Virginia and Carolina points here proposed to be canceled. The legs- 
than-carload rates proposed to some of these destinations, however, 
are higher. than the rates to the farther distant river crossings, and 
Se under the fourth section would be thereby increased 
or created. 


Upon this record we find that the proposed rates have not been 
justified. And order will be entered requiring the cancellation of the 
suspended schedules and discontinuing the proceeding, without preju- 
dice to the right of the respondents to file on statutory notice increases 
in less-than-carload rates which do not create or increase discrimina- 
tion under the provisions of the fourth section. 


FOURTH SECTION RELIEF 


By means of Fourth Section Order No. 9242, based on Fourth 
Section Application No. 1860, and others joined with it for hear. 
ing and disposition, the Commission, by division No. 4, opinion 
No. 10908 (104 I. C. C. 578-602), has granted fourth section relief, 
subject to the usual conditions, on class and commodity rates 
between Western Trunk Line points and points west of the Mis- 
souri River, to the Milwaukee, St. Louis-San Francisco, Union 
Pacific, Santa Fe, Missouri Pacific and Kansas City Southern. 
Relief as to rates which the Commission could not approve has 
been denied as of May 25. Disposition of those parts of the 
applications considered, which cover fourth section departures 
in commodity rates at points on the Katy and Missouri Pacific, 
has been deferred. 


CHICAGO GRAIN CASE 


The Commission, by division No. 2, in No. 15511, Board of 
Trade of the City of Chicago vs. Atchison, Topeka & Santa Fe 
et al. (mimeographed), in a report written by Commissioner 
Esch, has found rates on grain and grain products, from Iowa 
producing points, to Chicago, not unreasonable but unduly preju- 
dicial to Chicago and preferential of St. Louis, and as to certain 
points of origin, preferential of Kansas City. The finding is 
without prejudice to any other that may be made in No. 17000, 
the rate structure investigation. The undue prejudice is to be 
removed not later than April 5 in accordance with a rule which 
may result in the raising of rates to St. Louis. 


Commissioner Esch said that a thorough examination of the 
rates from southern Iowa was convincing that the fault lay with 
the level of the rates to St. Louis. They were relatively lower, 
he said, than the general basis in that territory and had been 
the source of complaint from Kansas City as well as from 
Chicago. He said that if the equalization of St. Louis and Chi- 
cago on traffic to the east was considered of sufficient impor- 
tance, such a result could be more properly brought about by 
inbound proportional rates or by joint rates, with transit at St. 
Louis than by the illogical] differential adjustment of local rates. 
The Gulf port interests, he said, might also be taken care of in 
some such manner. | 


The complaint alleged the rates on grain and products, from 
points in Iowa to Chicago and points in the Chicago district 
were unreasonable and unduly prejudicial as compared with the 
corresponding rates from the same points of origin to East St. 
Louis and Granite City, Ill, St. Louis, Kansas City, Council 
Bluffs, Des Moines, Sioux City and Omaha. The Milwaukee 
Chamber of Commerce intervened in behalf of the complaint. 
The carriers, the report said, inasmuch as the rates from [Iowa 
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to Milwaukee were the same as, or based upon those to Chi- 
cago, agreed to that broadening of the issues. Iowa commis- 
sioners and grain interests at St. Louis, Kansas City, St. Joseph, 
Cairo, Des Moines, Sioux City, Omaha, Minneapolis and New 
Orleans were permitted to intervene. 


Complainant, the report said, confined its attack to the local 
rates from Iowa points to Chicago. It contended, Mr. Esch said, 
that the grain rate adjustment from Iowa, for years, had been 
in urgent need of revision. It said the conditions it was attack- 
ing had existed for some time, but that they were aggravated 
py the changes under General Order No. 28, effective June 25, 
1918. Efforts on the part of the complainant to have the rail- 
roads adjust the rates more satisfactorily to itself came to 
naught. 


While contending that the rates from the whole of Iowa to 
Chicago were unreasonable, the report said the complainant 
pointed to the maintenance of a four-cent differential, Chicago 
over St. Louis, from southern Iowa, as the most glaring mal- 
adjustment in the structure under consideration. Complainant, 
he said, considered the rates to St. Louis reasonable and sought 
a readjustment to Chicago on that general basis, arguing that 
transportation conditions did not warrant the maintenance of 
a relatively lower basis of rates to St. Louis than to Chicago. 


With the exception of the Wabash, the report said, the rail- 
roads took the position that their rates to Chicago were reason- 
able and that the relative adjustment between Chicago and St. 
Louis was not improper except to the extent that the rates to 
St. Louis were depressed by competitive conditions resulting 
from the low basis of rates maintained by the Wabash. That 
line, the report said, opposed any change in the long-standing 
relationship between the markets, its lines to St. Louis being 
direct and its lines to Chicago circuitous. It vigorously main- 
tained its claim of right, the report said, to publish rates to 
St. Louis low enough to enable it to participate in the movement 
of grain from Iowa to that market. It emphasized, the report 
said, the evil effects upon the carriers, grain producers and the 
public generally which would follow the elimination of St. Louis 
competition for Iowa grain and the resulting monopoly of the 
Chicago market. 


Iowa, the report said, was peculiarly situated with respect 
to grain traffic, surrounded as it was by terminal markets draw- 
ing a large portion of their grain from Iowa for distribution to 
all parts of the country. Iowa coarse grain, it said, moved to 
Chicago and other Lake Michigan ports for reshipment to the 
east, to Missouri river markets for reshipment to the west, south- 
west and southeast and to St. Louis and Ohio river crossings 
for reshipment to the southeast, Mississippi Valley and south- 
west. In addition, Iowa grain is also shipped to markets at Des 
Moines and Peoria, and to various milling points, one of the 
largest of which is Cedar Rapids. 


The case revolved around the four-cent differential, St. Louis 
under Chicago, which was applied to rates from southern Iowa. 
Prior to June 25, 1918, the Missouri River differential, St. Louis 
under Chicago, was three cents. General Order No. 28 made it 
four cents. In disposing of the case the Commission said: 


There is no justification for the extension of the Missouri river 
differential into the local adjustment from southern Iowa, and no 
conditions have been shown which require the maintenance of rates to 
St. Louis 4 cents under the rates to Chicago from such points. 
While it is difficult to prescribe acceptable rates on grain based 
strictly on distance for application in this territory, and neither the 
carriers nor the competing grain markets desire to have the rates 
so made, it is evident that a better regard for distance is necessary 
in the adjustment under consideration. A thorough examination of 
the rates from southern Iowa is convincing that the fault lies with 
the level of the rates to St. Louis. They are relatively lower than 
po general basis in this territory and have been the source of com- 
Plaint from Kansas City, as well as from Chicago. If the equaliza- 
tion of St. ‘Louis and Chicago on traffic to the east is considered of 
sufficient importance, such a result can more properly be brought 
about by inbound proportional rates or by a rates with transit 
at St. Louis than by the illogical differential adjustment of local 
rates. The Gulf port interests may also be taken care of in some 
such manner. 

We find that the rates assailed are not unreasonable or other- 
wise unlawful, except (1) that the relationship between the rates from 
Iowa points to Chicago, Ill., and those from the same points of origin 
to St. Louis, Mo., is unduly prejudicial to Chicago and shippers there- 
at, and preferential of St. Louis and shippers there located, to the 
extent that the rates to Chicago exceed those which would result 
from the application of the rule set forth in the next succeeding 
Paragraph; and (2) that the relatjonship between the rates to Chi- 
cago and those to Kansas City, Mo.-Kans., from Iowa points south 
of the main line of the Rock Island from Davenport to Des Moines, 
Iowa, and east of the main line of that road from Des Moines to 
Allerton, Iowa, is unduly prejudicial to Chicago and shippers thereat, 
and preferential of Kansas City and shippers there located, to the 
extent that the rates to Chicago exceed. those which would result 
from the application of the following rule: 
ia Find the short-line distances, computed as hereinafter pro- 
be ed, from a given point of origin to Chicago and the other market, 
ener St. Louis or Kansas City, Mo., and where such distance to 

icago is the same as to St. Louis or Kansas City the rate on 
wheat should be made the same; where such distance is less to Chi- 
= the rate on wheat should be lower than that to St. Louis or 
; Nsas City by the amount set forth in the following table correspond- 
ng with the difference in distance, and where the distance to Chi- 


to" Chae greater than to St. Louis or Kansas City the rate on wheat 


ago should exceed that to St. Louis or Kansas City by the 
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amount set forth in the following table corresponding with the dif- 
ference in distance: 


Distance to 
nearer point—miles Difference in distance—miles 
200 and under...... 10 or/30 and|50 and/70 and|90 andii0 and 


underjover 10jover 30jover 50jover 70over 90 
300 and over 200...;12 or)40 andj65 andj90 andj115 and145 and 
under|over i2jover 40\over 65iover 90 over 115 
400 and over 300.../15 or|/45 and|75 and/105 andj145 and185 and 
under|over l5jover 45jover T5jover 105 over 145 
500 and over 400...|20 or|/60 and|100 andj140 andj185 and 230 and 
under|over 20\over 60\/over 100jover 140 over 185 














OVSP BOls ss. ccccscess 25 or|70 and|115 and/165 and/225 and over 
under|over 25\over 70jover 1l5jover 165 225 
Cents} Cents Cents | Cents | Cents Cents 
Difference in rates.' . 0 0.5 | x 1.5 2 2.4 
° Difference 
Distance to nearer point—miles in distance—miles 
eK eee era Ort eee 135 andji60 andjOver 
over 110jover 135 160 
300 and Over 200......-.cccccrcccveccccesesees 175 andj205 andjOver _ 
over 145iover 175 203 
TE GEE FOG ioc cciierswin cainekinwtenten 225 andi270 and|Over 
over [85jover 225 270 
ry SE I ee icc cng ewe oe a ewes ceen 280 andj330 andjOver 
. over 230lover 280 330 
BE as oink ctoe Sami pen este eal ale esteem 
Cents | Cents | Cents 
Oe ee er 3 3.5 4 


The rates on coarse grain should not exceed 90 per cent of the 
wheat rates, except from Mississippi river points where it is necessary 
to grade into the basis in effect in Illinois where both wheat and 
coarse grains take the same rates. The rates to Milwaukee should 
— on the basis of the present relationships to the Chicago 
rates. a. 

It may be that certain of the rates from Iowa, particularly the 
northwestern portion, are preferential of Chicago and unduly preju- 
dicial of St. Louis or Kansas City. Where such instances are found 
defendants will be expected to make such adjustments in accord- 
ance with the views herein expressed, so as to avoid another pro- 
ceeding for the purpose of bringing such matters to our attention. 
In other words, the rate differences prescribed should also be applied 
where the present rates are more favorable to Chicago as compared 
with St. Louis or Kansas City than would result from the use of the 
foregoing rule applied in the manner herein prescribed. . 

The distances used in the foregoing table shall be computed over 
the shortest single-line routes to the respective markets, where such 
routes are reasonably direct. For the purpose of this case, a route 
shall be deemed reasonably direct when it is not more than 115 per 
cent of the shortest route embracing not more than three line-haul 
carriers. If there is no single-line or such route is more than 15 
per cent circuitous, the distance shall be computed over the shortest 
available route embracing the lines or parts of lines of not more than 
three-line-haul carriers via existing connections for the interchange 
of carload traffic. But where the distance to one market is computed 
over a single line and to the other market over a joint-line route, an 
arbitrary of 1 cent per 100 pounds shall be added to the rate for 
the joint-line haul in applying the rate differences in the foregoing 
table; provided, that the rate difference shall in no event exceed 
that which would result from the use of the circuitous single-line 
distance without the arbitrary. 

The establishment of differential groups such as recommended 
by the western trunk line committee will be considered as substan- 
tial compliance with the order herein, provided the group differential 
be computed so as to produce substantially the same average dif- 
ferential as would result from the application of the foregoing table 
to the rates from each point in the manner specified. If the rate 
adjustment herein prescribed causes departures from the long-and- 
short-haul rule of the fourth section on circuitous routes, the in- 
terested carrier or carriers may file application for such relief as the 
facts may warrant. 

Subsequent to the hearing in this case and after briefs had been 
filed, we instituted proceedings in No. 17000, te Structure Inves- 
tigation, in accordance with S. J. Res. 107, which directed us to in- 
vestigate the rate structure of the country. We were further di- 
rected not to permit such investigation to delay the decision of 
pending cases involving rates on products of agriculture, and to 
decide such cases in accordance with the resolution. Such evidence 
of record as is relevant and material under the resolution has been 
considered in so far as it is legally possible to do so. This case 
chiefly concerns the relative adjustment between the grain markets. 
Producers are not here complaining of that adjustment. They were 
represented at the hearing to a very limited extent and practically 
no evidence was offered in their behalf. The conclusion herein reached 
is without prejudice to any further changes, ad 


justments, or redis- 
tribution of rates and charges as may be found necessary in the 
general investigation. 


BELT LINE AUTHORIZED 


The Commission, by division No. 4, in finance docket No. 
4682 (mimeographed), has authorized the Alabama Belt Line (a) 
to acquire a line of railroad and (b) construct extensions thereto 
in Alameda county, California. It has authorized the belt line 
to issue $500,000 of common capital stock, each share to have 
a par value of $100. It has also authorized the Atchison, To- 
peka & Santa Fe and the Western Pacific to acquire control of 
the belt line through the purchase, by each, of one-half of the 
capital stock of that company. It has also issued a certificate 
authorizing the Santa Fe to extend its operation by means of 
car floats, lighters, barges and ferries, to be operated on the 
estuary of the San Antonio and San Francisco bay, and author- 
ized the Western Pacific to extend its operations in a like man- 
ner. It has denied the request of the belt line to retain excess 
earnings, as to the proposed extensions, and dismissed it in 
so far as the petition related to the line already constructed. 
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This decision also covers finance docket No. 4685, applica- 
tion of the Alameda Belt Line for authority to issue capital 
stock; No. 4686, The Joint Application of the Santa Fe and West- 
ern Pacific to acquire control of the belt line; No. 4683, for 
authority to extend its operations, and No. 4684, the application 
on the part of the Santa Fe for a like authority. 

The Southern Pacific opposed construction of the new lines 
on the ground, among others, that the new lines were designed 
almost wholly for competitive purposes. The Commission said 
that conditions surrounding the construction of new railroads 
differed from those affecting the installation of terminal facili- 
ties, and decisions such as the Southern Pacific had cited, ap- 
plicable in the one instance, were without controlling importance 
in the other. It said the belt lines proposed would benefit Ala- 
meda by aiding in the development of a large industrial area; 
also tend to lower the present charges on traffic to and from 
Alameda; would give shippers at that point the benefits of com- 
petitive service; and that, apparently, the Santa Fe and Western 
Pacific would profit from the line-haul movement on traffic to be 
developed. 


ABANDONMENT AUTHORIZED 


The Commission, by division No. 4, in finance docket No. 
4773 (mimeographed), has authorized the Bevier & Southern to 
abandon that part of its line extending a distance of 2.554 miles 
from the line of the town of Ardmore, Mo., as to interstate and 
foreign commerce. On behalf of the applicant, controlled by 
the interests that control the Central Coal & Coke Company, it 
was testified that there were no coal mines which had not been 
worked out, contributary to the part of the line to be abandoned 
and that the only mines from which an appreciable amount of 
coal might be expected were two owned by the coal company, 
with a capacity af about 2,000 tons a day. Neither has been 
worked for more than a year, but, it was testified that work 
would be resumed at such time as it was possible for the coal 
company to obtain labor contracts, as, in its opinion, would 
permit profitable mining operations. 

Output of ten drift mines along the railroad, owned chiefly 
by farmers along the line, the report said, was not sufficient in 
volume to warrant the Commission in requiring the continued 
operation of that part of the line covered by the application to 
abandon, in interstate commerce. The permission to abandon 


is to be made effective in thirty days after the issuance of the 
certificate. 





TENTATIVE VALUATIONS 


San Antonio, Uvalde & Gulf Railroad Co., as of June 30, 
1919, owned and used, $4,204,300; trackage, 340.68; capital out- 
standing, $4,918,000 of stock and long term debts, consisting of 
$260,000 of common stock, $4,430,000 of funded debt and $225,000 
of receivers certificates. 

Louisiana & North West Railroad Co., as of June 30, 1918, 
owned and used $1,451,820, and owned but not used $151,080. 

Gettysburg & Harrisburg Railway Company, as of June 30, 
1917, owned and used, $1,047,475, and used but not owned, $1,328. 





FINAL VALUATIONS 


The Commission, in valuation Docket No. 215, opinion No. 
B-149, 106 I. C. C. 47-66, has found the final value of the prop- 
erty of the Louisiana Railway & Navigation Co., owned and 
used for common carrier purposes, as of June 30, 1917, to be 
$10,796,479, and owned but not used, $60.000. The company owns 
and operates a line from New Orleans to Shreveport, a distance 
of a fraction less than 304 miles, with a line from Aloha to 
Winnfield, a distance of a little more than twenty-seven miles, 
all in Louisiana. 

A protest against the tentative valuation was filed February 
24, 1923, more than the thirty days allowed by stutute for the 
filing of protests. The tentative valuation report was served, 
according to the report, on March 24, 1922, accompanied by a 
statement that any protests thereto should be filed on or 
before thirty days from March 27, 1922. The Western Union, 
the report said, filed an intervention within the statutory time 
for the filing of protests. 

After quoting the statutory rule, the Commission said that 
it had no power to extend the period for the filing of protest 
and that in accordance with the rule the protest was barred from 
consideration, and the tentative valuation became the final 
one. 

The Commission said the carrier, on July 16, 1923, filed an 
application for permission to file protest nunc pro tune, or, in 
the alternative, for a rehearing. The Commission, after argu- 
ment, denied the application. It, however, modified its tentative 
valuation before making it final. It said the estimates of cost 
of reproduction covered by the report were based upon the 1914 
level of prices, while the present values of land covered by the 
report were based upon the fair average of the normal market 
value of lands adjoining and adjacent to the rights of way, 
yards and terminals as of the valuation date. That discrepancy 
would be removed, the Commission said, when it adjusted to 
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later date, in accordance with the requirements of the valuation 
act, to final values carried in the report. The tentative Valua- 
tion, as thus modified, was made final. 

The Commission, in valuation docket No. 317, opinion No 
B-147, 106 I. C. C. 27-37, has found the final value, for rate. 
making purposes, of the property of the Mineral Point & North. 
ern Railway Company, as of June 30, 1917, owned and used fo; 
common carrier purposes, to be $556,927. The company owns 
and operates a line from Highland Junction, Wis., to Highlang 
Wis., a distance of a little less than 27 miles. No protest was 
filed against the tentative valuation. 


ASK FOR A FINDING 


Swift & Company, Plankinton Packing Company, and the 
Omaha Packing Company, Inc., have asked for further consiq. 
eration upon the question of reparation in No. 14771, Sub-No. 1. 
Swift & Company and Plankinton Packing Company vs. New 
York Central, on the ground that the Commission erred in fail. 
ing to make a finding as to the reasonableness of the rates jp 
issue in this proceeding, in the period prior to the decision anq 
to the filing of the complaint herein. They assert the record in 
this proceeding shows them that in the period of two years 
prior to the filing of this complaint and thereafter, the com. 
plainants made many shipments of fresh meats and packing. 
house products from the points of origin to the destination 
described upon which the freight charges were paid and borne 
by the complainants. They insist they are entitled to a finding 
by the Commission upon the question of damage alleged by 
them when that question is put in issue by a proper complaint, 
In support of that proposition they cited Sloss-Sheffield Steel 
& Iron Company vs. Louisville & Nashville, 51 I. C. C. 635. 


UNCONTESTED FINANCE CASES 


The Commission, by Division 4, has authorized the Great 
Northern Railway Company to issue $5,000,000 of general: 
mortgage five per cent gold bonds which are to be sold at not 
less than 951% per cent of par and accrued interest. 


FINANCE APPLICATIONS 


The Atlantic Coast Line has asked for authority to construct 
and operate an extension of its line from Thonotosassa to Dade 
City, Fla., a distance of about 15 miles, and to retain the excess 
earnings thereof. The applicant said it would finance the pro- 
posed construction out of its own funds and without, at this 
time, issuing any securities. The applicant said that the con- 
struction of the proposed extension would furnish, for the ter- 
ritory through which it would extend, railroad transportation 
for the first time and would permit the marketing of the prod- 
ucts of that territory. In addition to furnishing transportation 
facilities for the district through which it would pass the new 
construction, the applicant said, would be a part of the new 
direct line from Tampa, Fla., to Thomasville, Ga., and would 
also form a part of the new short line from Tampa to Jackson- 
ville. 

The Atlantic Coast Line Railroad Company has asked per- 
mission to assume obligation in respect of an equipment trust 
for $5,100,000, at 5 per cent, the proceeds of which are to be 
used in the acquisition of equipment to be acquired at an esti- 
mated cost of $6,400,000, consisting of 45 locomotives, 73 mail, 
express, baggage and passenger cars and 1,400 open-top cars. 


OHIO RIVER SALT CASE 


The Baltimore and Ohio and the New York Central, respond- 
ents in I. and S. No. 2499, Salt from Ohio and West Virginia 
points to Ohio and Indiana points, have asked the Commission 
to reconsider the record and modify its decision in respect of the 
maintenance of existing rates as proportionals on traffic beyond 
Cincinnati. The Commission found justified proposed increases 
to 12 cents for application locally but required the maintenance 
of existing rates for application proportionally. : 

The applicants submitted that the Commission, in dealing 
with the proportional phase of the case, had taken into consid- 
eration rates which were not involved in the proceeding. They 
said it might be that the future would: bring forth complaints 
against the combination rates from protestants’ groups to terrl 
tory beyond Cincinnati, but that it would seem that the only 
question to be determined by the Commission in this proceeding 
was whether the proposed increases to Cincinnati and the Cin- 
cinnati switching district had been justified. Obviously, they 
said, they could not maintain the existing rates as proportionals, 
and at the same time maintain the combination rates from other 
groups which were constructed on full locals to Cincinnati. 


GUARANTY CERTIFICATE 


The Commission has certified to the Secretary of the 7 
ury that the Denver & Salt Lake Railroad Company is indebte 
to the United States for $40,094.62 because of overpayments =. 
der section 209 (h). It found the railroad to have been agro 
to $384,905.38, but that the advances that had been made to it 
amounted to $425,000. 
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SULPHURIC ACID RATES 


A finding of undue prejudice and a method for its removal 
have been proposed by Examiner Charles W. Berry, in No. 17260, 
Bertha Mineral Co. vs. Baltimore & Ohio et al., as to rates on 
sulphuric acid, in tank cars, from Tiltonville, O., to points in the 
Pittsburgh-Wheeling-Youngstown district. Berry said the rates 
should be found not unreasonable or unjustly discriminatory, but 
unduly prejudicial as to some points. The complaint alleged the 
rates from Tiltonville to destinations in Pennsylvania, West Vir- 
ginia and Ohio were, and are, unreasonable, unjustly discrimi- 
natory, and unduly prejudicial in violations of sections 1, 2, 3 and 
13 of the interstate commerce act. Acid producing points alleged 
to be preferred were Moundsville, on the Ohio River, approxi- 
mately 15 miles south of Tiltonville, Newell, Natrona, Beaver 
Falls, New Castle, Niles and LangelOth, the latter twenty miles 
west of Pittsburgh. 

The examiner reviewed the testimony, consisting of rate 
comparisons and earnings, at length. One of the facts brought 
out was that the rates were reduced, in part at least, by water 
competition on the Ohio River. The railroads contended that 
the Pittsburgh & Lake Erie, one of the defendants, had to be 
left free to determine whether it would, or would not, meet 
wtter competition; that it might initiate lower rates than the 
Commission could prescribe; that discrimination might be 
justified by water competition and that discrimination or undue 
prejudice could not be established against the other carriers by 
reason of rates initiated by the Pittsburgh & Lake Erie. In 
disposing of the case Examiner Berry said: 


It is a well established principle that undue prejudice may not 
be found to exist as between shippers and communities, unless the 
same carrier serves them or participates in their traffic. Kokomo 
Opalescent Glass Company vs. C. C. C. & St. L. R. R. Co., 81 I. C. C. 
352. The fact that a carrier initiates rates from one point while it 
participates in rates published by the originating carrier from an- 
other, does not relieve it from the charge of undue prejudice when 
it is in its prower to remove the undue prejudice by its own act. 

A carrier may maintain rates lower than the commission would 
be justified in prescribing in the absence of undue prejudice in order 
to meet water competition, but while it may have an option in meet- 
ing water competition it cannot exercise that option to the undue 
prejudice of any locality. It cannot maintain subnormal rates at 
one point and refuse to establish them from a competing point in 
whose traffic it participates and where conditions are similar, and 
justify such a practice by a plea of water competition. American 
International, Etc., Corp. vs. Director General, 58 I. C. C. 367. 

Neither the complaint nor the record in the instant case is 
sufficiently comprehensive to warrant the Commission in prescribing 
a scale of distance rates for application in the Pittsburgh territory. 
It does show clearly, however, that the carriers should endeavor 
to agree upon a scale. Progression of % cent for each 5 miles pro- 
duces too large a difference between the rates for hauls of from 5 
to 25 miles and hauls for longer distances. 

No evidence has been introduced showing damage with that 
degree of certainty required to warrant an award of reparation under 
section 3 or showing unjust discrimination. Complainant requested at 
the hearing that if the commission should make a finding of undue 
prejudice a further hearing be granted for the submission of evi- 
dence as to damage. Such a hearing should be granted upon applica- 
tion provided a showing of probable damage is made. 

The commission should find that the charges assessed were not 
unreasonable or unjustly discriminatory, but that the rates from the 
points of production to the destinations shown in the following table 
were, are, and for the future will be unduly prejudicial to Tilton- 
Ville to the extent the rate from Tiltonville exceeds them by more 
than the amount shown in column 1, and to the extent the rate from 
Tiltonville is not as much as the amount shown in column 2 less 
than the rates from Moundsville. 
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Proposed Reports in I. C. C. Cases 


The withdrawal of the other carriers from the rates from Mounds- 
ville to Braddock, McKeesport, and Sharpsburg, and from New 
Castle to McKeesport, would not prevent the Baltimore & Ohio, 
which does not participate in the joint rate from Tiltonville to those 
points, from maintaining the present rates. A similar situation exists 
in regard to the rates from Newell to Sharpsburg over the Pitts- 
burgh & Lake Erie. The Commission should find that the rates from 


Moundsville and Newell to the points named are not unduly preju- 
dicial to Tiltonville. 


Rates from Tiltonville and the other producing points to des- 
tinations specified in the complaint should be adjusted so as to 
properly line up with rates to the representative points specifically 
covered by this report. 


CAR-FERRY ROUTE RATES 


In a report on No. 16826, Ann Arbor Railroad Company 
et al. vs. Baltimore & Ohio et al., Examiner David T. Copen- 
hafer said the defendants should be required to establish through 
routes and joint rates, in connection with the complainants’ 
lines and the Pere Marquette, the latter an intervener, via 
Toledo, on coal from mines on the Chesapeake & Ohio in the 
Inner and Outer Crescents, to destinations on the lines of the 
defendants in Iowa, Minnesota, South Dakota, North Dakota 
and Wisconsin. He also suggested the divisions to be paid to 
the complaining lines. 

This case is an indirect outgrowth of the Commission’s 
action in keeping the Peoria gateway open under the joint rates 
established by the Louisville & Nashville in proposed cancella- 
tion of coal rates to Minnesota, 89 I. C. C. 573, decided May 13, 
1924, and other cases bearing on that question. The query 
about keeping open the Peoria gateway on the joint rate basis 
arose after the various percentage increases in rates after 1915 
because the parity of the Peoria and Chicago gateways was 
broken when, by reason of but one increase being made in a 
joint rate, through rates on the combination basis via Chicago, 
became higher than the joint rates through Peoria. The joint 
rates via that gateway, when first established, were made to 
equal the Chicago gateway combination, the idea being equaliza- 
tion and giving carriers unable to use the Chicago gateway 
business through Peoria. 

When, in compliance with the Commission’s views on that 
matter, carriers undertook to line up their rates, they omitted 
the car-ferry routes, first because there was a dispute as to 
divisions and then on the ground that their routes were cir- 
cuitous. 

Complainants in the title case, Detroit & Toledo Shore Line, 
Grand Trunk Railway System and Ann Arbor, alleged the 
failure and refusal of the defendants to include and designate 
their lines as participating carriers in the through routes and 
joint rates, with reasonable divisions thereof, established March 
23, 1925, over competing routes through Chicago, on coal from 
the crescent districts, via Toledo, O., and their car-ferry routes, 
to destinations in Illinois, Iowa, Kansts, ‘Minnesota, Missouri, 
Nebraska, Wisconsin and the Dakotas, denied the complainants 
and the public the application of such joint rates over their 
lines and car ferries in violation of the first and fifteenth sec- 
tions of the interstate commerce act and constituted unjust 
discrimination in violation of the third section. 


The examiner went into the testimony in great detail to 
build up a foundation for a recommendation, which, if adopted, 
will require the inclusion of the car-ferry routes in the joint 
rates such as apply via the Chicago gateway. In conclusion he 
said: 


The Commission should find that the failure and refusal of the 
Chesapeake & Ohio and Norfolk & Western and other defendants to 
establish through routes in connection with complainants’ lines and 
that of the intervening Pere Marquette Railway, from mines on the 
Chesapeake & Ohio and Norfolk & Western in the inner and outer 
crescents in Virginia, West Virginia and Kentucky, to points in Iowa, 
Minnesota, South Dakota and North Dakota, while participating in 
such routes and rates in connection with other carriers and with each 
other, subjects complainants and intervener and their traffic to undue 
prejudice and disadvantage and unduly prefers their competitors, in 
violation of section 3 of-the act. The defendants should be required 
to establish through routes with those lines between such points to 
the same extent as now maintained in connection with other lines, 
and joint rates over such routes, which rates shall not exceed the 
joint rates contemporaneously maintained and applied in connection 
with routes through Chicago, provided that this finding shall not be 
construed as requiring the establishment of joint rates over the routes 
covered by the complaint to points of destination to which the present 
joint rates over routes through Chicago gateway are less than $5.20 
per ton, and provided further that the rates to intermediate points in 
Wisconsin over the same line or route which now exceed the rates 
herein prescribed shall be made to conform to the requirements of the 
fourth section. 

The Commission should further find that the same percentage 
proportions as now accorded lines east of Chicago, Ill, out of the 
joint rates in effect through that point will be just and reasonable to 
allow on this traffic from the points of origin to the west bank Lake 
Michigan ports and that the division of those proportions from mines 
in the inner crescent on the basis of 52 per cent to the lines south of 
Toledo and 48 per cent to the lines beyond Toledo will result in just 
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and equitable divisions. On coal from the outer crescent the lines 
south of Toledo should be allowed whatever differential is employed 
in making rates from that district over the inner crescent. The lines 
beyond west bank Lake Michigan ports should be allowed the same 
percentage proportions as are now accorded the lines beyond Chicago 
on traffic moving to the same destinations under the established thru 
rates. To points in Wisconsin to which rates are made to conform to 
the fourth section the later lines should be allowed the same per- 
centage proportions as to the farther distant point. 


REFINED OIL DISTILLATE RATE 


Examiner H. G. Cummings has recommended the dismissal 
of No. 16391, Sioux City Gas & Electric Co. vs. Chicago, Bur- 
lington & Quincy et al., on a finding that a rate on petroleum 
refined oil distillate, in tank cars, from Casper, Wyo., to Sioux 
City, Ia., in October, 1923, was applicable and not unreasonable. 
The complaint alleged that a rate of 39.5 cents was and is un- 
reasonable and inapplicable. Reasonable rates and reparation 
were requested. Complainant contended that the commodity 
was gas Oil and that a rate of 33.5 cents, applicable on crude, 
fuel, smudge, gas and road oils, was applicable to the shipment 
in question. It said that it had used the oil in the manufacture 
of illuminating gas. It was described in the contract of sale as 
refined oil distillate with specific gravity of 36 to 38 degrees, and 
in the bills of lading and freight bill as petroleum refined oil 
distillate. 

The examiner said the tariffs did not define the various 
kinds of oil and that shortly after the first shipments were made, 
complainant presented claims for overcharges. In accordance 
with the ruling of the Western Classification Committee that 
petroleum oil with a gravity of over 36 degrees should be rated 
as refining oil, the claims were disallowed. Upon the evidence 
presented the committee concluded that the rate charge was 
applicable. 

Complainant urged that the defendants’ action in determin- 
ing the application of rates on oil according to the specific 
gravity was arbitrary, without tariff authority and without re- 
gard to the transportation characteristics of the various kinds 
of oil. The examiner said that, although the gravity of the com- 
modity here considered was higher than that of fuel or gas oil, 
complainant asserted that it was essentially a low-grade oil and 
that there was little difference in the values of fuel oil, gas oil, 
and distillate, and no difference in the methods or risks of 
transportation. The value of the oil received by the complain- 
ant, under its contract, was clearly much lower, the examiner 
said, than that of various commodities on which the refined oil 
rates applied, such as kerosene and gasoline. 

As reason for his recommendation of dismissal the ex- 
aminer pointed to Nicholas Oil vs. A. T. & S. F., 73 I. C. C. 725, 
in which the Commission found that the application of the re- 
fined oil rates on petroleum distillate from Cushing, Okla., and 
Independence and Coffeyville, Kans., to Omaha, was not reason- 
able. The contention, he said, was made in that case, also, that 
the commodity shipped was gas oil. He also cited Barber & Co. 
vs. C. & N. W., 96 I. C. C. 516. 


UNCLAIMED RULE CASE 


Examiner Lawrence Satterfield has proposed the dismissal 
of No. 16869, Northwestern Fruit Exchange vs. Erie, on a finding 
that demurrage and icing charges collected on one carload of 
apples from Omak, Wash., to New York, in 1923, were applicable 
and had not shown to have been unreasonable. The car was 
consigned to Northwestern Fruit Exchange, “Advise Berkowitz 
-and Schwartz,” referred to by the examiner as the consignees 
and was routed for delivery by the Erie without any particular 
point in New York being specified. The car arrived. at Croxton, 
N. J., in October, 1923. Croxton is the point at which the Erie 
holds shipments destined to New York without special delivery 
being designated. The day after arrival the consignees were 
notified of arrival and on the following day they ordered the car 
to the Erie’s Duane Street Station for sale at auction, on 
October 26. Because of congestion at the station, the Erie’s 
agent acting under proper tariff authority, the examiner said, 
requested the consignees to eliminate this car from their order, 
which was done on October 25. The car remained on hand 
awaiting further orders, and on November 1 the Erie’s agent 
notified complainant’s New York office to that effect. On No- 
vember 8 the examiner said, an acceptable order for delivery 
at Duane Street was received by the Erie and the car was 
then moved from Croxton by carfloat to the designated station. 
In the hold period demurrage amounting to $38 accrued and $23 
was charged for extra ice supplied to the bunkers. 

Complainant contended that at the expiration of forty-eight 
hours, computed from the first 7 A. M. following the day on 
which consignees were notified, defendant was obliged to 
notify consignor that the shipment was on hand unclaimed in 
accordance with rule 4, section E, paragraph 2-A of Jones’ 
I. C. C. 1340. That is the “unclaimed rule.” No such notice was 
sent in this case and the complainant contended that under 
rule 8, Section D, paragraph 4, of Jones’ tariff, which provides 
in substance, that in the case of carriers’ failure to send notice 
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as provided, the consignor shall not be held liable for demurrage 
charges between the date notice should have been sent anq the 
date on which it was actually sent. 

Complainant argued, the examiner said, that inasmuch as 
the Erie was named as a party to the agency demurrage tariff 
it was bound by all the rules contained therein and allegeg 
that by reason of the Erie’s negligence in not notifying the 
consignor the demurrage charges in excess of $4 and charges fo, 
icing in excess of $5 were illegally assessed. Satterfield said 
that contention was apparently based on the assumption that 
orders for the immediate disposition of the car would have been 
forthcoming had notice been sent to the consignor, although the 
record contained no direct statement from either complainant 
or the consignor to the effect that a more prompt disposition 
of the car would have been effected had the latter been notifieg, 
Under the facts disclosed, Satterfield said, it seemed doubtfy| 
that such an assumption was warranted. The consignor, Apple 
Pickers’ Association, he said, marketed its product through the 
complaining fruit exchange and as before stated, although the 
latter’s New York office was notified in writing on Nov. 1, 1923, 
that the car was on hand at Coxton, an acceptable order for 
delivery was not given until November 8. Apparently, he said, 
it was desired from the outset, that this shipment should be 
disposed of at the apple auction market conducted adjacent to 
the Brie’s Duane Street Station and that the congestion at 
that station, rather than the lack of notice to the consignor, 
seemed largely to have entered into the delay in effecting the 
delivery desired. While complainant admitted it was consignor’s 
sales agent it denied that notice to it was notice to the con- 
signor. In answer to that the examiner pointed out that the 
bill of lading covering the shipment bore the following endorse- 
ment: “deliver only upon surrender of written or telegraphic 
order of the Northwestern Fruit Exchange and payment of 
all freight charges.” 

The Erie took the position that the reference in its tariff 
to the agency tariff of general demurrage rules and charges did 
not make this shipment subject to all the provisions of such 
agency tariff but was merely for the purpose of providing for the 
assessment of whatever demurrage might accrue under its 
local tariff regulation. 

Satterfield said it seemed from the language used in the 
Erie’s tariff in referring to the agency tariff that the Erie 
limited the application of the agency tariff to the scale of demur- 
rage charges therein and that such reference did not serve to 
make applicable the provisions relied upon by the complainant. 
The rules and regulations contained in the Erie’s tariff governing 
the assessment of demurrage at New York under various con- 
ditions, he said, were clearly distinguishable from the scale 
of demurrage charges prescribed in the agency’s tariff to which 
the Erie tariff made reference. 

The provision for notice to consignor, he said, was made 
in connection with carload freight which was unclaimed and 
that even were it found to be that the reference in the Erie's 
tariff made applicable the provision of the agency tariff, under 
the facts stated, it seemed very doubtful if this shipment could 
be said to have been unclaimed inasmuch as the consignee, on 
October 25, ordered the car in for delivery and apparently stood 
in readiness to pay the charges. He pointed out in Republic 
Coal Company vs. C. St. P. M. & O., 85 I. C. C. 331, the Com- 
mission, in interpreting the meaning of the term unclaimed, 
found that a demand for delivery and a readiness to pay the 
charges were equivalent to claiming the shipment. 


OIL RATE CONDEMNATION 


In a report on No. 16544, White Eagle Oil & Refining Co. 
vs. Denver & Rio Grande Western et al., Examiner Myron Wit- 
ters proposes a finding that rates on refined petroleum and 
petroleum products, including lubricating oils and greases, from 
Augusta and Topeka, Kan., Tulsa, Okla., Fort Worth, Tex., and 
Casper, Wyo., to Glenwood Springs, Rifle, Grand Junction, Delta, 
Montrose, Hotchkiss and Monte Vista, Colo., are unjust and un- 
reasonable to the extent they exceed the following: From Avt- 
gusta and Topeka, to Delta and Montrose, $1.01; to Hotchkiss, 
$1.10; and to Monte Vista, 74.5 cents; from Tulsa to Delta and 
Montrose, $1.01; to Hotchkiss, $1.10, and Monte Vista, 77 cents; 
from Fort Worth to Glenwood Springs, Rifle and Grand Junc- 
tion, 95 cents, to Delta and Montrose, $1.03, to Hotchkiss, $1.13 
and Monte Vista, 79 cents; from Casper to Delta and Montrose, 
74 cents, to Hotchkiss, 83 cents, and Monte Vista, 69.5 cents. 

Reparation, the examiner said, should be awarded to the 
complainant on shipments from December 17, 1922, and to the 
Texas Company, an intervener, on shipments moving within two 
years from the time of the filing of its intervention. The Con- 
tinental Oil Company, another intervener, offered no evidence 
to the paying and bearing of the charges, but requested further 
opportunity to do so. The examiner said the reparation state- 
ments should not include shipments from points of origin related 
to the points of origin specified in the complaint, because the 
territory of origin was not sufficiently described to bring in issué 
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rates from related points. The carriers, however, he said, 
pul adjust their rates from related points in harmony with 
the rates recommended. 


CHICAGO PLUS GBAL RATES 


Examiner J. Edgar Smith has recommended the dismissal of 
No. 16831, Audebert Wall Paper Mills et al. vs. Illinois Central 
at al., upon the ground that there were no overcharges, as al- 
ieged, on coal from mines in Kentucky to Summerdale, Jefferson 
Park, and Edgewater, stations within the Chicago switching dis- 
trict, OD which, between May 7, 1921, and January 28, 1923, local 
rates to Chicago plus Lowery arbitraries were applied. Smith 
said the allegation was that the rates were unjust and unlawful 
in violation of the sixth section and that reparation was asked 
solely on the ground of straight overcharge. The examiner said 
the sole issue Was as to whether the defendants were in strict 
accord with the terms of the tariff in charging the local Chicago 
rates for the haul from the mines to Chicago, or-should the lower 
proportional rates to Chicago have been applied. The sole con- 
tention of the complainants, he said, was that there was no 
joint through rate published and thatétherefore the proportional 
to Chicago, rather than the local to that point, should have been 
ysed to obtain the through charge. But, Smith said, the pro- 
portional rate was subject to a rule which said that that rate 
was applicable only on shipments destined to points beyond the 
Chicago switching district and to points within the Chicago 
switching district “to which no through rates are published.” 
He said that if the Lowrey tariffs were examined it would be 
found they said “Apply Chicago, Ill., rates” and “Apply Chicago, 
Ill, rates, plus,” each such latter item being followed by a speci- 
fied differential. 

Smith said that on January 29, 1923, the Lowrey tariff 
phraseology was changed to make the before quoted items read 
“Apply Chicago, Ill., local rate” or “Apply Chicago, IIl., local 
rate, plus.” He said the items were marked as increases but he 
said the use of the reference mark indicating an increase was 
obviously an error, for no other than the local rate had ever 
been used. 


ABSORPTION GASOLINE RATES 


Examiner Paul O. Carter has recommended the dismissal of 
No. 16565, Lone Star Gas Company vs. Atlanta, Birmingham & 
Atlantic et al., and a sub-number thereunder, Same vs. Same, 
on a finding that the rate of 71 cents on absorption gasoline, in 
tank cars, since March 15, 1923, from Petrolia, Tex., to Bruns- 
wick, Ga., is not unreasonable. The allegation was that it was 
unjust and unreasonable. A rate for the future and reparation 
were asked. Among the contentions was that there should be 
a lower rate on absorption gasoline than on the commercial gas- 
line because the absorption sort could not be used, except as a 
material for blending with other products of refining. On the 
measure of the rate itself the examiner said the Commission 
should follow its decision in Piedmont Oil Company vs. Alabama 
& Vicksburg, 102 I. C. C. 583, in which a rate of 69 cents, made 
by combination on the Mississippi, the basis of the 71 cent rate, 
from Fort Worth and Hodge, Tex., to Gastonia, N. C., was held 
not unreasonable. 


FORMER FINDING AFFIRMED 


Examiner H. G. Cummings, in No. 15293, Bimel Spoke & 
Auto Wheel Company vs. Lake Erie & Western et al., proposes 
the Commission, on this further hearing, shall affirm the find- 
ings in the original report, 95 I, C. C. 9, and dismiss the com- 
Plaint. In that first report the Commission found not unrea- 
sonable or unjustly discriminatory, the class A rates of $3.035 
prior and $2.73 after July 1, 1922, alleged to have been assessed 
on thirteen carloads of automobile wheels from Portland, Ind., 
to Los Angeles, San Francisco and Seattle. At the further hear- 
ing the examiner said it was developed that some of the evi- 
dence originally presented contained erroneous and incomplete 
statements of fact in respect of the commodities shipped, hence 


the term “alleged” in connection with the character of the 
shipments. 


APPALACHIA COAL RATES 


__Attorney-Examiner William B. Hunter, in No. 13823, Vir- 
ginia Coal Operators’ Association vs. Aberdeen & Rockfish et al., 
has proposed that the Commission find rates on coal, from the 
Appalachia and Dante districts in Virginia to points in the 
Carolinas and Georgia, and rates from the Harlan county dis- 
trict in Kentucky, to the same destinations not unduly preju- 
dicial. He said it should find like rates to Jacksonville, Fla., 
and points basing thereon, unduly prejudicial to the Appalachia 
and Dante districts to the extent that the rate therefrom to 
Jacksonville exceeded the rate from the Harlan county district 
to Jacksonville. 

After submission, this case was opened for further hearing 
solely to develop the facts with respect to the lease of the Caro- 
lina, Clinchfield & Ohio by the Louisville & Nashville and the 
Atlantic Coast Line and the effect thereof on the rate situation 
complained about in this case. The Clinchfield was in inde- 
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pendent operation when the complaint was filed. The leasing 
of the Clinchfield by the two carriers mentioned made each of 
those carriers, the examiner said, a participant in rates from 
mines on the Clinchfield. That conclusion, he said, was im- 
portant, as otherwise the rates from the Harlan country district 
and that from southwest Virginia to Atlanta and many other 
points would not raise an issue of undue prejudice and pref- 
erence under the third section, because no one carrier would 
participate in both rates. At the further hearing, the examiner 
said, the lessees vigorously opposed that view on the ground 
that the organization set up by them to operate the Clinchfield 
was of such a character that it could not be said that they, the 
lessees, operated the Clinchfield. After quoting the agreement 
under the lease, the examiner said that it appointed joint agents 
to operate the properties of the Clinchfield. 

After disposing of that point, the examiner considered the 
case as one merely involving the rates and made the recom- 
mendations before mentioned. 


EXAMINER SUGGESTS REPARATION 


Examiner J. O. Cassidy, in No. 16039, Florence Chamber of 
Commerce vs. Southern Railway et al., said the Commission 
should find unreasonable the rate charged on one carload of 
limestone rock, from Margerum, Ala., to Dallas, Tex. The rate 
alleged was unreasonable and that the commodity was im- 
properly classified as bituminous asphalt rock. The complainant 
contended that the rate applicable was that on crushed or 
broken rock to the Mississippi and the 9702 scale rate on 
crushed rock west of the river. Reparation was the only ques- 
tion in issue because the classification and rate had been changed 
by the Southern to the satisfaction of the complainant. This 
particular shipment was required to pay the rate on paving 
material. The examiner said the Commission should order rep- 
aration to the crushed or broken rock rate. 


INAPPLICABLE RATES CHARGED 


Examiner John T. Money, in No. 16897, Chamberlin Furniture 
Company vs. Director-General, as agent, said the Commission 
should find the rates charged on a carload shipment of chairs, 
from Winston-Salem, N. C., and a less-than-carload shipment of 
blankets, from Nashua, N. H., to Casper, Wyo., were in excess 
of those applicable and award reparation to the basis of the 
applicable rates. The shipments were made in 1919 and 1920. 
The complainant contended for rates lower than those assessed, 
under the intermediate application rules, and the examiner 
agreed with it, saying the Commission should find the applicable 
rate on chairs was $2.19 on a 16,000-pound minimum and $2.84 
on the blankets. 


FUTURE RATE RECOMMENDED 


A finding of unreasonableness, an award of reparation and 
an order establishing a new rate for the future have been rec- 
ommended by Examiner Horace Johnson, in No. 17008, Greene- 
baum, Weil & Michels vs. Chicago & North Western et al., as 
to a rate on one carload of cotton warp olive drab shirting, 
shipped from Chicago to San Francisco, in June, 1924. An any- 
quantity commodity rate of $4, applicable on dry goods, N. O. S., 
was applied. The complainant contended it was unjust and un- 
reasonable and asked for reparation down to $2. The examiner 
said the Commission should find the $4 rate unreasonable to 
the extent it exceeded, exceeds or may exceed $2.33, award 
reparation to that basis and order the lower rate established. 


RATES ON STRAWBERRIES 


Attorney-Examiner Arthur B. Mackley has recommended the 
dismissal of No. 16159, Providence Fruit & Produce Exchange 
vs. New York, New Haven & Hartford et al., on a finding that 
rates on strawberries, from North Carolina to Providence, R. I., 
are not unreasonable, and the relationship of those rates and 
rates from the same points of origin, to New York, do not subject 
Providence to undue prejudice and disadvantage or give New 
York undue preference or advantage. The complaint alleged 
the rates, on 32-quart crates, in refrigerator cars, in the shipping 
seasons of 1922, 1923 and 1924 were unreasonable. The rates 
are blanketed at both points of origin and destination. 


WHEELBARROW RATES 


Examiner H. G. Cummings has recommended the dismissal 
of No. 16888, Chattanooga Wheelbarrow Company vs. Nashville, 
Chattanooga & St. Louis et al., on a finding that charges as- 
sessed on two carloads of wheelbarrows, shipped from Chatta- 
nooga, Tenn., to Los Angeles, Calif., in October, 1923, were not 
unreasonable or otherwise unlawful. The carrier did not have 
the size car ordered, but the two-for-one rule did not apply from 
the transcontinental group in which Chattanooga is located. The 
railroad agent told the complainant, however, that it would ap- 
ply on the two cars furnished. The examiner said the fact that 
the two-for-one rule did not apply and that the rate was reduced 
after the shipment was made did not establish the complain- 
ant’s allegations and that the Commission could not undertake 
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to prescribe rates or rules, as resuested, on evidence so limited 
in scope. 


SETTEE RATE UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner C. W. Griffin, in No. 16739, 
Dow Company vs. Cleveland, Cincinnati, Chicago & St. Louis 
et al., as to the first class rate charged on a less-than-carload 
shipment of all-metal and metal and wood settees, from Louis- 
ville, Ky., to Warm Springs, Mont. The settees, knocked down, 
were not wrapped. Under the Western Classification, second 
class would have applied had they been wrapped. The com- 
plainant contended the wrapping requirement was unreasonable 
and later, March 22, 1923, that requirement was removed. Com- 
plainant asked for reparation to the basis of the second class 
rate. The examiner said the wrapping requirement was unrea- 
sonable, saying that if wrapped the bundles probably would not 
have been as easy to handle. The examiner recommended rep- 
aration to the basis of the second class rate, $3.945, claimed by 
the shipper. 


POLES AND PILING RATES 


Examiner Paul O. Carter has recommended the dismissal of 
No. 16686, J. H. Baxter & Co. vs. Southern Pacific Company on 
a finding that the rate and minimum weights on poles and piling 
from San Pedre to Thenard, Calif., originally shipped from inter- 
state destinations to San Pedro by water, are not unreasonable, 
unjustly, or unduly prejudicial as alleged. The complaint alleged 
the rate and minimum weights had been violative of the first 
three sections of the interstate commerce law since 1922, by rea- 
son, among others, that the cars furnished could not have been 
loaded to the applicable minimum weights. Carter said the evi- 
dence did not clearly establish the fact that the cars furnished 
could not have been or cannot be loaded to the minimum weights 
nor did it show conclusively that the cars were loaded to full 
capacity. 


CANNED VEGETABLES RATE 


Examiner W. H. Smith has proposed the dismissal of No. 
16991, C. W. Zaring & Co. vs. New York Central et al., on a find- 
ing that the rate on a carload of canned vegetables, in tin and 
glass, from Albion, N. Y., to Jacksonville, Fla., in October, 1924, 
was not unreasonable or otherwise unlawful. The examiner said 
the complainant was contending for a rate of 57 cents instead of 
a combination of 62.5 cents apparently on the ground that the 
rate from Albion to Jacksonville should not exceed the com- 
modity rate applicable on this traffic from Brockton, Fredonia, 
Ripley and Westfield, via Baltimore to Savannah. 


EXAMINER FINDS OVERCHARGES 


Applying the Sligo Iron Store Company rule, Examiner J. F. 
Eshelman, in No. 16958, Thompson, Weinman & Co., Inc., vs. 
N. Y., N. H. & H. et al., said the Commission should find over- 
charges on three carloads of ground limestone, from Sparta, 
Tenn., to Fairfield, Conn. He said the applicable rates should 
be found not unreasonable, or otherwise unlawful, refund of the 
overcharges directed and the complaint dismissed. The com- 
plaint alleged the rates imposed on three carloads in question 
shipped in June and September, 1924, were unreasonable and in 
violation of the aggregate of intermediates’ clause of the fourth 
section. Rates of $8.45, $8.58 and $8.63 per net ton were col- 
lected, but Eshelman said the authority therefor did not appear. 
The defendants, he said, admitted the shipments were over- 
charged to the extent the rates collected exceeded $7.73, the full 
combination on Cincinnati. Eshelman found the rates were sub- 
ject to treatment by the Jones combination rule under the prin- 
ciple enunciated in the Sligo case. Applying that rule, he found 
that a rate of $7.43 was applicable on a shipment which moved 
July 3, 1924. On the other two shipments a through rate of 
$7.73 was applicable, he found. 


PROPOSED SPELTER RATES 


Examiner C. W. Grffin, in a report on No. 16702, Federated 
Metals Corporation et al. vs. Pennsylvania et al., said the Com- 
mission should find unreasonable, rates on spelter, in carloads, 
from Trenton, N. J., to Atlanta, Birmingham and Chattanooga 
and points grouped therewith to the extent they exceed or may 
exceed 39 cents from Trenton to Atlanta and Chattanooga and 
41 cents to Birmingham and points grouped with those cities, 
and prescribe those rates for the future. 


MARINE ENGINE PARTS’ RATE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Paul O. Carter in No. 
15735, Moore Shipbuilding Co. vs. Cincinnati, Indianapolis & 
Western et al., as to the rate charged on marine engine parts, 
carloads, from Hamilton, O., to Oakland, Calif. There was a 
question as to the applicability of the rate charged. The ex- 
aminer said the Commission should find the applicable rate had 









been charged, but that it was unreasonable to the extent it ox. 
ceeded $2.61. The rate collected was $3.035. 


CORK WASTE RATES 

Examiner Morris H. Konigsberg has recommended the dis- 
missal of No. 17018, Crown Cork & Seal Co. vs. Baltimore ¢ 
Ohio et al., on a finding that rates on imported cork waste ang 
cork wood from New York to Baltimore (Highlandtown, Md.) 
are not unreasonable or otherwise unlawful. The complaint 
alleged the rates were unjust, unreasonable, and, as compare 
with the rates from New York to Beaver Falls, Pa., unjustly 
discriminatory and unduly prejudicial. The rates were also 
alleged to be in violation of the long and short haul part of the 
fourth section. The Armstrong Cork Co., manufacturing cork 
products in Beaver Falls and other parts of Pennsylvania, inter. 
vened in the case. The examiner said that on February 16, 1994 
the present rate of 31.5 cenfs was established, thus removing 
the fourth section departure to which the complaint referred. 
The carriers made a showing of low earnings on the traffic in 
question. 


GASOLINE CLAIM BARRED 


Examiner H. G. Cummings has proposed the dismissal of 
No. 17015, J. A. Dillon vs. Cleveland, Cincinnati, Chicago & St. 
Louis et al., on the ground that the complaint, alleging an over- 
charge on a carload of gasoline from Cushing, Okla., to Hudson, 
Mich., was barred by the statute because not presented within 
the period nor in accordance with the Commission’s rules of 
practice. The examiner said that the Commission, following its 
conference ruling of July 28, 1925, citing the Wolf and Danzer 
cases, should find that the claim was barred. . 


GAS OIL CLAIMS BARRED 


Dismissal of No. 16518, Standard Oil Co. of New York vs. 
St. Louis-San Francisco et al., has been proposed by Examiner 
John T. Money, on the ground that claims for reparation on ac- 
count of alleged illegal charges collected on gas oil in tank 
cars from Vinita, Okla., to Blissville and Hempstead, N. Y., and 
Detroit, Mich., were barred by the statute of limitations. The 
report also covers three sub-numbers, Same vs. Same, Same vs. 
St. Louis-San Francisco et al., and Same vs. St. Louis-San Fran- 
cisco, et al. 

The shipments were made in December, 1920, and the ex- 
aminer said it was assumed they were delivered not later than 
January, 1921. He said the claims were not filed with the Com- 
mission prior to the dates of the filing of the formal complaint, 
about three years and eleven months after the shipments and 
the causes of action accrued. The filing, however, he said, was 
within six months after the passage of the amendment of June 
7, 1924, to section 16 of the Interstate Commerce Act as pro- 
vided in paragraph (h) of such amendment. However, when the 
cause of action accrued the statutory period of such claim was 
three years, he said, and such claims were barred thereunder 
prior to the amendment of June 7, 1924. The amendment, 
Money said, did not revive the claims and they were barred 
and not within the jurisdiction of the Commission, citing in 
support thereof, William Danzer & Co., Inc., vs. Gulf & Ship 
Island, decided June 8, 1925, and Kansas City Southern vs. 
Wolf, 261 U. S. 133. 


EXAMINER FINDS OVERCHARGES 


Examiner Alfred S. Knowlton, in No. 17178, Stern-Kauders 
Co. vs. United States War Department, Inland Waterways, Mis- 
sissippi-Warrior Service et al., said the Commission should find 
the sixth class rate on cottonseed linters, from Memphis to 
Chicago applicable and not unreasonable on shipments of 4 
cotton product, but that the rates assessed resulted in over- 
charges which should be refunded and the case dismissed. The 
shipments were made in January and February, 1924. The ex 
aminer said the record showed the commodity shipped was a 
second cut linter and not properly termed cottonseed hull shav- 
ings. The waterways carrier carried the freight as shavings, 
but the Southern Weighing and Inspection Bureau found it to 
be linters, on which a lower rate applied. The examiner said 
there was an overlapping of linters and shavings and that appar- 
ently some carriers had departed from the products produced 
by the first and second cuts of linters in applying tariff descrip- 
tions and the term cottonseed hull shavings was restricted to 
the cut taken after the kernel had been removed from the seed 
hull. 


DEMURRAGE IN STRIKE PERIOD 


Examiner Henry D. Armes, in No. 12672, Barber Asphalt Pav- 
ing Co. vs. Lehigh Valley, said the Commission should find demur- 
rage assessed on cars of various commodities, at Maurer, N. J., not 
unreasonable or otherwise unlawful except with respect to ovel- 
charges, which he said should be refunded. The carrier a5 
sessed $697 for detentions between June 15 and 30, 1920, i2 
which period there was a strike in the plant of the complainant, 
and it was not able to handle the cars which the carrier was 
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tendering it, seemingly, in unusual quantities after the railroad 
varamen’s strike in April. The examiner found that the carrier 
had assessed demurrage on Cars constructively placed June 18, 
19, 20 and 30, although on those days the Lehigh Valley had 
not tendered aS many cars as the complainant had been unload- 
ing each day preceding the days on which the tenders were less 
than on the preceding days. 


SPELTER BY-PRODUCTS RATES 


In a proposed report on No. 16286, B. Lissberger & Co. et al. 
ys, Pennsylvania et al., Examiner C. W. Griffin said the Com- 
mission should find unreasonable the rates on spelter by-products, 
carloads, from points in Canada to Boston, New York, Trenton, 
N. J., Philadelphia, Newport, Del., and Baltimore; from George- 

n, Conn., to Boston; from points in New England to Trenton 
town, Co : ; : ‘ 
and Philadelphia; from points in Pennsylvania, Ohio, West 
Virginia, Michigan, Indiana, Illinois, Wisconsin and Missouri to 
Trenton; and between Trenton and Baltimore. He said the 
Commission should find the interstate’ rates on the by-products 
from, and to, other points embraced within the complaint not 
unreasonable or otherwise unlawful. In connection with the 
rates he said should be found not unreasonable he found over- 
charges which he said the Commission should require the Car- 
riers to refund. As to the rates proposed for condemnation on 
account of unreasonableness he recommended reparation and 
the prescription in lieu thereof of rates to the basis carried in 
his report. The report also covers No. 16701 Federated Metals 
Corporation et al. vs. Pennsylvania et al. 

The title complaint alleged that the rates on the by-products, 
that is, zine dross, ashes, skimmings and residue from points in 
Canada, Maine, New Hampshire, Massachussetts, Connecticuit, 
Rhode Island, New York, New Jersey, Pennsylvania and Mary- 
land, to Boston, New York, Trenton, Philadelphia, Newport, 
Del., and Baltimore were, and are, unjust, unreasonable, unjustly 
discriminatory, and unduly prejudicial. No. 16701 made like 
allegations in respect of rates on like traffic from points in all 
the New England states, Pennsylvania, Ohio, West Virginia, 
Michigan, Indiana, Illinois, Wisconsin and Missouri to Trenton; 
and further that the rates from points in Pennsylvania and 
the named states west thereof were in violation of the long 
and short haul part of the fourth section. The complaints, 
the examiner said, were predicated in part on Lissberger & 
Co. vs. Pennsylvania, 81 I. C. C. 645. Zine and zine by-products 
are rated sixth class in Official Classification. At the hearing in 
that complaint the defendants in Official territory agreed to 
establish rates not to exceed 85 per cent of the sixth class, 
with the proviso that between points where commodity rates 
were in effect on smelter lower than 85 per cent of the currently 
applicable sixth class rates, the railroads would make such com- 
modity rates applicable on zinc dross and other commodities 
named in the complaint, applicable between those points. 

Complainant, the examiner said, was interested chiefly in 

the rates to Trenton. Its evidence related, he said, principally 
to the rates to that destination in New England and Central 
territory. The examiner said that the evidence in respect of 
competition was not sufficient to justify a finding of undue 
prejudice. Further, and in conclusion, he said: 
_ The Commission should find (1) that the rate applicable on 
zinc by-products, in carloads, between Baltimore and Trenton 
prior to November 10, 1924, was unreasonable to the extent it ex- 
ceeded 13.5 cents per 100 pounds; (2) that the rates applicable from 
points in Canada to the destinations embraced within the complaint, 
and from Georgetown to Boston, were, are, and for the future will be, 
unreasonable to the extent that they exceeded, exceed or may ex- 
ceed 85 per cent of the contemporaneously applicable sith-class rates; 
(3) that the rates applicable from points in New England to Tren- 
ton and Philadelphia were, are, and for the future will be, un- 
reasonable to the extent that they exceeded, exceed or may exceed 
17 cents per 100 pounds; (4) that the rates from Pennsylvania, Ohio, 
West Virginia, Michigan, Indiana, Illinois, Wisconsin and Missouri 
to Trenton were, are, and for the future will be, unreasonable to 
the extent they exceeded, exceed, or may exceed the rates con- 
temporaneously maintained on like traffic to Phillipsburg, N. J., and 
Palmrton, Pa.; and (5) that other interstate rates assailed were not 
and are not unreasonable or otherwise unlawful. 

The Commission should further find that shipments were made 
as described; that complainant, or its predecessor, B. Lissberger & 
Co., paid and bore the charges thereon and were damaged thereby 
in the sum of the difference between the charges paid and those 
which would have accrued at the rates herein found reasonable; and 
that complainant is entitled to reparation, with interest, on shipments 
that moved during the statutory period. 

» The Commission has no authority to prescribe joint rates for 
the future over routes partly within Canada, but it can and should 
require lines operating in the United States to cancel their concur- 
fence in the rates from points in Canada herein found unreasonable. 
th Portions of fourth section applications Nos. 2060 and 2073 or any 
th €r such applications by which carriers parties thereto ask au- 
nang to continue to charge for the transportation of zine dross, 
i. es, skimmings and residues, including sal ammoniac — 
. carloads, from points in Pennsylvania, Ohio, West Virginia, Mic 
oa Indiana, Illinois, Wisconsin and Missouri to Phillipsburg, N. J., 
nd Palmerton, Pa., rates which are lower than those contempor- 


ineusly maintained on like traffic to Trenton, N. J., and other 
ermediate points should be denied. 


ABANDONMENT RECOMMENDED 
P Examiner H. C. Davis, in a report on finance docket No. 
906, abandonthent of line by St. Louis-San Francisco, has rec- 
*mmended a finding that the present and future public conven- 
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ience and necessity permit the abandonment, by the applicant 
and Kansas City, Fort Scott & Memphis, of a branch line 
in Linn county, Kansas, and Bates county, Missouri, extending 
from Linton to Rich Hill, a distance of about twenty-one miles. 
The Missouri commission held the hearing. The line was built 
in 1880 to reach coal fields in the vicinity of Rich Hill and Car- 
bon Centre, Mo. Part of the line was abandoned and removed 
in 1907. Operating revenues decreased from $35,755 in 1920 to 
$12,389 in 1924 and the examiner said there was no prospect of 
any increase in traffic, but that, on the contrary, applicants pre- 
dicted a decrease in the revenue by reason of an increase in the 
hauling of freight by trucks. Sidetracks at the towns on the 
road are to be taken over by the Kansas City Southern and the 
Missouri Pacific, and the examiner said it did not appear the 
public convenience would be much affected by the proposed 
abandonment. 


NO CERTIFICATE FOR NEW LINE 


Examiner W. U. Watson, in finance docket No. 4713, Pro- 
posed Construction by Salt Lake & Denver Railroad Company, 
recommended that the application of that company for a certi- 
ficate of public convenience and necessity for the construction 
by it of a railroad from Provo, Utah, to Craig, Colo., be denied, 
without prejudice. The examiner said the project, as presented, 
bore evidence of insufficient study for an undertaking of its 
magnitude and involved elements of too much uncertainty to 
warrant its sanction. 

The proposed line would be about 297 miles long. The 
Public Utilities Commission of Utah issued a certificate, in 1920, 
authorizing the applicant to construct that part of the line from 
Provo to the Colorado-Utah state line, a distance of about 
185 miles. 

Protest against the grant of a certificate, in response to 
this application, was filed by the Denver & Rio Grande Western. 
A hearing was held at which the applicant presented testimony 
which did not commend itself to the examiner as being precise 
enough to warrant recommending the issuance of a certificate. 

The proposed line would connect at Craig, its eastern 
terminus, with the Denver & Salt Lake, commpnly known as the 
Moffat road, the latter extending northwesterly from Denver 
about 255 miles with its western terminus also at Craig. In 
connection with the Moffat line the applicant’s road would form 
a through route between Denver and Provo, 529 miles in length 
and about 170 miles shorter than the Denver’s existing route 
between those points. 

The examiner said no plan for financing the proposed con- 
struction had been presented, and the president of the applicant 
said no financial plan of capitalization had been considered at 
all. His impression was that a permit to construct should be 
obtained before the character of the financial structure could 
be determined. 

In response to questions submitted by the Commission, the 
company estimated the cost of construction at $6,802,400. The 
engineer who prepared that estimate for the applicant, the 
examiner said, did not testify at the hearing. The chief en- 
gineer of the Bamberger Electric Railroad, who did testify for 
the applicant, estimated the cost at $10,523,100. That, however, 
did not include equipment, allowance for signals, ballast, road- 
way machines or shop machinery. The applicant’s vice-presi- 
dent, the examiner said, thought an allowance of $2,000,000 
would be sufficient to cover equipment, and also thought equip- 
ment might be hired. Careful consideration of the evidence, 
the examiner said, led to the conclusion that the cost of construc- 
tion, not including equipment, would probably exceed by 
$5,000,000 the applicant’s estimate of $10,523,100, made for it, in 
testimony, by the Bamberger engineer. 


PROPOSED FINANCE REPORT 


Examiner Thomas F. Sullivan, in a proposed report in Fi- 
nance Docket No. 5244, has recommended that the Commission 
authorize the Pittsburgh & West Virginia to issue $15,117,500 of 
new common stock and the same amount of preferred stock in 
exchange for outstanding common stock of $30,235,100, on con- 
dition that the preferred stock be accorded the same voting 
power as the common stock. 


COMMISSION ORDERS 


The Minneapolis Traffic Association has been permitted to 
intervene in No. 17733, The Fredonia Linseed Oil Works Com- 
pany vs. Santa Fe et al. 

The Menasha Wooden Ware Company and Swift & Company 
have been permitted to intervene in No. 17735, Omaha Cooperage 
Company vs. Atlantic Coast Line et al. 

Peet Brothers Company has been permitted to intervene in 
No. 17742, The Palmolive Company vs. Santa Fe et al. 

The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, No. 12726, Hagerstown 
Chamber of Commerce vs. Western Maryland et al., and No. 
15345, Tidewater Portland Cement Company vs. Cumberland & 
Pennsylvania et al., and No. 15354, Waynesboro Chamber of 
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Commerce vs. Western Maryland et al., to be set for rehearing 
at the same time and place as No. 12726. 

The Commission has reopened, except as to reparation, and 
consolidated with No. 17261, Tallulah Cotton Oil Company, J. V. 
Wright, lessee, vs. Alabama & Vicksburg et al.; No. 15501, 
Southland Cotton Oil Company et al. vs. Alabama & Vicksburg 
et al. 

The Commission has reopened No. 15799, Triad Corporation 
vs. Central of Georgia et al., upon complainant’s petition for 
reconsideration. 

The Commission has reopened for further hearing at such 
time and place as it may hereafter direct, No. 16071, W. D. 
Haas & Company vs. Director-General, as Agent, upon com- 
plainant’s petition. 

The Indian Refining Company, Inc., has been permitted to 
intervene in No. 17471, Roxana Petroleum Corporation vs. Big 
Four et al. 

Clark’s Grove Community Association has been permitted 
to intervene in finance No. 5176, in the matter of the applica- 
tion of H. E. Bryam, Mark W. Potter and Edward J. Brundage, 
receivers of Chicago, Milwaukee & St. Paul Railway and its 
properties and franchises under paragraphs 18 to 20, inclusive; 
Section 1 of the interstate commerce act, as amended, for a 
certificate of public convenience and necessity for the construc- 
tion and operation of an extension of their lines of railroad in 
the State of Minnesota. 

The Commission has permitted the Pennsylvania Railroad 
Company and the Lehigh Portland Cement Company to inter- 
vene in No. 12726, Hagerstown Chamber of Commerce vs. West- 
ern Maryland et al. 

The Riley Stoker Corporation has been permitted to inter- 
vene in No. 17258, The Hanna Furnace Company vs. Ann Arbor 
et al. 

The Washington Building Lime Company has been permit- 
ted to intervene in No. 17545, Beder Wood’s Sons et al. vs. 
Santa Fe et al. 

The Commission has permitted The Denver Live Stock Ex- 
change to intervene in No. 17569, Kansas City Live Stock Ex- 
change et al. vs. Santa Fe et al. 

The McGraw, Baughman, Bearly Lumber Company has been 
permitted to intervene in No. 17690, Oklahoma Natural Gas 
Company et al. vs. Santa Fe et al. 

Louis Burk, Incorporated, Central Abattoir Company, John 
J. Felin & Company, Incorporated, George Hausman’s Sons, In- 
corporated, A. H. March Packing Company, John Peters, Reading 
Abattoir Company, Rochester Packing Company, Incorporated, 
F. G. Vogt & Sons, Incorporated, Wilmington Provision Com- 
pany, and Taylor Packing Company have been permitted to in- 
tervene in No. 17669 (and Sub. No. 1), Strauss & Adler, 
Incorporated, vs. Erie et al. 

Swift & Company, Plankinton Packing Company, United 
Dressed Beef Company of New York, J. J. Harrington & Com- 
pany, Incorporated, Van Wagenen & Schickhaus Company, Bim- 
bler Company, Sturtevant & Haley Beef & Supply Company, 
Springfield Provision Company, Sperry & Barnes Company, 
North Packing & Provision Company, Corkran, Hill & Company, 
Incorporated, White Pevey & Dexter Company, and New Eng- 
land Dressed Meat & Wool Company have been permitted to 
intervene in No. 17669 (Sub. No. 1), Strauss & Adler, Inc., vs. 
New York Central et al. 


The Commission has denied the petition of protestants for 
rehearing, reargument and vacation of the order entered in I. 
and S. No. 2408, Iron and Steel Articles from Southern points 
to points in Mississippi and Tennessee. 


The Commission has reopened for further hearing, at such 
times and places as it may hereafter direct, with respect to the 
reasonableness, lawfulness, and propriety of the rates and mini- 
mum Weights: No. 12358, Texas Live Stock Shippers’ Protective 
League et al. vs. James C. Davis, Director General, Abilene & 
Southern et al.; No. 11018, Wichita Board of Commerce et al. vs. 
Director General, Alexandria & Western, et al.; I. and S. No. 
1483, Horses and Mules from Kansas City, Mo., and Wichita, 
Kan., to New Orleans, La., Memphis, Tenn., and other points; 
No. 13001, Chamber of Commerce of Kansas City, Mo., vs. Alex- 
andria & Western et al.; No. 13619, Ross Brothers Horse & Mule 
Company et al. vs. Union Pacific et al.; No. 13627, Burnett-Yount 
Horse & Mule Company et al. vs. Abilene & Southern et al.; 
and I. and S. No. 2389, Rates on Horses and Mules to, from, or 
between Southwestern points. 


The orders entered in No. 14451 (and Sub. Nos. 1, 2, 3 and 
4), Procter & Gamble Distributing Company et al. vs. St. Louis- 
San Francisco et al.; No. 14118 (and No. 1), Magnolia Provision 
Company vs. Santa Fe et al.; and No. 14653, Texas Chamber of 
Commerce et al. vs. Alexandria & Western et al., on August 
12, 1925, and which were subsequently modified in so far as they 
required the establishment of rates on lard, lard substitutes, and 
vegetable cooking oils, to become effective on February 5, 1926, 
are further modified in so far as they require the establishment 
of rates on the said commodities, so that they will become effec- 
tive on February 10, 1926, instead of February 5, 1926. 
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The Commission has reopened for further hearing, at gy¢ 
times and places as it may hereafter direct, with respect to the 
reasonableness, lawfulness and propriety of the rates and mini. 
mum weights applicable to the transportation of horses ang 
mules, in carloads, No. 12268, Board of Railroad Commissioners 
of the State of South Dakota vs. Chicago & North Western et qj, 
and No. 13273, Nebraska Live Stock Case, In the Matter of Inter. 
state and Intrastate for the transportation of ordinary live stock 
in carloads, from points in Nebraska to Omaha and South 
Omaha, Neb., in their relation to rates on the same commodity, 
in carloads, from points in Nebraska to Kansas City and §¢. 
Joseph, Mo., and Sioux City, Iowa. 

The Board of Trade of the City of Chicago has been per. 
mitted to intervene in No. 17573, Charles A. Krause Milling Cop. 
pany vs. Baltimore & Ohio et al. 

Armour and Company and Swift & Company have been per. 
mitted to intervene in No. 17713, Edward Nordmann, Commis. 
sioner of Markets of the State of Wisconsin, vs. Aberdeen & 
Rockfish et al. 

The Commission has permitted the Any Quantity Rate Feq. 
eration to intrevene in No. 15082, Capital Grain and Feed Com. 
pany et al. vs. Illinois Central et al. 

The Commission reopened Valuation No. 192, New York, 
Ontario & Western Railway Company, for the purpose of re. 
ceiving in evidence statements regarding the said proposed re. 
visions or changes and evidence relating thereto, and that this 
proceeding be assigned for further hearing at such time and 
place as may be hereafter specified. 

The Roxana Petroleum Corporation has been permitted to 
intervene in No. 12798, Galveston Commercial Association ys, 
Galveston, Harrisburg & San Antonio et al. 

The order entered in No. 13413, in the matter of automatic 
train control devices, is modified so as to provide that the 
effective date for fulfillment thereof shall be July 18, 1926, in 
lieu of February 1, 1926, with respect to the St. Louis-San Fran- 
cisco Railway. 

The Commission has modified the order in No. 13413, in the 
matter of automatic train control devices, so as to provide that 
the effective date for fulfillment thereof shall be July 18, 1926, 
in lieu of February 1, 1926, with respect to the Central Railroad 
of New Jersey 

The Commission has reopened Valuation No. 203, the New- 
burgh & South Shore Railway, for the purpose of permitting 
field inspection of certain tracks used by the Newburgh « South 
Shore, and that same be assigned for further hearing at such 
time and place as may be hereafter specified. 


SUSPENDED TARIFFS 


The Commission, in I. and S. No. 2589, has suspended from 
January 27 and later dates, until May 27, supplement No. 10 to 
Gomph’s I. C. C. 761 and his I. C. C. 798, and tariffs issued by 
the Santa Fe and the Los Angeles & Salt Lake proposing, as 
the Commission’s notice says, to “establish commodity specifi- 
cations for petroleum fuel oil, petroleum gas oil and engine 
(naphtha) distillate, generally based on specific gravity or flash 
point test, in connection with rates from California to Arizona, 
Utah, Nevada and New Mexico.” 


Objection to the tariffs was made by the Independent 
Petroleum Marketers’ Association, the Rio Grande Petroleum 
Corporation and the Julian Petroleum Corporation. The Shell 
Oil Company of California and the Union Oil Company of 
California were quoted as being among the protestants but they 
advised the Commission that they had not authorized anyone 
to protest in their behalf. Gomph, in his letter explaining the 
purpose of the tariffs, said the Union had approved the pro 
posed descriptions. 

Protest was made by the organizations mentioned on the 
ground that the proposed descriptions would more than double 
the rates on what they called “refinery tops” by forcing them 
up into the description of engine (napththa) distillate, which 
was defined as an oil having a flash point at 80 degrees, 
Fahrenheit, or lower, as ascertained by the use of the Tagliabue 
open cup tester. Specific gravity and American Petroleum Insti 
tute gravity figures were included in the tariffs defining the 
other oils. 

Protestants contended that “refinery tops” were entitled 
to move at the rates on gas oils, which, in most parts of the 
country are the same as the rates on crude and fuel oils. Prac- 
tices in the California field, however, have not been in accord 
with those in other fields. The protestants quoted a decision 
of the California commission as authority for the declaration 
about the tops being entitled to gas oil rates and said the 
carriers, in conferences with them on the subject, had agreed 
with them on that point. 

Mr. Gomph disagreed to the meaning attached to the 
California commission decision, denied that the carriers had 
ever agreed as the protesting refiners and marketers said they 
had and asserted that the tops having a flash point of 80 degrees 
or less could never be used as gas oil for the making of illumi 
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ating gas. He said they were not gas oils but were a distillate 
containing the volatile elements of crude oil. 

The objecting oil men, some of them refining the tops at 
refineries near the markets for the refined products, did not 
deny, but on the contrary said the tops were used by them for 
the production of the more volatile oils of higher value, includ- 
ing gasoline but they insisted that they were raw materials not 
ready for use and entitled to rates lower than engine distillate 
a product that can be used under specific conditions. 

Among the contentions of Gomph was one to the effect that 
the new provisions made neither increases nor decreases in the 
rates because such tests were now applied in the assessing of 
rates and that, therefore, they were for the clarification of the 
tariffs. On that foundation he marked the new items as not 
making any changes. The Commission asked him for an explan- 
ation on that point in view of the fact that the protestants 
claimed that, for one haul shown to illustrate their point the 
new item would bring about an igcrease from 38.5 cents per 
hundred pounds to 79 cents. He said that whenever carriers 
found a shipper billing his commodity at the lower rates, was 
shipping something that showed a flash point of 80 degrees or 
lower it assessed the higher rate, contending that that was the 
practice that was being put into the form of tariff descriptions 
or specifications. 

The Commission, in several cases, has frowned on tariff 
tests requiring special technical skill or knowledge for their 
application. 

In I. and S. No. 2584 the Commission has suspended, from 
January 23 until May 23, schedules as published in supplement 
No. 1 to Canadian National I. C. C. No. W219, and in supplement 
No. 10 to Minneapolis, St. Paul & Sault Ste. Marie I. C. C. No. 
5984. The suspended schedules proposed either to cancel or 
increase rates on petroleum and its products, carloads, from 
Duluth and St. Paul, Minn., and related points to Westfort and 
Port Arthur, Ont., and other destinations in Ontario, which would 
increase rates on shipments from beyond as well as on local 
trafic. The following table is illustrative of the resulting in- 
creases: 


Proportional rates from Duluth, Minn., to Port Arthur, Ont., 
via the Canadian National Railways, present 50, proposed 77.5; from 
St. Paul, Minn., to Port Arthur, Ont., via the Minneapolis, St. Paul 
& Sault Ste. Marie Railway, present 56, proposed 68. 


In I. and S. No. 2585 the Commission has suspended, from 
January 23, until May 23, schedules as published in supplement 
No. 7 to Chicago, Burlington & Quincy I. C. C. No. 16151. The 
suspended schedules propose to cancel a rule allowing sorting 
and double-decking of shipments of hogs in transit at Creston, 
la., at the through rates from points of origin on the Chicago, 
Burlington & Quincy to destinations east of the Illinois-Indiana 
state line. The following is illustrative of the resulting in- 
creases: . 


Hogs, to Buffalo, N. Y., from Prescott, Ia., present 66, proposed 
16; from Bridgewater, Ia., present 69, proposed 81. 


In I. and S. No. 2586, the Commission has suspended from 
January 25 until May 25 certain schedules as published in Cot- 
trell’s I. C. C. No. 602. The suspended schedules propose to 
cancel commodity rates on tin cans, carloads, from Roanoke and 
Bedford, Va., to certain stations in Alabama and Florida on the 
Louisville & Nashville Railroad and apply class rates in lieu 
thereof; these schedules also propose to increase existing com- 
modity rates on the same commodity from Buchanan and Trout- 
ville, Va., to the same destinations. The following is illustrative 
of the resulting increases. 

From Roanoke-Bedford, Va., to Marl, Ala., Geneva, Ala., and 
Graceville, Fla., present 86, proposed 90; from Buchanan, Va., to 


Marl, Ala., present 108.5, proposed 112.5; Geneva, Ala., present 115, 
Proposed 119; Graceville, Fla., present 119.5, proposed 123.5. 


In I. and S. No. 2588 the Commission has suspended from 
January 27 until May 27 schedules as published in second re- 
vised page 65-A to Los Angeles & Salt Lake I. C. C. No. 552, 
supplement No. 2 to Union Pacific U. P. R. R.-I. C. C. No. 3629 
and supplement No. 17 to Gomph’s I. C. C. No. 760. The sus- 
pended schedules propose to increase the rates on plaster board, 
wall plaster and stucco, carloads, from Los Angeles, Calif., and 
Seattle, Wash., to Salt Lake City and Ogden, Utah, and inter- 
Mediate points. The following is illustrative: 

From Los Angeles, Calif., to Salt Lake City, Utah., present 32%, 


Proposed 42; from Seattle, Wash., to Salt Lake City, Utah., present 
40, proposed 47. 


In I. and S. No. 2590, the Commission has suspended from 
January 28 until May 28 schedules as published in supplement 
No. 1 to Leland’s I. C. C. No. 1776. The suspended schedules 
Propose to increase the rates on cotton for export from certain 
stations in New Mexico on the Atchison, Topeka & Santa Fe 
Railway Company, to New Orleans, La., and points taking same 
tates. The following is illustrative: 


R Cotton, to be compressed in transit, to New Orleans, La., from 
Oswell, N present 106, proposed 119%; from Rincon, N. M., 


Present 106%, proposed 1191. 
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LAKE CARGO COAL CASE 
The Trafic World Washington Bureau 


Ten arguments for and against the granting of the petition 
of the complainants in No. 15007, Pittsburgh Coal Producers’ 
Association et al. vs. Ashland Coal & Iron Railway Co. et al., 
and the sub-number thereunder, were made public by the Com- 
mission January 25. Two favored the reopening of the case and 
eight opposed it. 

Attorney General Crabbe, for the Public Utilities Commis- 
sion of Ohio, pointed to the big decrease in the actual number 
of tons of coal shipped in the lake cargo coal trade by Ohio 
operators as the chief reason for a reconsideration of the case. 
In the 11 months ending November, 1925, he said the Ohio opera- 
tors had shipped only 1,240,407 tons in comparison with 5,952,668 
tons in 1923. In that same period, he pointed out, West Vir- 
ginia and Kentucky operators increased their shipments from 
14,326,522 tons to 18,868,339 tons. 

Without endorsing in whole any of the petitions in the case, 
the Wheeling & Lake Erie asked for reargument and recon- 
sideration on the ground that the rates from the complaining 
districts were not unreasonably high, but that those from the 
southern districts were improper, because the differentials be- 
tween the two sets of rates were too narrow. 

Plans for the coming lake cargo coal season, said the By- 
Products Coke Corporation, Chicago, ought not to have to be 
deferred by reason of unsettled conditions which would re- 
sult from reargument or reconsideration. Therefore it opposed 
the prayer of the complainants. 

The West Virginia commission submitted that the reasons 
assigned by the Pennsylvania commission in support of its 
petition of intervention and for reargument was merely a re- 
hash somewhat differently stated of the arguments used at the 
original hearing. It said there was nothing in the petition of 
the Pennsylvania commission to refute the irresistible conclusion 
that the real purpose of the complainants was to procure a 
further advantage by obtaining an increase in freight differ- 
entials as against their competitors in West Virginia and Ken- 
tucky. 

The Kentucky commission said the petition of the Penn- 
sylvania body came too late and that, like other petitions, it 
presented nothing new. It asserted it was unreasonable for the 
Pennsylvania or any other commission to wait until the case 
had been fully heard, a final report made, and then expect the 
federal commission to act upon a petition filed at such a late day. 

In behalf of interveners in West Virginia, Kentucky, Ten- 
nessee and Virginia, attorneys said seldom was a fact more 
abundantly proved than that in this instance the public interest 
would be served by an adherence to the sound decision made by 
the Commission in this case. 


Opposing reargument, the Wisconsin Steel Co. and the In- 
ternational Harvester Co. said the Commission’s decision and 
the dissenting opinions showed that all matters of fact were 
fully considered and all matters of law relied upon by the peti- 
tion were noticed by the Commission and decided, they submit- 
ted, correctly. They said the Commission’s report spoke for itself 
and showed conclusively the impropriety of petitioners’ conten- 
tions. 


Asserting that the Pennsylvania commission had no right to 
intervene at this time and that it presented no argument that 
had not already been presented by the complainants, the North- 
ern States Power Co. and the St. Paul Association of Public and 
Business Affairs asked for the denial of the petitions of the com- 
plainants and the interveners that supported them. 


Attorneys for the Chesapeake & Ohio, the Hocking Valley, 
Norfolk & Western, and Louisville & Nashville asserted that 
the controversy which, they said, had commanded the attention 
of the Commission almost continuously for 15 years, had been 
correctly decided and that the decision should be held inviolate. 

Particular answer to the petition of the Pennsylvania com- 
mission was given by the attorneys for interveners in Ken- 
tucky, West Virginia, Tennessee and Virginia. They pointed 
out that the only non-partisan state commissions, as between 
the litigants in this case, were those representing the consuming 
states. They said those commissions were equally partisan to 
the interests of their citizens. They came in at the proper time, 
the interveners asserted, and offered evidence and arguments to 
show why the Commission should reach the conclusion it did 
reach. 

“We submit that the fact that the Public Service Commis- 
sion of the Commonwealth of Pennsylvania has, without hear- 
ing the evidence or arguments, or in any way participating in 
the proceedings, reached a different conclusion from that 
reached by this Commission, after hearing all the evidence and 
arguments, is no ground for reconsideration by this Commis- 
sion,” said the interveners. 

The Michigan Public Utilities Commission has protested 
against reopening of No. 15007, Pittsburgh Coal Producers et al. 
vs. Ashland Coal & Iron Railway Company et al., and related 
cases, collectively known as the lake cargo coal case, substan- 
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tially on the ground that to do what the Pittsburgh interests 
desire would be to give them a monopoly in the up-lake coal 
trade. The protest says, in part: 


This commission objects to giving any particular district a 
virtual monopoly of the coal business through preferential freight 
rates. It believes that to do so would be diametrically opposed to 
the interest of the coal consumers in the entire upper lake region. 
That should said spread or differential be widened, between those 
who are now competitive coal producers, so as to make Michigan 
consumers of up-lake cargo coal dependent by reason of competition 
upon one source of supply, it would unduly prejudice the interests 
of consumers of coal at lake ports, would constitute preferential 
treatment to the particular producers of coal in the region which 
might be benefited by the widening of such spread or differential, 
would constitute unduly prejudicial treatment of the shippers of West 
Virginia and Kentucky coal; that it would open the way to a ma- 
nipulation of the coal markets at the up-lake ports and would disturb 
settled industrial conditions now obtaining in the region served; 
and for these and other regions, this commission objects to such a 
widening of the spread or differential in freight rates from these 
presently competitive coal producing districts as will eliminate West 
Virginia and Kentucky producers from having access to the markets 
served by lake cargo coal moving from Lake Erie ports. 

It believes that the competition now existing between these coal 
producing fields ought not to be eliminated. It therefore protests 
against any reopening and reargument in this case. It contends that 
in whatever shall be done, the existing spread or differential in freight 
rates, between these competitive coal producing fields, should be 
narrowed, rather than widened. It asks that the petition for a re- 
opening and a reargument be dismissed and that the original order 
herein be affirmed. 


The Brackett Statistical Service, as the successor, in mem- 
bership, to the Northern West Virginia Operators’ Association, 
answering the petition of the complainants in the lake cargo coal 
case, and the sub-number thereunder, for reargument and -re- 
consideration, takes the position that to reargue the cases now 
and reconsider them upon the basis of the ancient record, per- 
taining to shipments not later than 1923, would be a waste of 
the time of the Commission, the defendants and the interveners. 
The counsel for the association said, if restricted to the record 
of the cases, he could not present any argument in addition to 
the arguments contained in this petition. The granting of the 
petitions for further argument or reconsideration, he said, would 
be a doubtful favor to the petitioners and a positive detriment 
to everybody else concerned in the lake cargo coal trade. 

The Central Pennsylvania Coal Producers’ Association, an 
intervener in the lake cargo coal case, urging a reargument and 
reconsideration, presented considerations for such further pro- 
ceedings in behalf of mines in the Reynoldsville, Freeport, 
Blairsville, Indiana County, Bellwood, Vintondale, Altoona, 
Spangler, Cherry Tree and Clearfield groups. It pointed out 
that hauls from the more distant mines in the southern districts 
were two or three times as long as the hauls from the Pitts- 
burgh districts, but that the rates were only 18 to 43 cents per 
ton higher. It said that it did not fail to notice the contentions 
of the railroads that reductions in the Pittsburgh rate might 
result in the loss of revenue. It said, however, that a reduction 
in revenue had never been considered a sufficient reason why 
an unreasonably high rate should not be reduced, adding that 
diversion of lake cargo coal tonnage from the Pittsburgh dis- 
trict, in recent years, had already cost the carriers serving that 
district vastly more than any proposed “reduction in the rates 
would cause. 


Answering the petitions of the complainants for reargument 
and reconsideration, W. J. Rainey, Inc., another intervener on 
behalf of itself and other producers in the Connellsville district, 
requested the Commission not by any action taken upon any 
petitions to make an increase in the presently established dif- 
ferentials of lake cargo coal as between the Connellsville dis- 
trict and the Pittsburgh-Cambridge and Ohio No. 8 districts. 


INQUIRY INTO OHIO RATES 


The Trafic World Washington Bureau 


The Commission, in No. 17877, upon petition of the steam 
railroads in Ohio, has instituted an inquiry into pig iron rates, 
established by the Ohio commission, from Struthers and other 
points in Ohio in the Mahoning and Shenango valleys to Can- 
ton, O., and from Cleveland to Canton, on the ground that they 
are less than the rates on pig iron from points in the Mahon- 
ing and Shenango valley districts in Pennsylvania to Ohio 
points, and therefore constitute undue preference of intrastate 
commerce and undue and unreasonable prejudice and disadvan- 
tage of interstate commerce. The Ohio commission is accused 
of bringing about that undue preference for intrastate traffic by 
means of an order that has the effect of dividing that pig iron 
producing group at the boundary between Ohio and Pennsyl- 
vania. The railroads said it had been in existence for forty 
years. The disruptive order was issued February 13, 1923. 


A similar proceeding in respect to rates on iron and steel 
articles has been instituted in No. 17878. The preference for 
state traffic is said to flow from the refusal of the Ohio com- 
mission to allow increases such as the Commission found jus- 
tified for interstate application in I. and S. No. 1929, the latter 
an outgrowth of American Shipbuilding Co. et al. vs. Director- 
General, 89 I. C. C. 601. In that case the Commission found 
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unreasonable the rates on iron and steel in the so-called shor. 
haul territory of eastern Ohio, western Pennsylvania and north. 
ern West Virginia to the extent they exceeded the aggregate o; 
intermediates. The commissions of those states heard that cage 
jointly with the federal Commission. The Ohio commission jg 
quoted, in the petition of the railroads, as having said the cay. 
riers might file schedules, for application in Ohio, in conformity 
with the views of the federal Commission in the suspension cage 
mentioned, but that the rates so filed would be subject to com. 
plaint and suspension in the same manner as if the proceeding 
in connection with the rates had not been held. In February 
1925, that commission issued a report on a complaint that had 
been filed requiring the railroads to cancel the schedules they 
had filed in conformity with their understanding of the concly. 
sions reached in I. and S. No. 1929. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 1 
amounted to 936,655 cars, according to reports filed by the 


carriers with the car service division of the American Railway 
Association. 


This was an increase of 2,633 cars over the corresponding 
week in 1925 and an increase of 41,804 cars over the correspond- 
ing week in 1924. The total for the week of January 16 also 
was an increase of 29,536 cars over the preceding week, increases 
being reported in the total loading of all commodities except 
live stock, coal and ore which showed slight decreases. 

Loading by districts the week ended January 16 and for 
the corresponding period of 1925 was reported as follows: 


Eastern district: Grain and grain products, 10,353 and 8,543: 
live stock, 3,262 and 3,673; coal, 33,231 and 48,287; coke, 5,119 and 
3,243; forest products, 6,816 and 7,041; ore, 1,873 and 1,432: mer- 
chandise, L. C. L., 67,261 and 65,220; miscellaneous, 83,385 and 
77,059; total, 1926, 211,300; 1925, 214,448; 1924, 219,221. 

Allegheny district: Grain and grain products, 2,897 and 3,135; 
live stock, 2,619 and 2,795; coal, 46,533 and 51,897; coke, 8,584 and 
6,614; forest products, 2,927 and 3,520; ore, 1,753 and 2,976; mer- 
chandise, L. C. L., 50,200 and 47,668; miscellaneous, 70,834 and 
67,311; total, 1926, 186,347; 1925, 185,916; 1924, 181,806. 

Pocahontas district: Grain and grain products, 240 and 227; 
live stock, 72 and 84; coal, 43,244 and 36,348; coke, 562 and 555; 
forest products, 1,434 and 1,184; ore, 39 and 151; merchandise, 
L. C. L., 7,059 and 6,774; miscellaneous, 4,090 and 3,697; total, 1926, 
56,740; 1925, 49,020; 1924, 40,902. 

Southern district: Grain and grain products, 4,746 and 4,805; 
live stock, 2,285 and 2,768; coal, 31,224 and 27,516; coke, 1,483 and 
983; forest products, 19,689 and 21,357; ore, 1,586 and 1,430; mer- 
chandise, L. C. L., 38,654 and 39,489; miscellaneous, 47,749 and 
46,215; total, 1926, 147,416; 1925, 144,563; 1924, 138,777. 

Northwestern district: Grain and grain products, 11,943 and 
13,674; live stock, 11,309 and 11,785; coal, 9,248 and 11,080; coke, 
1,523 and 1,827; forest products, 18,405 and 22,696; ore, 477 and 723; 
merchandise, L. C. L.,, 29,167 and 27,475; miscellaneous, 31,934 
and 31,709; total, 1926, 114,006; 1925, 120,969; 1924, 111,305. 

Central Western district: Grain and grain products, 13,816 
and 15,370; live stock, 12,426 and 14,835; coal, 22,529 and 25,886: 
coke, 305 and 319; forest products, 8,952 and 9,353; ore, 3,848 and 
3,362; merchandise, L. C. L., 36,168 and 34,830; miscellaneous, 
62,011 and 46,995; total, 1926, 150,055; 1925, 150,950; 1924, 143,397. 

Southwestern district: Grain and grain products, 5,515 and 
5,924; live stock, 2,569 and 2,577; coal, 6,811 and 8,267; coke, 228 
and 208; forest products, 8,506 and 8,298; ore, 635 and 441; mer- 
chandise, L. C. L., 14,389 and 14,200; miscellaneous, 32,138 and 
28,241; total, 1926, 70,791; 1925, 68,156; 1924, 59,443. 

Total, all roads: Grain and grain products, 49,510 and 51,678; 
live stock, 34,542 and 38,517; coal, 192,820 and 209,231; coke, 17,804 
and 13,749; forest products, 66,729 and 73,449; ore, 10,211 and 10,515; 
merchandise, L. C. L., 242,898 and 235,656; miscellaneous, 322,141 
and 301,227; total, 1926, 936,655; 1925, 934,022; 1924, 894,861. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1926 1925 1924 
Week ended January 2.......esee: 741,239 767,098 706,292 
Week ended January 9........ee- 907,119 934,170 872,023 
Week ended January 16....... aeioisiess 936,655 934,022 894,851 
ONE Ss. c5oe ee aeew wenawneees 2,585,013 2,635,290 2,473,166 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has notified the parties in No. 17771, 
Bunker Hill & Sullivan Mining & Concentrating Co. vs. North- 
ern Pacific et al., now on the modified procedure docket, that it 
has been decided to withdraw it therefrom. The complaint will 
be handled on the regular formal docket and set down for heat: 
ing in regular course. 

Commissioner Meyer has suggested that No. 17851, West 
Coast Lumberman’s Association vs. C. M. & St. P. et al., be 
placed on the modified procedure docket. 

Commissioner Meyer has suggested that No. 17827, Pensa 
cola Chamber of Commerce vs. L. & N. et al. be placed upol 
the modified procedure docket. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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January 30, 1926 


RATE STRUCTURE INVESTIGATION 


(By a Staff Correspondent at Kansas City.) 


Testimony on behalf of the livestock shippers was completed 
and the carriers’ rebuttal begun at the Kansas City hearing in 
Docket 17000 and Ex Parte 87, January 22, before Commissioner 
Aitchison. At the session before Examiner Keeler, evidence 
was submitted on behalf of farmers in the northwest. 

The last witness for the livestock interests was H. R. Park, 
traffic manager of the Chicago Livestock Exchange, who said it 
was the feeling on the part of many livestock shippers with 
whom he had spoken that the increase sought by the carriers 
was an attempt to offset the Hoch-Smith resolution. He said 
the increase of 5 per cent would mean an additional cost of one 
million dollars to shippers to the Chicago market. 

He submitted statistics tending to show that the rates on 
livestock had increased to the point where they were 152 per 
cent of the pre-war level of rates, While values had increased 
only a little. He said hogs were not quite up to the pre-war 
level of prices, while steers were only a little bit above the level 
of prices from 1913 to 1917. He told of changes in the conditions 
of transporting livestock, saying that trains were longer and 
that it was taking somewhat more time to move the livestock to 
market. The effect of the longer trains, he said, was that, due 
to increased jarring of equipment, there was a greater amount 
of reduction in livestock weight than formerly. 

He read figures comparing the conditions with respect to 
687 cars of livestock shipped in 1914 with the same number 
shipped in 1925. He showed that freight costs had increased on 
the shipments to the point where in 1925 the cost was 161 per 
cent of the 1914 amount and the value increased to only 115 per 
cent of the 1914 amount. 

§. H. Cowan introduced some reports of the livestock indus- 
try, and, having only one or two copies of each, was allowed to 
put them in with the agreement he was to get more if possible. 
At that point, the carriers announced that they would be able to 
proceed with rebuttal testimony in the afternoon, and a recess 
of several hours was taken. 

L. E. Wettling, head of the statistical bureau of the western 
railways, was the only carrier witness put on in the afternoon 
and, following his appearance, there was an early adjournment. 
He introduced exhibits to show that there was no justification 
of the proposed Southwestern group. He showed that for the 
four years ended December 31, 1924, the carriers in the south- 
western region had an average rate of return on average prop- 
erty investment including materials, supplies and cash, of 3.62 
per cent, while the carriers in the rest of the western district 
earned an average return of 3.40 per cent, and the carriers as a 
whole in the western district had an average return of 3.46 per 
cent. He next made a showing as to the traffic density of the 
southwest territory as compared with the central western and 
the northwestern, tending to indicate that there was little differ- 
ence as to density, and, he said, there did not appear to be 
enough variance in the traffic density to necessitate of separate 
group on that account. 

Mr. Wettling testified as to the results of passenger opera- 
tions during a test period of the first two weeks in November on 
the western lines. He showed the train service revenue per 
train mile and the train expenses per train mile of the opera- 
tions on the entire line, and then the same figures for the 
through services between large terminals, as well as the figures 
resulting from low fare excursions. In every case the opera- 
tions of consolidated train service between large terminals re- 
sulted in a higher train service revenue per train mile than that 
of the operations on the entire line, and resulted in a lower ratio 
of train expenses to revenue, due to a lower train expense per 
train mile. He also showed that the revenue per train mile 
resulting from the operation of low fare excursions was gen- 
erally higher than the per mile revenue of operations of the en- 
tire line, or of consolidated train service between large ter- 
Minals. This showing, he said, was made in answer to testimony 
as to an apparent inefficient operation of passenger service gen- 
erally and particularly between large terminal points. 

He next introduced an exhibit showing that, according 
to reports from the Department of Agriculture, the farmer’s 
money income was higher for 1924 than for any year since 1920, 
and that the farmer’s “real” money income was higher in 1924 
than any years since and including 1919. He also made a show- 
ing on the basis of reports of the.motor industry and the Amer- 
ican Bankers’ Association, that there was an increase in savings 
In the states of the western district and an increase in motor 
Vehicles owned. 

Mr. Wettling also included an excerpt from the annual re- 
port of the Secretary of the Treasury for the year ended June 
30, 1925, dated November 20, 1925, as follows: 


4 The past year has been a period of genuine prosperity for prac- 
cally all classes. Corporate profits are running higher than for any 
Previous year since 1919. Employment has been good, prices com- 
paratively stable, and trade on a high level as reflected in record 
+ ad loadings and bank debits to individual account. While produc- 
by has been high, it has been as a rule well adjusted to the rate 
ia consumption and has not resulted in a general accumulation of 
tge stocks. The automotive and building industries have continued 

Operate at a high level, and foreign trade has been increasing in 
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volume. More complete adjustment between individual industries and 
economic groups has been effected, and the purchasing power of the 
farmer further enhanced. Livestock prices especially have shown 
considerable improvement during the past year, but practically all 
branches of agriculture have shown marked recovery from the de- 
pression of two or three years ago. 

Although business activity has been accelerated the credit situa- 
tion has remained in a healthy condition and unsound expansion has 
been avoided. Due to the increase in business and the exports of 
gold, money rates have advanced from the unusually low level of 
1924, and the wide spread between long-time rates and short-time 
rates has been reduced. Security prices have continued to advance, 
reflecting in part the increased earnings of corporations and in part 
the gradual return to a lower yield basis, which is a normal develop- 
ment following the high rates prevailing after the war and during 
the period of business instable and uncertainty. This advance has 
been aided by the prospect of tax reduction and reform. Most of the 
factors underlying the present business situation are apparently 
sound and warrant optimism for the future. The long period of 
steady employment for industrial workers and the increase in farm 
income have augmented the country’s purchasing power. 


Mr. Wettling also included excerpts from the thirteenth an- 
nual report of the Secretary of Commerce for the fiscal year 
ending June 30, 1925, to show the improved situation with regard 
to transportation, the economic improvement of the country as 
a —— and the condition of agriculture, covered in the fol- 
lowing: 


Advances in prices of agricultural commodities, together with a 
large volume of production and marketing, caused the farm income 
to reach a greater total in the crop year 1924-25 than in any year 
since 1920-21. Price advances were very pronounced in the case 
of the various grains. Many weak spots continue, but the general 
situation is much fmproved. The prices of farm products as a whole 
have now practically reached the level of the general average for 
all commodities, the wholesale price of farm products being 53 per 
cent above pre-war, while the average of all commodities is 55 per 
cent above pre-war. 

September forecasts indicate that the aggregate output of all 
crops during the present year will be about 6 per cent smaller than 
last year, but this will probably not adversely affect farm communi- 
ties since it has been just about offset by advances in agricultural 
prices. The wheat crop this year is about one-fifth smaller than last 
year, and the potato crop is the smallest since 1919, whereas produc- 
tion of corn, barley, and cotton has increased. Prices of all kinds 
of meat animals, dairy products, and potatoes on October 1, 1925, 
were substantially higher than a year earlier, but prices for all grains 
except wheat were lower. As a result of the successive rises in the 
prices of cotton, grains, and animal products during the past three 
years the agricultural industry has now reached a better adjustment 
with other industries than at any time since the war. 


Dr. C. W. Pugsley, president, the South Dakota State Col- 
lege, tetsified at the session before Examiner Keeler, as to the 
condition of the farmer in the northwest. He said the gross 
receipts per farm from the major grains were considerably lower 
than a year ago, and that the purchasing power of gross re- 
ceipts per farm from grain in the northwest region was at an 
index figure for 1925 that was 92 per cent of the pre-war average. 
He continued, in part, as follows: 


While prices of farm products in the northwest are somewhat 
higher than during the recent years of severe depression, such heavy 
losses were incurred during those years that the farmers’ interest 
charge on indebtedness has increased tremendously. The prices which 
the farmer has to pay for manufactured products are very much 
higher than the prices he receives for his products. Large operating 
losses were also incurred by many farmers during the years 1920, 
1921 and 1922, which have tended to increase the present load of 
indebtedness. During the period of deflation, it was necessary for 
the farmer to greatly increase his mortgage indebtedness in order 
to maintain possession of his farms and property. Because of this 
fact, he has a heavy burden in the way of principal and interest 
payments which will last for many years. 

If the farmer is getting a good price for his products, but at 
the same time railroads, manufacturers, and labor in the industries 
are getting relatively better prices, the farm price level is poor in 
comparison. Data as to farm earnings secured by the department of 
farm economics of South Dakota State College of Agriculture in 
Brown, Jones, and Kingsbury counties for the years 1921 to 1924, 
show an average investment per farm of $23,949. The average gross 
income per farm was $3,237, and the average expenses, not counting 
interest were $2,044. This leaves an average income of $1,193. Of this, 
$741 is estimated as the value of the labor of the operator and his 
family, leaving a balance of $452 for use of capital invested, or a 
return at a rate of 1.88 per cent on the investment. ’ 

The introduction of rebuttal testimony was continued, with 
a shorter session than usual January 23, before Commissioner 
Aitchison. Further evidence was offered on behalf of the 
Farmers’ National Grain Dealers’ Association at the session 
before Examiner Keeler, 

A. Dugan, of the accounting department, the Great Northern, 
took the stand to give testimony intended to rebut that offered 
by Witness Bitney, for the Minnesota Commission, with regard 
to excessive amounts charged off for locomotive repairs and 
depreciation, using the Great Northern as a yardstick by which 
to measure the other roads. Mr. Dugan testified that conditions 
on the Great Northern were different from those on other lines 
in the northwest and that it was not necessarily true that opera- 
tions on other lines could be carried out at the cost of those on 
the Great Northern. He said that he made a study on two 
divisions of the Great Northern in order to ascertain figures as 
to locomotive performance. He said that on one division the 
cost of repairs was one-third what it was on the other. He said 
that he found that repairs of passenger locomotives cost less 
than freight and that there was a variance between coal burn- 
ing and oil burning locomotives as to cost of repairs. He said 
that, with so much variation of costs of repairs on the Great 
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Northern itself, it was hardly fair to use the line as a basis of 
figuring what the costs of repair should be on other lines. He 
said that there was a difference between the Great Northern 
and the other lines in that different water was used and 
different coal, both of which resulted in repair costs not com- 
parable with those on other lines. 

R. E. Burk, assistant car auditor, was produced by Elmer 
Westlake, for the Santa Fe, and he testified for the benefit of the 
record in answer to S. H. Cowan, who requested his appearance, 
that the Santa Fe did not have figures segregated as to live stock 
cars that would show the empty and loaded movement of that 
kind of equipment. 

The carriers introduced into the records the report of the 
secretary of agriculture for 1925, dated November 14, 1925, 
in so far as certain portions of it relating to the improved con- 
dition of the farmer and the prices received were concerned. 
The statement was made in the report that “prices of farm 
products have risen to higher levels,” and that, “measured in 
terms of income, the economic position of agriculture, as a 
whole, promises to be at least equal to, it not better, than that of 
last year.” 

H. W. Moorehouse, of the Brookmire Economic Service, gave 
testimony intended to show the improved condition of the Iowa 
farmer. After reviewing the situation, he said that the great 
cause of suffering in Iowa was the deflation of land values, and 
that Iowa had suffered more because land there had risen higher 
and, therefore, had declined further than in any other state. 
He read a statement into the record as follows: 


Let us review first the trend of farm income in Iowa. From the 
low depression year of 1921, Iowa farm income rebounded 30 per cent 
in 1922. The next year this income was maintained. In 1924 there 
was another gain of 10 per cent. In 1925 an additional increase of 
5 per cent. In other words, Iowa farmers have experienced a steady 
and substantial recovery, their income this year being 50 per cent 
larger than in 1921. 


Taxes and interest have enormously increased. Compared with 
pre-war they have trebled. However, allowing for these higher fixed 
charges and allowing for the higher price level of commodities to 
be bought, the purchasing power of each farmer’s income in Iowa is 
as great as before the war. 

We cannot understand the true situation in Iowa unless we 
understand the part which land values have played in the life of 
that state the last twenty-five years. From 1900 to 1920 the average 
value of land and buildings per acre in Iowa increased from $43 to 
$227. At compound interest, this meant 8 per cent a year. The gain in 
value amounts to $9 per acre per year. For a quarter section this 
is $1,440 per year, most of which represents income or profits over 
and above income and profits from farming operations. Many farm- 
ers cashed in on this increment. Others wrote up their assets. Farm- 
ers with a section of land found themselves worth on paper a quarter 
of a million dollars or more. 

In 1920 the collapse came. By 1925 the land which had been valued 
at $227 had declined to $146. Farmers who had bought at the high 
valuations of 1919 and 1920 faced huge losses. Holders of second 
mortgages placed during the era of speculative frenzy found their 
paper worthless. Farmers who could have sold out at high prices 
but did not, had to write down their assets. In all three cases the 
results were heart-breaking. No other state is suffering as much as 


ee in no other state did land values go to such excessive 
eights. 


Cross examination of Mr. Moorehouse, by J. H. Henderson, 
of the Iowa Commission, brought out the fact that, for his opin- 
ion as to the condition of the farmer in Iowa, Mr. Moorehouse 
had used as a basis not his personal experience, but the reports 
of the department of commerce and agriculture. 


E. S. Balch, statistician for the Chicago & Northwestern, 
was the carriers’ last witness of the day, and he entered figures 
to show amounts expended for maintenance of way structures 
and also of equipment in the years 1920 to 1924, showing that, 
since 1920, the figure had been less for both accounts than in 
1920, but that for the years 1921 to 1924 the variation of the 
amounts spent had been less than as between any of those years 
and 1920. He made another showing of the maintenance charges 
for those years and there was a general trend slightly downward. 
He also made comparisons of repairs per locomotive in service 
and repairs per locomotive mile, between the C. & N. W. and 
other lines in the middle west and west, showing that they were 
less for the Northwestern than for other lines. 


J. A. Little, for the Farmers’ National Grain Dealers’ Asso- 
ciation, entered testimony before Examiner Keeler, to show that 
grain was carrying rates relatively higher and earning relatively 
more than other commodities. He made a showing for the Santa 
Fe, for example, that, had grain earned at the rate of forest 
products, there would be a decrease in the revenue from all car- 
load traffic, for a year, of about $3,000,000. He made a showing 
of various amounts less in the total revenue had grain earned at 
the lower rate of other commodities. 

He then testified as to the costs of getting grain from the 
exporting countries to the importing countries, showing that 
it cost more from the United States than from Canada, Aus- 
tralia, Argentine and India. He said that the rates from the 
wheat-producing area of Canada were on a lower level than 
from points similarly distant or less distant in the United 
States, from the Great Lakes ports. Following Mr. Little’s tes- 
timony, A. F. Cleveland, for the Chicago & Northwestern, took 
the stand and made a statement for the record to the effect that 
the low rates from Canadian wheat-producing territory were due 
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to the Crow’s Nest Pass agreement, which was made to deve 
the territory in the western part of Canada. 

The carriers completed their rebuttal testimony, January 
25, leaving only testimony to be put in by S. H. Cowan, for the 
National Live Stock Association, before the end of the hearing 
before Commissioner Aitchison. The carriers also submitted ap 
estimate of the revenue increase to result from their proposals 
for increases in the class rates in western terirrritory. 

Kenneth F. Burgess, for the Burlington, called three liye 
stock men, who gave testimony as to their belief that conditions 
in the industry were greatly improved and that money might he 
made. F. M. Currie, Broken Bow, Neb., was the first’ of these 
He said that he controlled 50,000 acres and gave it as his opinion 
that conditions with respect to the raising and selling of liye 
stock were greatly improved in 1925, as compared with 1915. He 
said that cows were selling at $20 a head higher; steers, $15 g 
head higher, and calves, $10 a head higher. He said that he 
believed that an experienced cattle man, with good judgment, 
could make money. He said that, in 1919, he had sold off all his 
cattle and then restocked in 1922, and that.for three years he 
did not make money, but contracted debts. Then, he said, cop. 
ditions changed in 1925 and he was able to pay off about $120,009 
in debts. He said that it was his impression that railroad sery. 
ice had greatly improved in the last few years. 

S. H. Cowan, on cross-examination, developed that the ter. 
ritory from which the witness came was one of the best in the 
country for cattle raising. Mr. Cowan developed the same fact 
following the testimony of the two succeeding witnesses. 

Testus Carruthers, Whitman, Neb., said that his land was 
partly owned and partly leased. He testified that he had made 
money in the last year, and had been able to make expenses in 
the years of depression. He said that he thought a cattleman 
who knew his business could make money. 

E. A. Hall, Lawrence, Neb., said that he ran cattle on 53,000 
acres and shipped about 50 cars a year. He testified that 1925 
was the best year for raising cattle that there had been since 
the war. He said conditions had improved materially since the 
depression of 1920 and 1921. He said that he had made a larger 
net profit in 1925 than in 1913. He, too, said that railroad serv- 
ice was greatly improved, and added his opinion to the others 
that a cattleman with good judgment could make money under 
present conditions. 

Following the appearance of the live stock witnesses, G. 
A. Casler, assistant to the assistant general auditor, the Santa 
Fe, and C. F. Westbrook, assistant general auditor, the C. & N, 
W., were presented by the carriers to enable S. H. Cowan to 
learn of the existence of unit costs of freight train operations 
in freight operation sheets of the carriers, by divisions. He 
questioned them and got information into the record as to unit 
costs, but not as segregated between Classes of equipment such 
as live stock cars. 


lop 


Estimate of Class Rate Increase 


R. N. Van Doren, vice-president and general counsel, the 
Chicago & Northwestern, then announced that he was prepared 
to make a statement with respect to the request of Commis- 
sioner Aitchison for the carriers to make an estimate, if pos- 
sible, of the revenue to be derived from the proposed increase 
in class rates involved in Ex Parte 87, Sub-number 1. Mr. Van 
Doren read the following statement into the record: 


In response to the request that has been made on the record, a 
committee of traffic officers has made an estimate as to the increased 
revenue that will result in the event that the proposal in Ex Parte 
87, Sub. No. 1, supplants the existing class rate basis. It must be 
appreciated that many difficulties are encountered in connection with 
such an estimate, particularly in view of the fact that the rates 
themselves have not been checked out as yet for the entire terri- 
tory, and further, because of the fact that there is not available any 
figures as to the precise divisions of class rate traffic between the 
individual classes or of L. C. L. earnings on different parts of the 
lines of the individual carriers. The basis used was, in general, an 
average advance of 25 per cent in the class rates east of the Mis- 
souri River, including the Missouri River cities, and the territory on 
and east of the line of the C. M. & St. P. from Sioux City to Sioux 
Falls, thence the Omaha to the Twin Cities, thence the Great North- 
ern to Hinckley, and the Northern Pacific to Duluth. West of that 
line approximately an increase of 10 per cent, and on through busi- 
ness from points east of the Missouri River and the above described 
line and points west, substantially a 5 per cent increase. 

The estimate made contemplates no advance in Illinois freight 
committee territory locally, or in any of the territory west of the 
a boundary of Kansas, Nebraska, South Dakota and North 

akota. 

Different bases necessarily were used upon different railroads 
because of the differences in the traffic of the individual railroads, 
and also because of the different geographic locations of the individual 
lines. In making those separate estimates for the individual carriers, 
the general knowledge of the traffic committee had to be used. 

In order that the estimate used on the individual lines may be 
available, a brief statement will be made as to the basis used for 
each carrier. The only fundamental figures available to the com- 
mittee were the total earnings of individual carriers on L. C. L. 
freight, on automobiles which generally move at class rates in the 
affected terrftory, on poultry, eggs, butter and cheese. The gross 
earnings in the groups enumerated for the calendar year 1924 were 
considered and the following estimate was used: 

Cc. M. & St. P. and C. & N. W.: A 10 per cent increase was ap- 
plied to the total L. C. L. earnings on these two companies for the 
reason that a very substantial portion of their L. C. L. earnings are 
derived on movement between territories that will in no manner 
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by this proposal. Automobiles, 7% per cent on the total 
onal derived from the movement of that traffic; poultry and 
« 15 per cent; butter and cheese 5 per cent. The low figure used 
in connection with butter and cheese is because of the very sub- 
tantial movement via the rails of these two companies to territories 
which will not be involved in connection with this readjustment. 
7 G. W.: 15 = cent = = total earnings on L. C. L. freight, 

nobiles, eggs, butter and cheese. 

aut Bt. Pp, M. & O.: 15 per cent on its earnings derived from L. 
Cc 7%) traffic, poultry, and eggs; 10 pe rcent on automobiles and on 
putter and cheese. 

Soo Line: 10 per cent on its gross earnings derived from L. C. 
L, traffic, butter and cheese and 15 per cent on automobiles, poultry 

2 
and ee 2% per cent on its total earnings derived from L. C. L. 
traffic and automobiles. The low estimate for this road is occasioned 
py the fact that only a small proportion of its mileage or traffic is 
involved in connection with this readjustment. No increased allow- 
ance was eStimated for that carrier for the movement of dairy 
products because of the fact that its dairy products very generally 
originate in territory where a commodity adjustment of rates is in 
a P. and G. N.: The same estinfate was made for these roads 
as for the M. P. railroad. Figures here again are low because of 
the fact that these companies are affected only in Minnesota and 
North Dakota, with_the exception of a small mileage of the Great 
Northern in South Dakota. 2% per cent on the gross earnings of 
these two companies on revenue derived from L. C. L. and auto- 
mobiles, and 10 per cent on the revenue derived from the movement 
of poultry, eggs, butter and cheese. 

cnr & & : Because substantially 50 per cent of the Rock 
Island’s mileage is in territory that will not be affected by the 
proposed change, it was estimated that that company will derive on 
increase of 5 per cent on its gross earnings for the transportation 
of L. C. L. freight and automobiles and 7% per cent on its gross 
earnings covering the movement of the dairy product items. 

A. T. & S. F.: Due to very heavy earnings of this company 
on transcontinental traffic, and because of its large mileage in terri- 
tory not affected, it is estimated that the change will increase the 
earnings of that company 2% per cent on its L. C, L. revenue, 3 
per cent on the revenue derived from the automobile traffic and 5 
per cent on the revenue derived from the dairy product movement. 

Cc. & A.: In view of the fact that the proposal contemplates no 
increase in Illinois traffic, it was estimated that this company will 
derive substantially 10 per cent on its gross earnings covering the 
movement of commodities here dealt with. 

c. B. & Q.: It is believed that the C. B. & Q. will earn some- 
what less than the Milwaukee or the North Western because of its 
relatively lesser mileage east of the Missouri River and the nature 
of its traffic as compared with the first two companies mentioned. 
It was therefore estimated that this company will obtain increased 
earnings to the extent of 3 per cent on its L. C. L. revenue, 7% 
per cent on its automobile revenue, 15 per cent on poultry and eggs 
and 10 per cent on butter and cheese. 

G. B. & W.: It is estimated that that company will obtain an 
increase of 20 per cent on its L. C. L., poultry and egg revenue, and 
16 per cent on butter and cheese. 

M. & St. L. and Q. O. & K. C.: It is estimated that 20 per cent 
will cover the two roads mentioned on their earnings on all five 
commodities. 

St. J. & G. I.: 10 per cent on all five commodities. 

U. P.: Due to the fact that the U. P. will obtain increases only 
in connection with Nebraska and Kansas traffic which comprises a 
very small proportion of the total business of that company it is 
estimated that it will obtain increased earnings to the extent of 
but 1 per cent on its L. C. L. revenue; one-half of one per cent on 
its automobile revenue; 10 per cent on poultry and eggs and 5 per 
cent on butter and cheese. 

It is‘absolutely impossible in connection with the Illinois Cen- 
tral and the Wabash to make any figures based upon the earnings 
of these companies using the revenue of these companies, on account 
of the substantial mileage they operate in territory that is not here 
involved. From the location of the lines of these two railways, how- 
ever, in the western territory, and the extent of their mileage in that 
territory, it was thought that the closest estimate that could be-ob- 
tained would be to accredit to these two companies the same amount 
of money as was obtained on these several items in the case of the 
M. & St. L. railway. Therefore for each of these companies that 
basis was used. 

The estimate made up as above described amounts to a total for 
all the railroads used of $11,528,924. 

The estimate is a conservative one and does not take into account 
the increased earnings that will be received from other miscellantous 
commodities in carload lots, moving at class rates throughout a por- 
tion of the territory involved. No estimate could be made covering 
the movement of such miscellaneous commodities for the reason that 
there was no information available either as to the revenue derived 
from such movements or the tonnage involved. At this stage of 
the proceedings it is our belief that any estimate made should be 
conservative because in the application of rates based upon mileage 
by groups as is contemplated in this readjustment, it inevitably 
follows that the geographic location of railroads and the requirement 
to observe the Fourth Section means when an adjustment is finally 
placed in tariff form, that the advance obtained in substantially 
— _ that might appear to be possible on the face of the pro- 

osal. 

In this connection it should be borne in mind that the carriers 
in the Western District contend that they need and are entitled to 
all revenue that may accrue to them from placing the Western 
Trunk Line class rate adjustment upon a reasonable, logical and 
non-discriminatory basis, whether that yield be more or less than 
this estimate, and this in addition to the 5 per cent advance sought 
in the major proceeding. 


Commissioner Aitchison asked Mr. Cowan if he was prepared 
to go ahead with the presentation of exhibits and testimony, and 
Mr. Cowan made a statement to the effect that he would be 
ready the following morning but that with regard to referring to 
livestock tariffs by number and item, he said that it would take 
such a long time for him to prepare the references and examine 
the tariffs that he thought they might be stipulated into the 
record. He said that he had asked for the tariffs at the Chicago 
hearing and he had only recently received them. Mr. Burgess 
said that though there had been a former lack of agreement over 
such a stipulation, the carriers were willing to let Mr. Cowan 
use the tariffs, referring to them by number and item, if, when 
he wrote his brief he made up a list of the references and gave 
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them to the carriers’ representatives. Mr. Cowan said that was 
agreeable, and the matter seemed to be settled in a way that 
would enable the hearing to finish in a day or so. However, 
Paul Walker, for the Oklahoma Commission, said that the rest 
of the parties wanted the same privilege and then Mr. Burgess 
withdrew the agreement of the carriers entirely. Commissioner 
Aitchison was in the process of trying to solve the difficulty, 
when Mr. Walker said that he would withdraw his request. Thus 
the matter was finally settled, and the prospects of finishing, 
January 26, brightened considerably. 

At the session before Examiner Keeler, B. H. Atwood, 
counsel, representing thirteen sand and gravel firms in the Illi- 
nois and Wisconsin territory, put C. B. Ackerman, traffic witness, 
on the stand, to testify to the opposition by sand and gravel 
interests to increases on sand and gravel and crushed stone. It 
was the burden of the testimony that before any increase was 
allowed the Commission should investigate the absorption of the 
terminal charges by line haul carriers on other commodities 
moving out of the Chicago district. It was the contention of the 
sand and gravel interests that sand, gravel and crushed stone 
paid relatively higher rates that resulted in relatively higher re- 
turns to the carriers than did other commodities. Mr. Ackerman 
testified as follows: 


The proposed advance, generally spoken of as being 5 per cent 
is in reality, based upon th carriers’ own figures, 7% per cent. 
It should be denied by the Commission because in so many instances 
the carriers are offering services which result in actual out-of- 
pocket cost rather than an income, and because they are performing 
such a large amount of gratutions service. Economies in these 
matters might result in an advance being unnecessary. 

The advance should be denied, also, because of the manner 
in which it is proposed to be secured. High class manufacturered 
articles, many of which are in the class called luxuries are to be 
advanced only 5 per cent, which is the lowest proposal. The 
necessities, such as grain and coal, are to be advanced 7 per cent 
and 10 per cent respectively. 

Over 385 per cent of the entire additional revenue is to be 
contributed by building materials such as brick, lumber, cement, 
lime, plaster, sand, gravel and stone. These are the lowest rated 
commodities known to commerce and it is generally recognized 
should have the lowest freight rates. Nevertheless, the proposed 
advance averages over 16 per cent of these articles. These ma- 
terials are used for the construction of buildings and other classes 
of improvements such as power plants, water works, street pavements 
and hard roads. Such structures and improvements add to the 
permanent wealth of the nation, the first cost of which will be 
increased to cover a large part of the revenue the carriers are asking. 
The cost of a wage-earner’s home, if the advance is granted, will 
be in the neighborhood of 5 per cent greater. His taxes for public 
improvements will be correspondingly increased. This constitutes 
a permanent increased investment, resulting in permanent increased 
costs of rent and taxes. 

If an advance in freight rates is necessary it should be placed 
on the commodities best able to bear the same and such that the 
effect is temporary so that when rates are later reduced, costs can 
be correspondingly reduced. 


End of Hearing 


With the completion of testimony on behalf of livestock 
interests, January 26, the Kansas City hearing before Commis- 
sioner Aitchison came to a close. The session before Examiner 
Keeler also reached an end with the conclusion of testimony on 
behalf of fruit shippers. 


S. H. Cowan called B. D. Pelton, traffic witness, to the stand 
to enter two sets of exhibits showing train performance on the 
Burlington and the Santa Fe. He also made a statistical show- 
ing with regard to volume and earnings and movement of live- 
stock on the carriers in the western district. He testified that 
in 1924 1,452,105 cars of livestock moved on 29 railroads out of 
a total of 16,314,703 cars of loaded revenue traffic on those lines. 
This livestock moved at an average rate 31.6 cents. 

Following the noon recess, Mr. Cowan failed to appear for 
about a half hour, and then returned to announce that he had 
some exhibits to come from the printer, but that they would not 
be ready for another hour or so. He said that, in the meantime, 
he had several documents to offer. He submitted, as exhibits, 
reports of the Chicago Union Stock Yards and the Kansas City 
Stock Yards for 1925. Then he made an offer of the annual re- 
ports to the stockholders for the last year for several of the 
western carriers, but Commissioner Aitchison would not allow 
them to be placed in the record unless the relevant and material 
parts were pointed out. Mr. Cowan then read figures for live- 
stock loadings on the Southern Pacific System, and a paragraph 
relating to the improved financial outlook in the report of the 
Northern Pacific. 

Mr. Pelton went back on the stand when a bound exhibit 
arrived from the printer. This exhibit presented statistics as 
to the performance of freight trains and also as to the number 
of livestock cars carried in different classes of trains, the speed 
of trains, and the fuel consumed. It was designed to show, ac- 
cording to the witness, that any showing of greater or less fuel 
consumption does not necessarily have a bearing on the speed, 
but that the speed is governed by the tonnage, and also to show 
that livestock trains, or cars, did not receive any expedited or 
preferential service. 

When the witness was through, Mr. Cowan sat for several 
minutes apparently considering his case and then announced that 
he was done. Shortly thereafter the hearing was adjourned, and 
thus ended a series of hearings in the two cases being heard 
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simultaneously that occupied 65 daws of hearing time and ten 
nights. About 12,000 pages of testimony were taken and ap- 
proximately 450 witnesses heard. There were 497 exhibits en- 
tered in the record, and 394 copies of each exhibit were sup- 
posed to be distributed. 

Fred S. Jackson, on behalf of the corn belt farmers, made a 
motion, just before the noon recess, to the effect that rates on 
the products of agriculture be reduced to the level of rates prior 
to 1918. His motion was as follows: 


Come now the corn belt committee of Federated Farm Organiza- 
tions and the American Farm Bureau Federation and, in the proceed- 
ings known and entered of record as Docket 17000, move that all issues 
and matters under consideration by the Commission in said proceed- 
ings, in so far as they relate to the rates and charges to be applied by 
the carriers on the products of agriculture, including live stock and 
meats and meat products, be set for hearing and determination by the 
Commission at the same time as the Commission shall hear and 
determine the issues and controversies involved in the proceedings 
known as Ex Parte 87, and that upon such hearing, all freight rates 
to be charged on said commodities, in the western district, shall be 
reduced as nearly as practicable to the rates in effect immediately 
prior to the order of the director general of the United States, known 
as General Order 28, namely, the rates in effect June 24, 1918. 


The last interests to be heard before Examiner Keeler were 
the paper mills of Wisconsin and shippers and marketers of 
fruit. C. R. Hillyer, counsel, called J. E. Bryan, traffic manager, 
on behalf of paper and pulp mills in Wisconsin represented by 
the Wisconsin Traffic Association. It was the position of the 
witness that the paper mills were opposed to any increase in the 
rates outbound on paper and inbound on raw materials, partic- 
ularly on coal. He introduced an exhibit tending to show that 
coal rates were already higher to Wisconsin points and said that 
any additions to the rates would make the costs of production 
increasingly burdensome. He told of the keen competition met 
from mills in the Michigan territory, particularly at Kalamazoo, 
and said that an increase in the freight rate on outbound prod- 
ucts would add to the already great difficulties of marketing the 
mills products. He gave instances of where the Wisconsin mills 
had already had to discontinue the production of some grades of 
paper, notably newsprint, because of competition. 

J. C. Folger, representing the Joint Council of Apple Ship- 
pers, the Western Fruit Jobbers’ Association, and the National 
League of Commission Merchants, testified as to the areas in 
which apples were produced, stressing the importance of the 
west as a producing territory. He told of the costs of produc- 
tion which he said were burdensomely high. He then went on to 
testify as to the freight rate situation with respect to shipping 
apples, principally, and also with regard to vegetables, in part, 
as follows: 


A study has been made of the comparative rate levels per cwt. 
from representative shipping points in affected territory to repre- 
sentative destinations. Also from representative shipping points in 
competitive territory to the same destinations. 

Mile per mile for similar distances to the same competitive mar- 
kets middle western territory is now paying 40 per cent to 50 per cent 
more than eastern territory. The 5 per cent advance proposed by 
carriers would simply aggravate this situation. 

From Rogers, Ark., to Chicago, St. Louis, Kansas City, Memphis, 
New Orleans, Nashville, Des Moines, Omaha, Birmingham Ft. Worth 
and Oklahoma City the average haul is 468 miles. The average per 
ton mile rate is 2.24c. Compare this rate level with the average per 
ton mile charge of 1.49c from Rochester, N. Y., to Chicago, Indianapo- 
lis, Pittsburgh and New York, where the average distance is 445 miles, 
or practically the same. In this comparison we find that the Rogers 
rates are now 50 per cent higher than the Rochester rates for hauls 
of similar distances. 

Taking all destinations shown in our rate exhibit, the rates from 
Rogers, Ark., average 44 per cent higher than the Rochester rates. 

Eliminating from the exhibit hauls over 1,000 miles from Roches- 
ter, and comparing the rate level to remaining cities with an average 
haul of 661 miles, we find that the Rogers rates to all points over an 
a haul of 647 miles are 42 per cent higher than the Rochester 
rates. 

From Rogers to Chicago, the rate over 618 miles is 55 cents per 
ewt. From Rochester to Chicago, over a distance of practically the 
same, or 591 miles, the rate is 391%4 cents per cwt. To this common 
point it will be seen that the Rogers rate is nearly 40 per cent higher 
than the Rochester rate. 

From Rochester to St. Louis, the distance is 787 miles and the rate 
is 36 cents. From Rogers, Ark., to St. Louis, the distance is 334 miles 
or less than half the distance from Rochester to St. Louis, and yet the 
rate is 43 cents. Rochester reaches Atlanta, Ga., for 70 cents on a 
1,000-mile haul. Rogers pays 86 cents for a 794-mile haul. 

The middle west must look quite largely to its own territory as 
an outlet for its fresh fruits and vegetables. As evidence of this fact, 
I would refer to the United States Department of Agriculture Review 
of the Kaw Valley Potato Deal, 1925. Out of 2,396 cars shipped in 
1925. approximately 94 per cent went to destinations situated within 
affected territory. In 1924, over 98 per cent of the Kaw Valley po- 
tatoes were shipped to destinations within affected territory. 

Taking similar government reports, covering Wisconsin Potato 
Deal for 1924 and 1925, we find that out of 10,838 cars 90 per cent 
moved to the middle west. On the Western Colorado Apple Deal for 
1924, out of 1,289 cars reported for period of September 22 to October 
3, only forty cars were shipped to destination outside of the middle 
west. Ninety per cent of Colorado pears for the season 1924 were 
shipped to destinations within this territory. Over 80 per cent of 
1924 peach crop shipments were to the middle west. Over 90 per cent 
of 1924 potato shipments were to points within the middle west. 

Here we have, therefore, a territory surrounded on all sides by 
competitive regions. It is upon this territory that the burden of the 
whole advance would fal. 


C. B. Bee, for the Oklahoma Commission, took the stand to 
give brief rebuttal testimony, before Examiner Keeler, with re- 
gard to a statement made by Stanley Johnson, of the Rock 
Island, with regard to the Oklahoma commission’s not granting 
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the increase growing out of Ex Parte 74. Mr. Bee explaine 
that the state commission did grant the increase at first anj 
then removed it from the state rates. He said that the 35 pe 
cent increase threw some of the rates out of line and the stat, 
body sought to have the carriers readjust the rates, but the cy. 
riers refused to on the ground that the increase was at the Inte. 
state Commerce Commission’s order. There followed some leg, 
action, the witness said, and then the state commission put the 
increases back. He next cited a number of instances in which 
the Oklahoma commission had readjusted rates since 1920 ang 
testified as to unity and harmony of action between the stat, 
and the Interstate Commerce Commission. 


Correction 


The Traffic World, January 16, page 164, in the story of the 
rate structure investigation, stated that “W. C. Loss, traffic oy. 
pert of the Colorado commission, introduced an exhibit tending 
to show that costs per ton mile of transporting freight wer 
higher in the central western region than in the northwest.” 
Through an error, the territories involved were transposed jp 
the sentence. The proper sense of it should be that costs, ac. 
cording to the exhibit, were higher in the northwest than in the 
central western region. 


TELEPHONE COMPANY INCOME 


Operating income of large telephone companies in the elevey 
months ended with November totaled $170,305,086, an increase of 
$33,305,091, or 24.38 per cent, as compared with the income for 
the same period of 1924, according to compilations from 68 com. 
pany reports by the Bureau of Statistics of the Commission. 
For November the operating income was $16,909,695, an increase 
of $2,616,139, or 18.3 per cent, over that for November, 1924, 
The number of company stations in service at the end of No- 
vember was 12,935,295, an increase of 811,048, or 6.7 per cent, 
as compared with the end of November, 1924. 


RAILROAD FUEL COSTS 


Cost of fuel for Class I road locomotives in freight and pas- 
senger train service, exclusive of fuel for switching locomotives, 
declined from $324,501,011 in the eleven months ended with No- 
vember, 1924, to $300,740,376 in the same period of 1925, accord: 
ing to compilations from carriers’ reports made by the Bureau 
of Statistics of the Commission. These figures represent the 
total cost of coal and fuel oil. 

The total cost of coal in the eleven months ended with No- 
vember was $240,831,088, as compared with $271,506,155 for the 
same period of 1924. The total cost of fuel oil was $59,909,288, 
as compared with $52,994,856 in the same period of 1924. 

The amount of coal consumed in the eleven months ended 
with November totaled 88,387,817 net tons, as compared with 
88,968,353 net tons in the same period of 1924. The average cost 
per ton was $2.72, as compared with $3.05 in the 1924 period. 

The amount of fuel oil consumed in the eleven months ended 
with November was 1,899,242,080 gallons, as compared with 1,906, 
872,811 gallons in the 1924 period. The average cost per gallon 
was 3.15 cents in the 1925 period, as compared with 2.78 cents 
in the 1924 period. 

In November the total fuel cost was $28,920,568, as compared 
with $28,843,149 in November, 1924. Net tons of coal consumed 
in November amounted to 8,914;865, as compared with 8,367,536 
in November, 1924, and the average cost per ton was $2.63, as 
compared with $2.83 in November, 1924. The total cost of coal 
was $23,405,331 in November, as compared with $23,652,672 in 
November, 1924. 

Gallons of oil consumed in November totaled 189,156,280 and 
186,170,395 in November, 1924. The average cost per gallon was 
2.92 cents, as compared with 2.79 cents in November, 1924. The 
total cost of fuel oil in November was $5,515,237, compared with 
$5,190,477 in November, 1924. 


ROLLING STOCK ADDITIONS 


Class I railroads in 1925 installed in service 128,557 freight 
cars, according to reports filed by the carriers with the car serv 
ice division of the American Railway Association, which says: 


This was a decrease of 27,857 cars under the number installed 
during the year 1924 and a decrease of 69,318 cars under the number 
installed during the year 1923. Of the total number installed during 
the year 1925, box cars totaled 61,140, coal cars 48,670 and refrigerate, 
cars 5,761. Freight cars installed in service during the month 0 
December totaled 4,620, which included 1,520 box cars, 2,259 coal cars 
and 255 refrigerator cars. ; * 

Freight cars on order on January 1 totaled 40,794, including 21, 
380 box cars, 15,368 coal cars and 1,781 refrigerator cars. On January 
1, 1925, Class I railroads had 55,684 freight cars on order and on 
January 1, 1924, they had 25,619 on order. 133 

During the year 1925, Class I railroads placed in service 1, a 
locomotives compared with 2,246 during the 12 months period 
1924 and 4,037 during the same period in 1923. The same roads 0 
January 1, 1926, had 471 locomotives on order compared with the 
on January 1, 1925, and 510 on the same date in 1924. During ! “ 
month of December, 1925, 129 locomotives were installed in servic 

These figures as to freight cars and locomotives include new, 
rebuilt and leased equipment, 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


\ 

| 

| (Digests taken from Reporters and Digests of National Reporter 

| System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


}_—<$<$_ 
LOSS OF OR INJURY TO GOODS 
(Supreme Court of South Carolina.) Initial and terminal 


carriers are agents for each other, and notice to one is notice to 
the other.—Rubin vs. Northwestern R. Co. of South Carolina, 


130 S. E. Rep. 549. 
BILLS OF LADING 


Bank, as Transferee of Note to Which Bill of Lading Attached, 
Acquires Title to Goods as Against Lien of Attaching Cred- 
itor of Consignor: 

(Court of Appeals of Georgia, Division No. 2.) Where goods 
were consigned to order of shipper, with directions to notify 
consignee at place of delivery, and bill of lading indorsed in 
blank was attached to draft on consignee for price and delivered 
to bank, and amount of deposit credited to consignor’s general 
account and drawn against by him, bank, in view of Civ. Code 
1910, sec. 5201, acquired title to goods represented by bill which 
could be asserted against lien of subsequent attaching creditor 
of consignor.—Strickland vs. American Nat. Bank. of Nashville, 
Tenn., 130 S. E. Rep. 598. 


DELAY IN TRANSPORTATION OR DELIVERY 


(Supreme Court of South Carolina.) In law case, exceptions 
will not lie to findings of fact by master, confirmed by court.— 
Middleton & Co. vs. Atlantic Coast Line R. Co., 130 S. E. Rep. 
552. 

Measure of Damages for Delay in Delivery by Carrier Stated: 

Measure of damages for unreasonable delay in delivery by 
carrier is difference between market price on day goods should 
have been delivered and on day of actual delivery, regardless 
—- or not sale immediately on delivery was intended.— 

1d. 
Proof of Actual Sale Price of Cotton Not Necessary: 

In action against carrier for unreasonable delay in trans- 
portation of cotton, proof of actual sale price after delivery was 
unnecessary, Measure of damages being difference between mar- 
ket valaue when cotton should have been delivered and when 
actually delivered.—Ibid. 


In Law Action, Appeal Will Not Lie from Decree Confirming 
Master’s Report, in Absence of Showing of Final Judgment: 
In law action for damages for unreasonable delay in trans- 
portation of cotton, where it was not made to appear that judg- 
ment was entered on decree or order of circuit judge confirm- 
ing master’s report which, under Code Civ. Proc. 1922, sec. 589, 
amounted to no more than verdict of jury, held appeal by plain- 
tiff, dissatisfied with amount of recovery, would not lie, espe- 
a in absence of motion for new trial and denial thereof.— 
Where recovery allowed a plaintiff by decree or order con- 
firming master’s report in law action is insufficient, plaintiff’s 
= is by motion for new trial and appeal from denial thereof. 
—ibdid, 
In law action, court has no power to adjust verdict, except 
indirectly, by granting new trial to aggrieved party, unless ad- 
verse party consents to change in verdict.—Ibid. 








Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and 
System, published by West Publish 


of National Reporter 
Co., St. Paul, Minn. . 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Code Held Not to Authorize Exclusion of Companies Operating 
in Interstate Traffic: 

(Supreme Court of Ohio.) Sections 614-86 to 614-102, inclu- 
sive, of the General Code of Ohio, are designed to regulate motor 
transportation governing all motor vehicles operating over the 
highways of the state, but do not authorize the Public Utilities 
Commission to exclude motor transportation companies operating 
in interstate traffic from such highways.—Cannon Ball Transp. 
Co. vs. Public Utilities Commission of Ohio, 149 N. EB. Rep. 713. 
Interstate Motor Transportation Companies Held Subject to Code 

Except Where Application Involves Direct Burden on Inter- 

state Commerce: 

Motor transportation companies operating in interstate traffic 
the subject to the provisions of said sections and the regulations 

erein provided may be applied to all interstate operators, ex- 
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cept in so far as such application would involve a direct burden 
upon interstate commerce.—Ibid. 

A condition in a certificate of convenience and necessity 
granted to an interstate operation that passengers may not be 
received within the state of Ohio whose destinations are also 
within the state of Ohio is not an unreasonable condition, and 
does not operate as a direct burden upon interstate commerce. 
—Ibid. 

Court of Appeals of Georgia, Division No. 2.) A common 
carrier may sell refused shipments of merchandise for freight 
and storage.—Morgan vs. J. B. Colt Co., 130 S. E. Rep. 600. 


Commission Not Authorized to Deny Certificate of Necessity and 
Convenience Because of Detriment to Individuals: 


(Supreme Court of Wisconsin) The Railroad Commission is 
not authorized to refuse a certificate of convenience and neces- 
sity, within meaning of St. 1925, Sec. 191.10, 191.11, where re- 
quired for transportation facilities for the general public, because 
of the inconvenience to individuals along proposed right of way 
or detriment to municipal zoning plans, and therefore evidence 
of zoning and county planning was immaterial.—In re Milwaukee 
Electric Ry. & Light Co., Milwaukee Electric Ry. & Light Co. vs. 
Milwaukee County, 206 N. W. Rep. 201. 


Commission Not Required to Give Notice of Further Hearing or 
Hold Further Hearings After Remand of Matter: 


Where, on notice of dissatisfaction to issuance by Railroad 
Commission of certificate of public convenience and necessity, 
under St. 1925, Sec. 191.01-191.21, circuit court remanded matter 
for reconsideration under rules of law prescribed by court; com- 
mission héld not required to give notice of further hearings or 
to hold further hearings in such reconsideration.—Ibid. 
Order of Circuit Court Remanding Proceeding Reviewable: 

Where county filed a notice of dissatisfaction to issuance by 
Railroad Commission of certificate of convenience and necessity, 
an order of the circuit court remanding the matter to the com- 
mission for reconsideration is an intermediate order, subject to 
review on appeal from subsequent order setting aside second 
certificate of convenience and necessity after such reconsidera- 
tion under St. 274.34.—Ibid. 


Shipper, Entitled to Recover Interest on Reparation Award of 

Commission, But Not Costs and Attorney’s Fees: 

(Circuit Court of Appals, Seventh Circuit.) Under Federal 
Control Act, Sec. 10 (Comp. St. 1918, Comp. St. Ann. Supp. 1919, 
Sec. 31153%j), and Transportation Act, Sec. 206 (a), (c), being 
Comp. St. Ann. Supp. 1923, Sec. 10071%4cc, a shipper, charged 
excessive freight rates during federal control of railroads, was 
entitled to recover so-called interest on the reparation award 
ordered by the Interstate Commerce Commission to be paid pur- 
suant to Interstate Commerce Act, Sec. 16 (Comp. St. Sec. 8584), 
despite Judicial Code, Sec. 177 (Comp. St. Sec. 1168), but was 
not entitled to recover the costs and attorney’s fees ordered by 
the Commission to be paid.—Wilson & Co., Inc., of Oklahoma, vs. 
Director General of Railroads, 8 Fed. Rep. (2d series), 484. 










Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter 
: pou, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


Filing of Answer Containing Exceptions to Libel Held Permis- 
sible: 

(District Court, S. D. Florida.) Filing of amended answer 
containing exceptions to libel held permissible, in view of stipu- 
lation that respondent could “file such amended answer or other 
pleading” as he might be advised, notwithstanding general rule 
that exceptions to libel should be filed before answer.—Pan- 
American Trading Co. vs. Franquiz, 8 Fed. Rep. (2d series), 500. 
Question of Laches Determined From Facts and Circumstances: 

Question of laches is to be determined from facts and cir- 
cumstances surrounding each case, and neither statutes of limi- 
tation nor lapse of time is controlling.—Ibid. 

Mere Lapse of Time, Without Change in Status of Parties or 

Accrual of Intervening Rights, Will Not Bar Claim: 

Where there is no change in status of parties, and no inter- 
vening rights have accrued, a mere lapse of time is not sufficient 
ground to justify court of admiralty in declaring claim stale and 
denying libelant right to enforce it.—Ibid. 

Libel in personam for breach of contract of affreightment, 
brought within 5 years after right accrued, held not barred by 
laches.—Ibid. 

Owner Not Excused by Fact That Defect Is Latent and Unknown: 

Owner of vessel, entering into a charter party containing 
warranty that vessel shall be tight, staunch, strong, and in every 
way fitted for voyage, is bound to see that vessel is seaworthy, 
and not excused by fact that defect is latent and unknown.— 
Ibid. 
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Harter Act Does Not Relieve Owner From Liability on Expressed 

Warranty of Seaworthiness: i 

Owner, entering into charter party containing warranty of 
seaworthiness, is not relieved from liability for unseaworthiness 
by Harter Act (Comp. St. Sec. 8029-8035), though he has used 
due diligence in inspecting vessel.—Ibid. 

Unseaworthiness of Vessel Shown: 

Evidence held to show unseaworthiness of vessel at time 
she broke ground for voyage.—Ibid. 

Respondent in Libel for Loss of Cargo Has Burden of Proving 

That It Was Due to Perils of Sea: 

In libel for breach of contract of affreightment in failing to 
deliver cargo, respondent has burden of proving that loss was 
due to perils of sea.—Ibid. 

Evidence held insufficient to show that loss of cargo was due 
to perils of sea, rather than established unseaworthiness of 
vessel.—Ibid. 

Shipowner Failing to Use Diligence to Make Vessel Seaworthy 

Liable, Though Damage Results from Peril of Sea: 

(District Court, D. Maryland.) Exception relieving ship- 
owner from liability for damages resulting to cargo from perils 
of sea is of no avail, if due diligence to make vessel seaworthy 


is not exercised——The Charles Rohde, 8 Fed. Rep. (2nd 
Series) 506. 


Vessel Adopting Injurious Method of Stowage Held Liable, Not- 
withstanding General Custom: 

General custom will not justify method of stowage which is 
clearly injurious, and held, vessel loading wheat on ceiling of 
hold without dunnage during March, when high winds, which 
would cause vessel to blow her water, might be expected, was 
liable, notwithstanding prevailing custom to load in such manner. 
—Ibid. 

Prevailing usage involving negligent stowage held not im- 
plied in contract of carriage, in view of its repugnancy to express 
provision that exception relating to perils of sea should not 


apply unless owner had exercised due diligence to make vessel 
seaworthy.—Ibid. 


Libelant Could Not Recover on Ground of Misrepresentations as 
to Character of Cargo: 

(District Court, W. D., New York.) In a libel to recover for 
destruction of tug and barges demised for carriage of cordite 
and powder, held, that libelant’s recovery could not be predicated 
on misrepresentations as to nature of cargo, or from failure to 
give warning, where its inflammable character was discoverable 
by the exercise of ordinary care and attention; it being presumed 
libelant was reasonably apprised of dangerous character of 
cargo from inscription on boxes.—Hansen vs. E. I. Du Pont De 
Nemours & Co., Inc., 8 Fed. Rep. (2nd Series) 552. 


Agreement Held to Amount to Demise of Tug and Barges, and 

Not Contract of Hire and Service: 

Verbal agreement entered into by agent of respondent with 
company owning tug and barges, followed by written charter 
specifying rental of tug and barges from time of departure until 
return after delivery of cargo, mentioning that extra coal was 
to be supplied by charterer, charterer to assume all risks, held 
to amount to a demise of tug and barges pro hac vice, and not 
a contract for use and hire, and fact that captain of tug, en- 
gineer, and bargemen were employed by owner did not alter 
case, since their services went with demise of vessels.—Ibid. 
Respondent Company Liable for Negligence of Agent in Care of 

Cargo Powder and Resulting Damage: 

In libel for destruction of tug and barges, evidence held to 
show that agent of respondent company had entire management 
and control of barges for trip for which they were procured, and 
respondent company was consequently liable for his negligence 
in care of cargo and for his incompetence, which resulted in 
destruction of tug and barges by ignition of cargo containing 
cordite and powder.—Ibid. 

Where Charter Provided Risk on Cargo to be Assumed by Char- 
terer, Shipowner Released from All Responsibility: 

Where charter agreement demising use of tug and barges 
provided charterers was to assume all risk on cargo, held, that 
wording implied a release of shipowner’s responsibility for negli- 
gence in care and protection of cargo and for negligence of its 
employees.—Ibid. 


Evidence Held to Show Lack of Care in Protection of Cargo of 

Powder: 

In libel for destruction of tug and barges from ignition of 
cargo of cordite and powder, evidence held to show that there 
was a failure by respondent to exercise proper care for the 
protection of the cargo, where it was shown that broken and 
split cases, exposing powder and cordite, were stowed without 
covering and a gasoline engine was permitted to be spiked to a 
case of powder.—Ibid. 

Exposed Condition of Cargo and Use of Backfiring Gasoline 

Engine Cause of Destruction of Tug and Barges: 

In a libel for destruction of tug and barges, resulting from 
ignition of cargo of smokeless powder and cordite, held, that 
exposed condition of cargo and use of a backfiring gasoline 
engine, which was spiked to case of powder, were primary 
causes of disaster.—lIbid. 
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Transporting Powder and Cordite in Nonconformity with State 

Labor Law Negligence: 

Under Labor Law, N. Y., Sec. 450, powder is classified as ap 
explosive, and such matter should be securely inclosed in eop. 
tainers in transporting same, without permitting any grains to 
protrude or remain on outside of containers, and failure to 
comply with provisions of state law in this respect was an act 
of negligence.—Ibid. 

Defense Without Merit Where Respondent Knew of Condition 
of Barge at Time of Charter: 

In a libel for destruction of tug and barges, caused by igni- 
tion of cargo of smokeless powder and cordite, defense that 
barge in question was unseaworthy was without merit, where 
respondent knew of condition at time of charter.—Ibid. 


SUPREME COURT ACTION 


The Supreme Court of the United States this week denied 
a petition for a writ of certiorari in No. 574, Chicago & Eastern 
Illinois Railway Company vs. Chicago Heights Terminal Transit 
Company, to the Supreme Court of the state of Illinois. The 
case involved a 99-year switching contract entered into between 
the corporate predecessors of the C. & E. I. and the Chicago 
Heights company. The Illinois court affirmed the decision of 
lower courts dismissing a bill to restrain violation of the con- 
tract, which had been held void. 

In No. 462, Harman W. McMahan vs. Montour Railroad Con- 
pany, on writ of certiorari to the Supreme Court of Pennsylvania, 
the court reversed the decision of the lower court without an 
opinion. McMahan was injured in boarding a caboose of the 
carrier, and the question at issue was whether the federal safety 
appliance acts were applicable. The Pennsylvania courts held 
the acts were not applicable. 

A petition for a writ of certiorari in No. 856, C. E. Schaff, 
receiver, Missouri, Kansas & Texas Railway Company vs. Ella 
Daugherty, administratrix, a personal injury case, was denied. 

In No. 767, Minneapolis & St. Louis vs. Peoria & Pekin 
Union, the so-called Peoria switching case, the court postponed 
until hearing of the case on appeal a motion to remand the case 
to the federal court for the southern district of Iowa. 


SHORT LINE ASKS MANDAMUS 


The Traffic World Washington Bureeu 

Application for a rule to show cause why a writ of manda- 
mus should not issue has been made to the supreme court for 
the District of Columbia in United States ex relations, Manitou 
& Pike’s Peak Railway Company vs. Interstate Commerce Con- 
mission. The object, as shown by the petition filed by Norman, 
Quirk and Graham for the relator railroad company, is to 
compel the Commission to take jurisdiction over the claim of 
that company for reimbursement of deficit under section 204 
of the transportation act, incurred by it in the operation of its 
railroad in the federal control period after its relinquishment, 
June 29, 1918. The Commission has held that the relator did 
not operate a common carrier in general transportation within 
the meaning of the language employed in that act. 

Relator’s petition directs the attention of the court to the 
fact that it has been and is subject to all the sections of the 
“act to regulate Commerce which are applicable to steam rail- 
ways including the provisions of section 15 (a) of the interstate 
commerce act”; that practically all the provisions of the act 
to regulate commerce to which the relator is subject are burden- 
some to him; and that section 204 was remedial in character 
which operated to the benefit of the short line. The short line 
pointed out arrangements for joint passenger fares and the trans- 
portation of freight for those living along its rails to show that 
it was a common carrier engaged in general transportation. The 
petition alleges the Commission has refused to make any of the 
ascertainments required by section 204, hence its application 
for a writ requiring it to comply with the section and certify 
the deficit which the applicant estimates at more than $75,000. 


The line is nine miles long extending from Manitou, Colo., to 
the summit of Pike’s Peak. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as of 
January 1, was 66.3, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By elasses of equipment the percentages were as follows: Box, 
58.4; refrigerator, 73.4; coal and coke, 69.6; stock, 90; flat, 80.1; 
tanks and others, 94.7. By districts the percentages for all 
equipment were as follows: Eastern, 56.2; Allegheny, 71.2; 
Pocahontas, 62.6; Southern, 64.8; Western, 71.5. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, as of January 1, showed the following: East- 
ern district, 95.4 as against 94.8 a year ago; Allegheny, 99.8 as 
against 101.9 a year ago; Pocahontas, 81.5 as against 79.7 a year 
ago; Southern, 110.5 as against 96.1 a year ago; Western, 96.9 
as against 101.4 a year ago; all districts, 98.2 as against 98.1 
a year ago; Canadian roads, 93.9 as against 91.8 a year ago. 
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Special Freight Services 


Fourth of a Series of Twelve Articles on This Subject, Written for The Traffic World by G. Lloyd 
Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsylvania 


Caretakers in Charge of Shipments 


Attendants or caretakers often travel with shipments of 
fruits, vegetables, live stock, poultry, locomotives, and cars. The 
attendants in charge of shipments of perishable freight are 
required to attend to the heaters /placed in the cars with the 
freight to protect the goods from cold. In the cold season, ship- 
ments of Aroostook potatoes are shipped at the rate of thousands 
of cars a month, each consignment of cars being attended to 
by a caretaker who accompanies the goods to destination. 

The attendants who travel with shipments of live stock or 
poultry, feed and water the stock at intervals on the way to 
market and otherwise attend to the animals or poultry to protect 
their condition and attend to sanitation. It is always desirable, 
but not always required by the carriers, that attendants travel 
with shipments of live stock. The carriers urge that caretakers 
be provided, especially for shipments of horses and other high 
grade stock. 

Attendants are authorized and travel with other classes of 
freight by the carriers’ tariffs or by classification regulations. 
Shipments of locomotives, locomotive and tenders combined, 
locomotives and cars combined, and similar shipments likely 
to require attention, are included in the list of articles fre- 
quently accompanied by attendants or caretakers. In some 
cases, the attendants are authorized to travel with the goods 
on freight trains free of charge and receive free return trans- 
portation via the routes taken by the shipments they accom- 
panied. In other cases, free transportation is provided only 
while the attendants are actually traveling with the freight, no 
free return passage being provided. In still other instances, the 
attendants get no free transportation in either direction but 
are required to pay, or have paid for them by the shippers, the 
full first class passenger fares between the points of origin and 
the destination of the shipments they accompany. The differ- 
ences are usually accounted for by the differences in the degree 
of urgency for the presence of caretakers to attend to the 
property. If the degree of urgency is great, as in the case 
of high grade live stock and perishables, free one way or 
return trip transportation is allowed by the carriers, while, if 
the need of caretakers is less, no free transportation is provided. 


Caretakers in Charge of Live Stock 


The uniform live stock agreement provides that, if persons 
accompany shipments of live stock in order to take charge of 
them in transit and at destination, such persons are obliged to 
care for, water, and feed the stock while being transported. 
This obligation obtains whether the shipments are delayed in 
transit or not. When caretakers or attendants in charge open 
or close any doors or openings of the cars, or pens of compart- 
ments in the vessels, they are required to see that the doors or 
openings are so closed and fastened as to prevent the escape 
of any of the stock. 


Contract With Men in Charge of Live Stock 


The attendants or caretakers in charge of shipments of live 
stock are required to enter with the rail carriers into special 
contracts which govern the liability of the railroads for loss 
or damage to the attendants or their property. A uniform 


Form No. 1 
CARRIERS’ CONTRACT WITH CARETAKERS 

“In consideration of the carriage of the undersigned upon 
a freight train or vessel in charge of live stock, mentioned in 
the within contract (The Uniform Live Stock Contract), 
whether with or without charge for such carriage, each one 
of the undersigned severally hearby vountarily assumes all 
Tisk of accident or damage to his person or property, and 
hereby releases and discharges each and every carrier from 
every claim, liability or demand of any kind for on account 
of any personal injury or damage of any kind sustained by 
him, unless caused by the negligence of any carrier or any of 
its employes; and agrees that whenever he shall leave the 
caboose and pass over or along the cars or track he will do 
80 at his own risk of personal injury, except where the negli- 
gence of the carrier proximately contributes thereto, and that 
no carrier shall be required to stop or start its trains or ca- 
boose cars at or from the depot or platforms, or to furnish 
light for his accommodation or safety.” 


(Witness) 


es 


(1) Uniform Live Stock Contract, Section 4, Para. A. 





special contract is prescribed by the Consolidated Freight Classi- 
fication to accompany the uniform live stock contract. 

This contract is shown in Form No. 1. 

In case no attendants travel with shipments of live stock, 
the carriers’ employees attend to the stock, feeding and water- 
ing the animals while in transit, according to the requirements 
of state and federal laws and the regulations of the United 
States Department of Agriculture or of state departments. A 
typical tariff of rules and regulations governing the handling 
and transportation of live stock provides that, when shipments 
of live stock are stopped in transit at stock yards operated 
by the railroads to be fed, watered, and rested, in compliance 
with state or federal laws, or on requests of the shippers, con- 
signees or owners, charges are made for the services, as follows: 


For unloading the stock from the Cars.......-..eeeeeeeees $0.50 per car 
For reloading the stock into the CarsS........csseeecececes .50 per car 
For services of feeding and watering, unless stock is 

given more than one feeding and watering at the 

CE IE 666001010 6:0.0 005 Scene were ves eceeneeusseuues .50 per car 


When shipments of live stock receive more than one feed- 
ing at the same station, the carrier furnishing the feed and per- 
forming the service makes additional service charges of $0.25 
for each additional 100 pounds of hay, mixed feed, or bushel of 
grain for the service, in addition to the case of the feed to 
the carrier. 

Exceptions are made to this regulation in the handling of 
carload shipments of ordinary live stock. In handling this class 
of stock, the carriers make no charges for unloading the stock 
into or reloading it from pens suitable for ordinary stock, at the 
stopping points, unless the stops are made at the requests of 
shippers, owners or consignees, or for the purpose of trying 
intermediate markets on the routes to destinations, or to com- 
ply with quarantine regulations. In such cases, charges of 
fifty cents a car for unloading and the same amount for reload- 
ing are assessed against the shipments. 

The term “ordinary live stock,” as used in the tariffs, 
includes all of the following classes of domestic animals, ex- 
cepting such as are chiefly valuable for breeding, racing, show 
purposes or other special uses: 


Cattle: bulls, cows, steers, oxen or calves. 

Hogs or swine: boars, sows or pigs. 

Sheep: rams, ewes or lambs. 

Goats: including kids. 

Horses: stallions, mares, geldings or colts, including ponies and 
mules. (2) 


The cost to the carrier of the feed used in feeding live stock 
is added to the service charges for loading, unloading, and feed- 
ing the stock, if the carriers provide feed and service. Shippers 
sometimes ship supplies of feed with the stock. The carriers 
do not charge for the transportation of the feed, excepting when 
any excess feed is removed from the cars after the arrival 
of the cars at destinations by the consignees for their own use. 
In this event, the feed is charged for at the less carload rates 
from points of origin to destinations and the proper charges 
are collected from the consignees by the agents of the carriers 
at destination.’ 

Individual items of tariffs or of the classification govern the 
transportation of attendants. In the case of live stock, the 
classification provides that shippers may, at their own option 
and expense, furnish adult male attendants, who, on paying full 
fare, unless otherwise provided for in individual tariffs of the 
carriers, are permitted to accompany shipments of live stock. 
Attendants who refuse to execute the separate contracts of 
release with the carriers are not accepted for transportation.‘ 

Attendants are required for shipments of live wild animals 
or ostriches.® 


Attendants With Perishables 


Caretakers who accompany shipments of perishable freight 
in carload lots sometimes get free transportation and even free 
return transportation. In the case of shipments of bananas in 
straight carloads or mixed carload shipments of bananas and 
pineapples, one attendant is allowed to travel with each con- 
signment of from one to five cars. Such attendants receive free 
transportation for the entire trip or any portions of the trip 
in which their services are required. Different men may accom- 
pany the same shipment over different portions of the route over 
which the goods move. 


(2) P. R. R., G. O. I. C. C. No. 13967, Item No. 3. 

(3) Ibid, Item No. 20. 

(4) Consolidated Freight Classification No. 4, Page 270, Item 3. 
(5) Ibid, Page 271, Item 4. 
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The attendants travel in the cabooses of the trains that 
carry the freight but, on the return trips, after the goods have 
been delivered, the attendants get free transportation on passen- 
ger trains, provided the return trips are begun within thirty 
days after the termination of the attendants’ services as care- 
takers. Return trips must be made, with certain restrictions, 
over the routes of the original shipments. Caretakers in charge 
of perishable shipments are required by the rules of the classi- 
fication and of the tariffs applicable on perishable traffic, to 
execute release contracts similar to those provided for in the reg- 
ulations governing the transportation of attendants with ship- 
ments of live stock. Some variations may be noted in contract, 
a copy of which, taken from the Consolidated Freight Classifi- 
cation No. 4, is shown in Form No. 2. 


Form No. 2 
SEPARATE CONTRACT WITH MAN OR MEN IN CHARGE 
OF PROPERTY, OTHER THAN LIVE STOCK, LIVE 
WILD ANIMALS OR OSTRICHES 


Station, ~~ 
(Description of Property) 
(initials and a of Cars, Locomotives, Etc.) 


In consideration of the carriage of the undersigned upon 
a freight train or vessel in charge of the property mentioned 
above, whether with or without charge for such carriage, each 
one of the undersigned severally hereby voluntarily assumes 
all risk of accident or damage to his person or property, and 
hereby releases and discharges each and every carrier from 
every claim, liability or demand of any kind for or on account 
of any personal injury or damage of any kind sustained by 
him, unless caused by the negligence of such carrier or any 
of its employes; and agrees that whenever he shall leave or 
return to the caboose or his other station on the train and 
pass over or along the cars or tracks he shall do so at his 
own risk of personal injury, except where the negligence of 
the carrier is the proximate cause thereof; that no carrier shall 
be required to stop or start its trains or caboose cars at or 
from stations or platforms, or to furnish light for his accom- 
modation or safety; and that no carrier shall be liable to the 
undersigned or his personal representative unless the under- 
signed shall, within thirty days after the injury, or his per- 
sonal representative in case of death shall, within ninety days 
after the injury causing the death, give notice of claim in 
writing to the General Manager or Claim Agent of the carrier 
on whose line the accident occurred. 


WITNESS: 


The provisions of the general rules governing the trans- 
portation or return of caretakers do not apply between points 
in Maine, New Hampshire, Vermont, Massachusetts, Rhode 
Island, or Connecticut. In these states the transportation and 
return of such attendants are subject to the separate rules and 
regulations of the carriers in those states, lawfully on file with 
the Commission and with the state railroad commission. 


The return transportation of caretakers, moreover, is not 
applied, in the manner described in the rules above, within the 
Dominion of Canada on shipments destined to points in Canada, 
except to the extent provided in the individual tariffs of the 
carriers transporting perishables in the Dominion.*® 


While travelling with perishable freight, caretakers attend 
to the heaters used in cars to protect the goods from the cold, 
open and close ventilators and doors, and otherwise care for the 
freight. In all their actions they are governed by the rules and 
regulations of the carriers governing the handling of cars and 
freight. Swinging doors must not be left open while the cars 
are in transit nor other things done or left undone that tend 
to jeopardize the safety of the trains or goods. Instructions of 
shippers to attendants are transmitted through the agents of the 
carriers handling the goods. 


Attendants With Shipments Other Than Perishables and 
Livestock 


The Consolidated Freight Classification provides the general 
rules governing attendants with shipments other than live 
animals. The rule specifies that where, in connection with indi- 
vidual items of the Classification covering other commodities 
than live stock, live wild animals, and ostriches, provision is 
made for the transportation of male adult attendants in charge 
of same (whether with or without charge for their carriage, as 
provided in such items), such attendants must execute contracts 
releasing the carriers from liability for injury or damage to their 
property, before the contracts for the transportation of the ship- 
ments are issued. If attendants refuse to execute such contracts 
they are not accepted for transportation. If the individual 
tariff item requires that the shipment be accompanied by an 
attendant, the shipment will not be accepted for transporta- 
tion unless caretaker is provided.’ 

The tariffs of the carriers provide that attendants or care- 


(6) National Perishable Freight Committee, R. C. Dearborn, 
Agent, Perishable Protective Tariff No. 2, I. C. C. No. 1, Rule 110, 
See also Rules 115 and 512 


(7) Consolidated Freight Classification No. 4, Rule 43. 
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takers are carried strictly in accordance with the rules and regu- 
lations provided for in the Official, Western, or Southern Claggj- 
fication, whichever governs the movement of the shipment. 

When attendants accompany such shipments as compresseq 
air, electric, gasoline, or steam locomotives, or locomotives ang 
tenders, locomotives and cars, or other freight, in connection 
with which attendants are authorized by tariffs or classifications 
governing, under the conditions that full passenger fares be 
charged for the attendants, the fares charged are the first class 
passenger fares. By first class fare is meant the first class 
passenger fares published by the standard short line routes from 
the points of shipment to destinations or to the places to which 
the attendants accompany the shipments. The standard short 
line fare is charged regardless of the routes over which the 
freight actually travels. Differential line fares are never charged, 

When full first class passenger fares are paid by attendants 
accompanying shipments of this sort, typical tariffs provide that 
the execution of contracts releasing the carriers from liability 
for injury or loss of property is waived.® 


The bills of lading issued to cover such shipments are re. 
quired to be endorsed by the issuing agents, showing the amount 
of fare charged for the attendants or caretakers. These bills 
of lading are endorsed in one of the two following forms, de- 
pending on whether the fares and charges are prepaid or to be 
collected: 


1. When all charges are prepaid by shippers: 


Smeg for attendant in charge, fr 
Oo 


$ om 
, paid by shipper, and is shown on the waybill. 
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2. When all charges are to be collected at destination: 


Fare for attendant in charge, from 
» is shown on waybill and must be collected in 


oO 
addition to the freight charges from the consignee. 
Wa eTe eee wicleaweslee eee we wine cocccccoess Agent 





Corresponding notations must be shown separately on the 
waybills covering the shipments in the revenue column for ship- 
ments that are billed through to destination. The fares are 
apportioned among the interested carriers on the same basis 
that the freight charges are divided, except that no deductions 
are made from the amounts of fare for terminal or bridge tolls. 
This rule for the division of the fares of attendants applies 
without regard for the normal rates of division of passenger 
fares applicable to regular passenger traffic between the same 
points of origin and destination. 

When shipments are not waybilled through to destination, 
the through fares are noted on the waybills and the propor- 
tionate fares are shown in the revenue columns of the waybills 
that are issued to the junction or basing points. The propor- 
tionate amounts of fare are determined by dividing the through 
fares among the participating carriers in the same ratio as the 
through freight rates are divided. 

Attendants are furnished with duplicate copies of the way- 
bills bearing endorsement showing whether their fares are to be 
collected or have been prepaid. 


(8) P. R. R., G. O. I. C. C. No. 13908, Item No. 2. 


DEVELOPMENT OF WATERWAYS 


Urging development of the Mississippi and Missouri rivers 
to permit increased transportation by water as a means of relief 
to shippers, Representative Milligan, of Missouri, in an address 
in the House, in part, said: 


It is conceded by all who are familiar with the facts that our 
railroads can no longer handle our increasing commerce, and the only 
possible solution of the transportation problem is the improvement 
and completion of our national waterway system. It is conceded by 
most everyone except those directly interested in the railroad busi- 
ness and, of course, a majority of the members of the Interstate 
Commerce Commission that freight rates charged. by the railroads 
are too high, especially those rates on farm commodities. I had hoped 
that after the passage of the Smith-Hoch resolution by the last 
Congress, which, in fact, directed the Interstate Commerce Com- 
mission to reduce freight rates, the farmers of the nation would be 
relieved of some of this burden, but from the press accounts of the 
hearings now being held by the Interstate Commerce Commission 
in Kansas City, Mo., it seems that the commission will run true to 
form and will more than likely increase rates on farm commodities. 

If the members of this house want to reduce freight rates on 
farm commodities and give the farmer additional transportation fa- 
cilities, they should support a plan for the immediate completion 
of our national waterway system. I am opposed to the general prop- 
osition of blocs in this house, but this is a case of absolute necessity, 
and the members representing this vast territory would be justified 
in forcing action on this matter in such a manner. I wish to state to 
the members from the Mississippi Valley that the people you rep- 
resent expect favorable and immediate action on this matter, and if 
such action is not obtained you will be held responsible by them. 
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January 30, 1926 


HOCH-SMITH DEBATE IN HOUSE 
The Trafic World Washington Bureau 


In debate on the agricultural situation, Representative 
Jones, of Texas, said Congress had passed the Hoch-Smith 
resolution at the last session which was “supposed to give 
relief to the farmer.” 

“That has been nearly a year ago,” he continued. “I suppose 
the Interstate Commerce Commission must have referred that to 
the committee on waste papers, because, in so far as results 
are concerned, it has not been heard of since.” 

Representative Burtness, of North Dakota, a member of 
the House committee on interstate and foreign commerce, asked 
whether Mr. Jones did not know that the Commission had been 
holding hearings all over the country “almost on that very 
question, and that it (the Hoch-Smith law) is being given 
serious consideration, and that in many rates cases that have 
been settled since that time, involving rates in various localities, 
considerable weight has been given by the Commission to the 
provisions of the Hoch-Smith resolution?” 

“Yes; I know that the Interstate Commerce Commission 
has been holding hearings along various lines,” replied Mr. 
Jones. “But I was talking about the Hoch-Smith resolution. 
They have conducted hearings, and they have given about as 
much time to applications from the railroads for an increase of 
rate as they have given to that resolution. Perhaps somewhere 
near the millennium action will be taken on the resolution, and 
the farmers will be able to get a little of the relief about which 
the gentleman, together with some of his colleagues, have been 
shouting during the last four or five years. But I fear the 
present generation of farmers may not share in its advantages.” 

‘Does the gentleman think the application made by the 
railroads for increases was due, in large part, to the fact that 
they were afraid something would actually be accomplished under 
the Hoch-Smith resolution, and that it was a tactical move to 
offset that?” asked Mr. Burtness. 

“I think they probably wanted to give somebody an excuse 
for not doing anything,” replied Mr. Jones. “But that is the 
measure of farm relief that was given during the last Congress.” 

Asked what he would do for agriculture, Mr. Jones launched 
into an attack on the tariff. 


Representative Browne, of Wisconsin, said that, among other 
things, the raise of railroad rates under the Esch-Cummins act 
was a contributing cause of farmers’ troubles. He said deflation, 
high tariff rates and high freight rates were the three principal 
causes of the farmer’s bankrupt condition today. He quoted 
from the dissenting opinion of Commissioner Campbell in the 
case in which the Commission refused to reduce rates on grain, 
grain products and hay. He referred to earnings of the Southern 


a as an illustration of what the railroads were making 
today. 


“If anyone raises his voice, in Congress or out, in favor of 
lowering freight rates, an avalanche of denunciation is heaped 
upon him,” said Mr. Browne. “The railroads of the country are 
spending millions of dollars in advertising to the effect that they 
are Making nothing, and if freight rates are lowered the present 


prosperity of the country will end and the railroads will be 
bankrupt.” 


Senator Cameron, of Arizona, has submitted to the Senate 
Tesolutions adopted by the National Live Stock Association in 
convention at Phoenix, Ariz., January 13-15, favoring repeal of 
Section 15a and a special appropriation by Congress to be spent 
by the Commission in its investigation under the Hoch-Smith 
resolution. He also submitted resolutions of the organization 
favoring passage of the Gooding long-and-short-haul bill and of 
the Rayburn bill (H. R. 5572) requiring the Commission to take 
judicial notice of tariffs, etc., in rate cases. 


The resolution with respect to the Hoch-Smith law follows: 


Whereas this association and organizations and others with whom 
We are acting in the common purpose to secure relief from burden- 
on freight rates of products of agriculture, including live stock as 
= ned in the Hoch-Smith resolution, have pending and in process of 
rime or for submission on briefs and arguments, the cases of 
' tatest possible importance to our industry and the country where 
t is carried on; and 
b Whereas, there is likewise pending before the Commission cases 
rought by eastern and western packers to reduce live stock rates and 
tates on their product to centers of consumption, in which we have 
intervened: and 
ti hereas, the Interstate Commerce Commission, on its own mo- 
— brought on the proceedings known as Docket 17000, rate-struc- 
ure investigation among other matters, to determine what reduction 
epould be made under said resolution on products of agriculture, in- 
—s live stock; and 
ti Whereas, the railroads of the western district filed their applica- 
po before the Interstate Commerce Commission and western state 
eteissions for an advance of 5 per cent over existing rates, dock- 
= &@S exports 87, along with said Docket 17000, all of which is in 
cess of hearing before the Interstate Commerce Commission, 
yerein we have become parties, and our attorney is representing the 

€ stock interests. Now, therefore, be it 
a Resolved, That the Hoch-Smith resolution enacted by Congress, 
lrecting the Interstate Commerce Commission to e the lowest 
Possible lawful rates on products of a including live stock, 
§ necessary to a removal of the undue burden ‘of existing freight 
be on live stock and its products and feed and feed products, as a 
elief rendered more imperative from the depressed condition of our 
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industry, we urge upon the Interstate Commerce Commission that it 
speedily make such rates as in said resolution is provided, to the end 
of affording us the relief which Congress so directed of that investiga- 
tion, and of which was fully indorsed by your officers, secretarv and 
attorney. Now, therefore, be it further 

Resolved, That Congress make a special appropriation for the 
purpose and direct the Commission to ascertain from the books of the 
railroads the cost and relative cost, as near as may be, of transporta- 
tion of live stock, compared to the cost of transporting the average 
triffic, to the end that the Commission and the public may have 
accessible these comparative average costs, and to the end that the 
Commission may so apply the Hoch-Smith resolution as to make the 
lowest possible rates on products of agriculture. and live stock, based 
upon the actual outlay for performance of the transportation service, 
and leaving to other traffic the burden of producing returns to cover 
overhead and general expenses, taxes, and profits, as that resolution 
plainly intends, and to which we are entitled. 


LEAGUE AND LEGISLATION 


The legislative situation in Congress was considered at an 
all-day meeting of the executive committee of the National In- 
dustrial Traffic League January 22. 

Much of the time of the meeting was devoted to a discus- 
sion of the situation produced by the action of the Senate inter- 
state commerce committee in ordering a favorable report on the 
Gooding bill. The executive committee approved the work done 
by the fourth section special committee, headed by J. P. Haynes. 
The League will continue to fight the Gooding bill in the Senate 
and in the House. 

The railroad labor bill was discussed, but it was decided 
that, in view of the fact that the membership had not made 
known its view of the pending bill, the League would take no 
part in the hearings on the bill at this time. 

R. C. Fulbright was instructed to appear before the Senate 
committee on proposed railroad consolidation and submit the 
League’s views on that question. 

The Spring meeting of the National Industrial Traffic League 
will be held at the Hotel Statler, Detroit, Michigan, April 21 
and 22, 1926. The meeting of the Executive Committee will be 
held on April 19 and 20. 


REORGANIZATION OF I. C. C. 


The Trafic World Washington Bureau 


The subcommittee of the Senate interstate commerce com- 
mittee appointed to draft a bill providing for appointments to 
the Commission on a regional basis this week reached an 
agreement on a bill (S. 2808) which was introduced in the 
Senate by Senator Smith, chairman of the subcommittee. 
Senator Smith said he expected to ask the whole committee to 
consider the bill in executive session February 1. No plans 
for hearings on he bill have been made. The subcommittee 
was composed of Senator Smith, of South Carolina; Senator 
Underwood, of Alabama; Senator Goff, of West Virginia; Senator 
Fernald, of Maine; and Senator Sackett, of Kentucky. The 
subcommittee, as originally appointed, did not include Senators 
Fernald and Underwood, but they were added to it. In referring 
the matter to a subcommittee, a majority of the whole committee 
approved in principle the proposal for appointments on a regional 
basis. (See Traffic World, January 16, p. 152.) 

The bill agreed on by the subcommittee would increase the 
membership of the Commission from eleven to twelve members 
and create six geographical districts. Two “representatives” 
would be appointed from each district. The change, however, 
would be effected gradually, as present members of the Com- 
mission completed the terms of office for which they were ap- 
pointed. Vacancies would hereafter be filled in accord with the 
terms of the bill, the text of which follows: 


Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That section 24 of 
= interstate commerce act, as amended, is amended to read as 
ollows: 

“Sec. 24. (1) That the Commission is hereby enlarged so as to 
consist of twelve members, with terms of seven years, and each shall 
receive $12,000 compensation annually. Such enlargement of the Com- 
mission shall be accomplished through appointment by the president, 
by and with the advice and consent of the Senate, of an additional In- 
terstate Commerce Commissioner for a term expiring Dec, 31, 1932. The 
manner of payment of salaries of members shall be as already pro- 
vided by law, and their qualifications shall be as so provided and as 
provided in the succeeding paragraphs of this section. 

“(2) In order that the various sections of the United States shall 
have representatives upon the Commission in some degree commen- 
surate with the extent and value of and the public interest in the 
railroad properties in such sections, there is hereby established for the 
purpose of making appointments under authority of this section six 
geographical divisions, as follows: 

New England Group—Maine, New Hampshire, Vermont, Massa- 
chusetts, Connecticut, Rhode Island. 

Middle Atlantic States—New York, Pennsylvania, New Jersey, 
Delaware, Maryland, Ohio, District of Columbia. 

Lake Group—Michigan, Indiana, Mlinois, Wisconsin, Minnesota, 
Iowa, Missouri, North Dakota, South Dakota, Kansas, Nebraska. 

South Atlantic Group—North Carolina, South Carolina, Georgia, 
Florida, Virginia, West Virginia, Kentucky. 

Gulf Group—Alabama, Mississippi, Louisiana, Arkansas, Oklahoma, 
Texas, Tennessee, New Mexico. 

Mountain Group—Montana, Wyoming, Cessonte, Idaho, Washing- 








ton, Oregon, Nevada, California, Arizona, Utah. 

“(3) The terms of the present commissioners, or of any suc- 
cessor appointed to fill a vacancy caused by the death or resignation 
of any of the present commissioners, shall expire as heretofore pro- 
vided by law. Their successors and the successors of the additional 





























































































































































































commissioners nerein provided for shall be appointed for the full term 
of seven years, except that any person appointed to fill a vacancy 
shall be appointed only for the unexpired term of the commissioner 
whom he shall succeed. : 

—_ In order to procure, as soon as practicable, the appointment 
of two representatives from each division as members of the Com- 
mission, successors specified in paragraph (3) shall hereafter be ap- 
pointed from a division having no representative as a member of the 
Commission or from a division having the least number of representa- 
tives as members of the Commission if, at the time for appointment 
of a successor, a division qualifies as being included within the pro- 
visions of clause (a) of this paragraph it shall be entitled to priority 
in respect of such appointment, or if at such time two or more divi- 
sions qualify as being equally entitled to priority, either under clause 
(a) or (b) of this paragraph, a successor may be appointed from any 
division so qualified. 

““(5) Not more than six commissioners shall be appointed from 
the same political party, and hereafter no individual shall be ap- 
pointed a commissioner unless he shall have been, for at least six 
years prior to the date of such appointment, a citizen and resident 
of a state included within the division from which he was appointed. 

“(6) Hereafter the salary of the secretary of the commission 
shall be $7,500 a year.” 

The secretary of the Commission has been getting $7,500 a 


year through action of the appropriation committees. 


DEBATE ON COAL RATES 


The Traffic World Washington Bureau 


Freight rates on coal were discussed in the Senate in debate 
relating to the situation produced by the strike in the anthracite 
fields in Pennsylvania. 

Senator Willis, of Ohio, said bituminous mines were closed 
in his state because the railroads gave a better rate to the 
lake ports to mines in Kentucky and West Virginia than they 
did to the Ohio mines. Senator Reed, of Pennsylvania, said the 
same situation prevailed in the western part of his state. 

“You can send a ton of bituminous coal from Harlan, Ky., 
to the lake ports, an average haul of 448 miles, for $1.91 a ton, 
while from Clearfield, Pa., to send one ton of the same kind of 
coal to the same ports, a distance of 304 miles, costs $2.38 a 
ton,” said Senator Reed. 

In reply to a question from Senator Sackett, of Kentucky, as 
to the rate from Pittsburgh, Senator Reed said the distance from 
Pittsburgh to the lake ports was 177 miles and the rate $1.66 
a ton. 

“Compared with $1.91 from Harlan, Ky., fields, I think the 
senator said,” said Senator Sackett. 

“A difference of about 25 cents a ton for an extra haul of 
nearly 300 miles,” said Senator Reed. 

Senator Sackett said that was correct, but asked Senator 
Reed whether he did not know that that differential rate had 
been in effect for a number of years and that businesses had 
been built upon the basis of those rates and that prior to the 
last two years the mines of the Pittsburgh district had had no 
difficulty in competing for the lake trade and taking the bulk 
of the business, and that the differential had been in effect all 
that time. 

Senator Reed said he knew that the mines of western Penn- 
sylvania and Ohio had been losing their proportion of that trade 
in the last fifteen years; that protests had been made repeatedly 
to the Commission; that examiners of the Commission had said 
the rates were wholly unjustifiable, but that for no other reason 
on earth than that it wanted to build up what it called a new 
industry, the Commission had confirmed the rates that were 
in effect and had refused to rectify them. 

“And yet the rates are lower from the Pittsburgh district 
than they are from West Virginia and Kentucky,” said Senator 
Sackett. 

“The rates are not lower,’ said Mr. Reed. 

“They are in the total rate per ton,” said Mr. Sackett. 

“From the city of Pittsburgh they are lower,” said Mr. Reed, 
“but from the towns in the Pittsburgh district they are not. 
Let me give you one, for example—Spangler, Pa., which is about 
60 miles from the city of Pittsburgh. It costs, to send a ton of 
coal from there to the lake ports, $1.98 a ton for a haul of 260 
miles; and yet to send a ton of coal twice the distance from 
Harlan, Ky., it costs less, or $1.91. What possible justification 
in common sense, in rate making, in the building up of new 
industries or any other theory, can be given for such an in- 
equality?” 

“Because the rates,” replied Mr. Sackett, “from that district 
on the coal hauled to the lake ports have continually been an 
average of 25 cents per ton lower than those rates which have 
existed from West Virginia and Kentucky and mines in that 
section, and yet even under those circumstances those mines 
have been able gradually to get some of that business to the 
lake ports and have been able to afford the people of the North- 
west to whom that coal must go some competition in getting 
coal for their winter use. The rate is lower. It may not be 
lower per ton-mile, but it is lower per ton of coal, as it crosses 
the country and passes out through the lakes, than is the rate 
from West Virginia and Kentucky.” 

Senator Willis said he knew from personal investigation 
that coal was hauled “right through the state of Ohio for a rate 
very much less than is accorded to coals that are mined within 
the state of Ohio.” He saw no justification for such rates. 
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Mr. Reed quoted some more rates, saying that the rate oy 
a ton of soft coal from Ironton, O., to the lake ports was $1.91, 
exactly the same as from Harlan, Ky., but that the Kentucky 
coal traveled 448 miles, while the coal from Ironton traveled Only 
258 miles. 

“They get 200 miles of haul for nothing,” he added. 

Senator Shipstead, of Minnesota, developing that the mines 
in Ohio were union mines, said it was plain that the power of 
the government had been used to lower rates from non-union 
mining territory for the purpose of breaking labor unions ip 
regions where labor was organized in the coal industry. 

Mr. Reed said there was great force in Senator Shipsteaq’s 
point. He said the mines in Ohio and Pennsylvania were pay. 
ing a living wage and thereby suffered an additional disadvantage 
against the other new fields, which he said paid a much lower 
scale and that yet the Commission increased their rates ang 
made it impossible for them to operate. 

Senator Jones, of New Mexico, and Senator Smoot, of Utah, 
brought fourth section violations into the discussion. 

Senator Brookhart, of Iowa, said Mr. Reed seemed to lay 
all the blame on the Commission, but that he wished to say 
that the discriminations complained of were worse before the 
Commission had power to fix rates than they were now. 

Representative Denison, of Illinois, in debate in the House, 
referred to the fact that union coal mines in Illinois were closed 
because of competition from non-union fields in Kentucky and 
West Virginia, where lower wages were paid. He said there 
was another element of cost that entered into the situtaion, and 
that was that the Commission had put into effect a differential 
in freight rates which added to the difference in cost of pro- 
duction in the union fields as compared with non-union fields, 
Mr. Denison said, “we might take action here which would con- 
pel the Interstate Commerce Commission to correct the situa- 
tion with reference to freight rates.” 

“But that would be very drastic and might be unwise,” he 
continued. 

Representative Shallenberger, of Nebraska, said railroad 
legislation was the remedy for the “soft-coal trouble.” 

Senator Willis, of Ohio, had published in the Congressional 
Record a letter from C. K. Myers, of the Fulton Pit Car Com. 
pany, Canal Fulton, O., in which it was stated that the deplorable 
condition of the coal industry in Ohio was due to labor and 
freight rates. He said the labor question was a matter the 
operators would have to work out, but that the senators of Ohio 
could give material help on the subject of freight rates. He 
referred to petitions for reopening of the lake cargo case before 
the Commission and appealed to Senator Willis to do whatever 
he could for the relief of Ohio coal mines. 


RAILROAD LABOR BILL 


The Trafic World Washington Bureau 


With the hearings on proposed railroad consolidation legis- 
lation interrupted for the time being, the Senate interstate 
commerce committee went back to the railroad labor bill Jan- 
uary 25. Hearings on that bill began before the House committee 
on interstate and foreign commerce January 26 and because of 
that the Senate committee did not hold a hearing on that day. 

James A. Emery, counsel for the National Association of 
Manufacturers, appeared before the Senate committee January 
25 to reply to proponents of the railroad labor bill in its present 
form. He did not complete his statement, however, and oppor: 
tunity was to be afforded him later to do that. 

Mr. Emery reiterated his views as to why the pending bill 
did not protect the public interest. His principal contentions 
were that the emergency board provided for in the bill should 
have the power to compel the production of testimony, and that 
there should be no strike or lockout while the emergency board 
was investigating. 

Senator Fess, of Ohio, said he could not see why the emer: 
gency board should not be clothed with authority to bring wit 
nesses before it. Mr. Emery said the question was as to the 
meeting of a dispute that threatened substantial interruption of 
commerce. He said he wished it understood he was not oppos- 
ing a rational plan for agreement between the railroads and 
their employes as to the settlement of disputes. He said again 
he urged that the law should be specific to the effect that, while 
the emergency board was investigating, there should be no strike 
or lockout. He charged that Mr. Richberg had confused deci- 
sions of the Supreme Court as to the power of Congress over 
production and over commerce. He said it had been held that 
Congress had no power to regulate production within a state 
but that it had plenary power with respect to interstate 
commerce. 

Senator Bruce, of Maryland, found fault with the provisions 
in the bill relating to arbitration because each side was to be 
represented by an interested person. He said there was no pro 
vision for “disinterested arbitration” and that that was a funda 
mental defect in the bill. He also said the emergency board was 
not clothed with proper authority. 

Senator Couzens, of Michigan, asked Mr. Richberg if the 
employes were opposed to giving the emergency board power to 
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call witnesses. Mr. Richberg said such a requirement was not 
necessary but that the objection to it was that the desire was to 
avoid, in effect, setting up another Railroad Labor Board. He 
said the primary purpose of the emergency board was to bring 
the parties together and that it would act as a board of media- 
tion. He said if the board were set up as a tribunal such as the 
Labor Board, there would be the same objections to it as there 
were to the Labor Board. 

Senator Couzens said he would not approve a bill that did 
not give the emergency board the right to call for witnesses and 
papers. Senator Bruce said that was his position too. Senator 
Couzens said he objected to “hog tying” the emergency board— 
that it should have discretion as to calling witnesses. Mr. Rich- 
perg said if the power to compel the production of testimony 
were given the emergency board, and a recalcitrant party re- 
fused to produce testimony, it would take six months for the 
poard to get action through court processes. His idea was that 
the relevant facts would be available for and submitted to the 
emergency board without it having the power to compel the pro- 
duction of testimony. 

Mr. Thom was asked what he thought about it. He said 
that, unless injection of such a provision in the bill would have 
the effect of destroying “this movement,” the railroads would 
have no objection. He said the question at issue was one as to 
which the labor leaders had made concessions and that the rail- 
roads had contended for giving the emergency board more power. 
The provision with reference to the emergency board was a con- 
cession on the part of labor, he said. He said the railroad man- 
agements thought that it was of more importance that the bill 
should go through as written than that it be amended in some 
way they thought more desirable because of the importance of 
having the agreement between the managements and the em- 
ployes. He said the position of the railway executives was that 
it was preferable to have the agreement as represented by the 
bill than to have no agreement—that it was preferable to have 
an agreement rather than an arrangement regarded as ideal. 
He said section 10 of the bill—the section providing for the 
emergency board—was the greatest bone of contention in the 
conferences between the representatives of the managements and 
of the employes and that the section represented the extent to 
which the labor leaders said they could go. 

Senator Bruce said there was nothing that would give him 
greater pleasure than to approve a plan agreed upon by the 
railroads and their employes but that the members of the com- 
mittee represented the people of the United States. 

Senator Fess said it appeared to him that the parties ought 
to be left free to adjust their differences “to the limit” before the 
government intervened. He said if the point was reached where 
the public was endangered, that then the government must in- 
tervene, and that when it did that, it ought to have the right to 
get all the information. He said he would have to be convinced 
to the contrary before he would vote for the bill as submitted 
and that he was open to conviction on that point. He said he 
did not wish a board that would have power to enforce decisions 
—only that it have power to get testimony—that that seemed 
necessary to him. 

Charles L. Henry, of the American Electric Railway Asso- 
ciation, put in additional testimony in support of the contention 
of electric lines that the language in the bill did not clearly ex- 
empt electric lines from the bill. 


Donald R. Richberg, general counsel for the organized rail- 
way employes, explained to the House committee on interstate 
and foreign commerce, January 26, the provisions of the bill and 
the spirit of cooperation which he said had produced it. The 
information given the committee was substantially the same as 
that submitted to the Senate committee. Mr. Richberg read a 
statement from R. M. Easley, chairman of the executive com- 
mittee of the National Civic Federation, commending the bill. 
Mr. Easley said the bill provided for a complete recognition of 
the paramount public interest. Charles L. Henry, of the Ameri- 
can Electric Railway Association, and P. J. Shea, representing 
the organized street and interurban railway employes, submitted 
their arguments as to why the definition of the term “carrier” 
should be amended so as to exclude electric street and inter- 
urban lines in such a way that no doubt could arise as to what 
was intended. 

The American Farm Bureau Federation and other farm or- 
ganizations, it was understood, were to appear in opposition to 
the bill on the ground that it was not adequate, as drafted, to 
protect the public interest. 

Approximately 30 employes of the Railroad Labor Board have 
petitioned the Senate and House committees to amend the bill 
80 that they would be transferred from the Labor Board to the 
board of mediation created in the pending bill. 

Following the hearing before the House committee January 
26, representatives of electric street, interurban and suburban 
lines, and of the railroad employes, conferred with respect to 
reaching an agreement that would be acceptabale to both sides 
as to language that would exempt electric lines from the provi- 
ions of the bill. An agreement was reached and this was an- 
nounced at the hearing January 27. It was agreed to amend 
the paragraph defining the term “carrier” to read as follows: 





The term “carrier” includes any express company, sleeping-car 
company, and any carrier by railroad, subject to the interstate com- 
merce act, including all floating equipment such as boats, barges 
tugs, bridges and ferries; and other transportation facilities, use 
by or operated in connection with any such carrier by railroad, and 
any receiver or any other individual or body, judicial or otherwise, 
when in the possession of the business of employers or carriers cov- 
ered by this act: Provided, however, that the term “carrier” shall 
not include any street, interurban or suburban electric railway un- 
less such a railway is operating as a part of a general steam rail- 
road system of transportation, but shall not exclude any part of the 
general steam railroad system of transportation now or hereafter 
operated by any other motive power. 


This definition satisfied the representatives of the electric 
lines and also took care of the contention of the railroad em- 
ployes that, while they did not wish to include electric street, 
interurban or suburban lines in the bill, they wished the bill to 
cover parts of steam railroad systems operated by electricity 
or steam railroads changed to electric railroads. 

Interrogation of Mr. Richberg by committee members took 
up the time of the session of January 27. The questions related 
in the main to provisions of the bill relating to no change in 
the conditions out of which a dispute grew and which became 
the subject of investigation by the emergency board, and the 
question of some control over wage agreements entered into 
between the railroads and their employes under the bill. 

Representative Fredericks, of California, asked a question 
to the effect that a raise of rates would inevitably follow a sub- 
stantial increase in wages. Mr. Richberg said it was not true 
that a wage increase always increased the cost of production. 
He also argued that the railroad managements and the employes 
would not be likely to agree on a wage increase that was not 
— by conditions existing at the time the agreement was 
made. 

Representative Rayburn, of Texas, asked for an explanation 
of the differences between the pending bill and the present rail- 
road labor provisions of the transportation act, and between the 
pending bill and the Howell-Barkley bill. Mr. Richberg said the 
present law was a hybrid between compulsion and persuasion, 
while the pending bill returned to mediation and voluntary arbi- 
tration. He also said the pending bill contained a new provision 
—that relating to the creation of an emergency board. As to 
the differences between the bill and the Howell-Barkley bill, Mr. 
Richberg said the primary difference was with reference to the 
provisions relating to boards of adjustment. He said the Howell- 
Barkley bill provided for national government boards of adjust- 
ment, the members to be paid out of the public treasury, and 
to be selected according to the various craft organizations. Un- 
der the pending bill, he said, boards of adjustment would be 
established by agreement between the parties, and the expense 
of maintaining them would be met by the parties and not the 
government. He also said the pending bill, in contrast to the 
Howell-Barkley bill, provided for local, regional or national 
boards, according to the needs and desires of the parties. 


Mr. Rayburn asked Mr. Richberg if he at this time preferred 
the Howell-Barkley bill to the pending bill. Mr. Richberg said 
that, in view of the fact that the pending bill represented an 
agreement between the parties, he preferred it to the Howell- 
Barkley bill with the railroads opposed to it. He said if the 
parties continued the spirit in which the agreement was reached 
on the pending bill, it would prove an effective measure, but 
that if distrust and discord arose, there was, of course, nothing 
in the bill in the way of compulsion. 


Representative Hoch, of Kansas, thought the language with 
respect to no change being made in the conditions out of which 
a dispute grew, pending investigation by the emergency board, 
might be made clearer to indicate the purpose of the parties— 
no interruption of the transportation service pending investiga- 
tion. Mr. Richberg said it would have been easy to write in the 
bill that there should be no strike, but that that would have ap- 
plied only to the employes—that what was desired was broad 
language that would apply to both the managements and the 
employes, and that it was difficult to write a specific provision 
as to what the managements should not do. He said the lan- 
guage used was regarded as broad enough without “hitting only 
one party on the head.” He said no change in the conditions 
out of which a dispute grew meant that the men would continue 
their employment at the same rate of pay and under the same 
rules, pending the investigation by the emergency board. Trans- 
portation would be going on when the dispute arose, he said, and 
therefore that was a condition that would be continued pending 
investigation. 

Mr. Hoch referred to the “tremendous bearing” of wage in- 
creases on rates. Mr. Richberg said if control of wages by the 
Interstate Commerce Commission was to be undertaken, there 
would also have to be control of the prices paid by railroads 
for materials—that if wages were controlled, prices must also 
be controlled. If that were done, he said, the form of govern- 
ment of the United States would have to be changed. He said 
the country either had a democracy with liberty of contract or 
a socialistic form of government controlling industry. He char- 
acterized suggestions made by Mr. Emery before the Senate 
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committee with reference to the Commission having power to 
suspend or modify wage agreements entered into by the rail- 
roads and their employes as “socialistic.” 

Questioning of Mr. Richberg by members of the committee 
Was continued January 28 before the House committee. In the 
main, the questions related to points discussed heretofore before 
the Senate committee and before the House committee. . 

Hearing before the Senate committee on the bill was to be 
resumed February 1. 

The Senate interstate commerce committee will not cali 
Chairman Hooper, of the Railroad Labor Board, as a witness on 
the railroad laber bill as had been planned. It is understood 
that this decision was reached because abolition by Congress of 
the Railroad Labor Board is generally regarded as a certainty 
and that anything Mr. Hooper might say on the subject would 
not change the situation. 


CONSOLIDATION OF RAILROADS 
The Trafic World Washington Burzau 


Appearing before the Senate interstate commerce committee, 
January 22, in support of the Commission’s railroad consolidation 
bill, Chairman Eastman, speaking for a majority of the Com- 
mission, gave the most comprehensive view on the consolidation 
question that had been expressed by the Commission since that 
subject became an issue in connection with the transportation 
policy of the country. 

The text of the Commission’s bill, which would give the 
Commission broad powers to approve or disapprove voluntary 
consolidations at any time without any element of compulsion 
being involved, was printed in The Traffic World of December 
12, 1925, page 1399. 

Chairman Eastman sounded a warning against fulfillment 
of expectations that consolidation of the railroads into a limited 
number of systems would result in a substantial reduction in the 
level of freight rates. In effect, he said that only experience 
would develop the real benefits that would accrue from con- 
solidations, and he urged that consolidation of the railroads into 
a fewer number of systems than now existed be permitted to 
develop gradually. His statement follows: 


On February 4, 1925, at the request of Senator Smith, then 
chairman of the committee on interstate commerce, the Commis- 
sion transmitted to him a statement with respect to consolidations 
of railway properties. This statement contained certain recom- 
mendations with respect to legislation and was accompanied by 
a draft of a bill embodying those recommendations. A majority 
of the Commission as it was then constituted approved the recom- 
mendations and the accompanying bill, and they have the approval 
of a majority of the Commission as it is now constituted. I say 
this with the qualification that I have not had an opportunity 
recently to discuss this matter with Commissioner Aitchison who is 
conducting hearings at Kansas City, but I assume that his posi- 
tion now is the same as it was last year. Speaking in behalf of 
that majority, I shall undertake to state why this legislation is 
needed in order to correct what we believe to be defects in existing 
statutory provisions with respect to the consolidation or unification 
of railway properties, and also to state some of the more important 
reasons why we believe our bill is to be preferred to Senate bill 
Ne. 1870 introduced by Senator Cummins. Commissioner Hall will 
follow me and present certain observations on the provisions of 
Senate bill No. 1870 which we think should be brought to your 
attention. In what I say I shall speak for all members of the 
Commission except Commissioners Hall, Esch, Lewis, and Cox. 


Defects in Present Law 


The defects in existing statutory provisions which we think 
ought to be corrected and which we believe will be corrected by 
the legislation which we propose are as follows: 

First: Difference of opinion exists as to whether consolidations 
or unifications of railway properties can lawfully be accomplished 
without our approval, if those consolidations or unifications do 
not run counter to Federal anti-trust or other statutes and are 
permitted by the laws of the States in which the railway com- 
panies in question are incorporated and in which they operate. 
A majority of the Commission answered that question in the 
affirmative in Acquisition and Stock Issue by N. Y. C. & St. L. R. R., 
79 I. C. C. 681. The differing views are clearly set forth in the 
majority and minority opinions in that case. Which view is right 
I am not now undertaking to say. The important fact for present 
purposes is that there are these differing views with respect to 
the meaning of the law. The difference of opinion is not confined 
to the Commission, but exists also among the legal advisers of 
the railroads. Doubtless it will continue to exist until the ques- 
tion is set at rest either by the Supreme Court or by the Congress 
of the United States. In our judgment it ought to be set at rest 
by a change in the law which will remove all doubt as to its 
meaning. 

The language of Senate bill No. 1870 upon this point is such 
that the difference of opinion will continue to exist. In the bill 
which we submitted to Senator Smith last February, however, 
doubt is removed by a provision definitely making it unlawful to 
consolidate or unify railroad properties in any way, direct or 
indirect, “except upon specific approval and authorization by order 
of the Commission.” 

As we see it, the consolidation or unification of railway prop- 
erties is a matter which vitally concerns interstate commerce. 
While we do not favor, for reasons which I shall state later, the 
adoption in advance of a complete plan of consolidation, we do 
believe that the process of consolidation should be subject in all 
respects to the control and guidance of federal authority. We 
fear that any division of authority and responsibility as between 
the state and the federal governments may interfere with a well- 
ordered and consistent control in the public interest. Nor do we 
believe that concentration of control in federal authority would 
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in this instance result in undue centralization or encroachment 
upon state authority. It would be, as we see it, only a step required 
by the logic of more important steps in the same direction which 
have already been taken. I refer to the fact that no consolida 
tion or unification of railway properties which involves the issue 
of new securities can now be consummated, however it may te 
authorized, without action by the Commission, in view of ° : 
power under section 20a of the interstate commerce act. [ refer 
also to the fact that no state can now prohibit or prevent a con. 
solidation or unification which we think ought to be accomplished. 
since we have power under section 5 to grant authority “the law 
of any state or the decision or order of any state authority to th 
contrary notwithstanding.” s 


Under the lew as it now exists such power as the s 
have over consolidations or unifications is at best only a power to 
agree with the carriers. Under one view of the law it is possible 
that the states may be able in certain instances to authorize con- 
solidations or unifications which do not meet with our approva] 
but they clearly have no power to prevent those that we think 
ought to be accomplished. Moreover, such consolidations or unifi- 
cations as the states may have power to authorize without our 
consent cannot actually be consummated without our approval if 
they involve the issue of new securities. Under such circum- 
stances retention of state authority, so far as it may now exist 
means only that the carriers will in certain instances be given 
a double-barreled opportunity to effect consolidations or unifica- 
tions. Such a division of responsibility can operate only to the 
disadvantage of the public. The states will suffer no real diminu- 
tion of power if, under such circumstances, control is concentrated 
in the federal government. The direct and immediate effect of 
consolidations or unifications upon interstate commerce makes it 
peculiarly appropriate that this should be done. 

Second: Under the present law a distinction is made between 
acquisition of control which involve and those which do not 
involve the consolidation of the carriers in question into a single 
system for ownership and operation. Where such consolidation 
is not involved, the acquisition may be approved by the Commis- 
sion at any time. Where it is involved, the transaction cannot be 
approved until after we have adopted a complete plan of consoli- 
dation and then only under certain conditions which do not apply 
to mere acquisitions of control as distinguished from consolida- 
tions. Difference of opinion exists in and outside the Commission 
as to when acquisitions of control involve the consolidation of 
carrers into a single system for ownership and operation. It is 
unnecessary here to consider the merits of the differing views, 
The important fact for present purposes is that this distinction 
between mere acquisitions of control and consolidations, com- 
bined with the fact that consolidations cannot be approved until 
after the complete plan of consolidation has been adopted, has 
resulted in a continually increasing resort to forms of unification 
which are conceded to be virtual consolidations, but which attempt 
to avoid consolidation in a technical, legal sense by the preserva- 
tion of the corporate identities of the carriers that are being. 
unified For all practical purposes, many of these unifications 
which are classed as mere acquisitions of control are designed to 
achieve and do achieve results as permanent and final as would be 
accomplished by a technical consolidation. In this way the distinc- 
tion which the law now attempts to make is deprived of any real 
virtue or effect. That is to say, the result of the distinction is only 
to encourage and promote forms of unification which are less 
simple and less desirable in many respects than technical consoli- 
dations, but accomplish the same practical purpose. The preserva- 
tion of corporate identities in itself means added expense as well 
as complexity of legal relations and interrelations. Where resort 
is had to leases, they often convert dividends upon stock into 
fixed charges which might be avoided if technical consolidations 
were practicable. Other objections might be mentioned. 

In our opinion no useful purpose is served by this distinction 
between forms of unification. If the complete plan of consolida- 
tion is to be retained as a feature of the law, then the distinc- 
tion between kinds of unification should be changed sc that it 
will be one of substance rather than form, or the distinction should 
be eliminated and all kinds of unification, including technical con- 
solidations, should be permitted with our approval kLoth before 
and after the adoption of the complete plan. Our own opinion is 
that the complete plan of consolidation, for reasons which I shall 
later state, should not be retained as a feature of the law. That 
being the case, from our point of view, all reason for a distinction 
between kinds of unification ceases to exist and no provision is 
made for such a distinction in the bill which we have submitted. 
Such a distinction is retained in Senate bill No. i870, but what the 
reason or purpose may be we do not know. 

I may say, also, that our bill is drawn with the intent of 
covering all possible forms of unification, whether direct or in- 
direct. For example, it specifically covers wunifications which 
are brought about through the medium of a separate stockholding 
company. At the present time there is doubt whether unifications 
accomplished inthis indirect way are within the purview of sec- 
tion 5. To illustrate this doubt, I refer to our decision in Stock of 
Denver & Rio Grande Western R. R., 70 I. C. C. 102. If the 
language in our bill is not broad enough to include and cover all 
forms of unification, however brought about and whether by direct 
or indirect means, it should be changed so that it will accomplish 
that result. It was drafted with that intent. 

Third: The law now requires the adoption by the Commission 
of a complete plan for the consolidation of the railway properties 
of the continental United States into a limited number of systems. 
In dividing the railways into such systems under this plan, it is 
required that competition shall be preserved as fully as possible 
and that wherever practicable the existing routes and channels of 
trade and commerce shall be maintained. Subject to these re- 
quirements, it is further provided that the several systems “shall 
be so arranged that the cost of transportation as between com- 
petitive systems and as related to the values of the properties 
through which the service is rendered shall be the same, so far 
as practicable, so that these systems can employ uniform rates in 
the movement of competitive traffic and under efficient manage- 
ment earn substantially the same rate of return upon the value 
of their respective railway properties.” We are not empowered to 
approve consolidations unless they are in harmony with this 
complete plan, but after its adoptiton we may at any time, upon 
our own motion or upon application, reopen the subject for such 
changes or modifications as in our judgment will promote the 
public interest. 

Considered theoretically, such a complete plan of consolidation 
has a great deal of merit. The practical experience which Wé 
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nave gained in attempting to formulate the plan, however, leads 
us to doubt the utility and, indeed, the wisdom of this provision of 
the law. The work which we have done in this direction has by 
no means been wasted effort, for an immense amount of informa- 
tion has been gathered and analyzed which was not, therefore, 
available and which will be most useful and valuable whether or 
not the consolidation plan is retained, provided we are given the 
necessary authority to draw upon this store of information as 
occasion May require. 

As you know, we employed Professor Ripley of Harvard Uni- 
versity to make a preliminary study of the matter, and using his 
excellent report as a basis we adopted a tentative plan of consoli- 
dation which was given wide publicity. Public hearings upon 
this tentative plan were held at representative places scattered 
throughout the entire country and full opportunity was given for 
the presentation of objections. At these hearings numerous and 
wide differences of opinion developed as to the form which the 
final plan of consolidation should take. The carriers differed with 
each other, they differed with the representatives of the public, 
and the representatives of the public differed with each other. 
Hardly any two parties agreed. The opportunities for differences 
of opinion are, of course, almost infinite. To mention only a few 
of these opportunities, the law speaks of a “limited number of 
systems.” This may mean 10, 15, 20, 40 or any number materially 
lower than the number of systems that now exist. The number 
finally selected has an important bearing upon the preservation 
of competition and the maintenance of existing routes and chan- 
nels of trade and commerce. The railroads are now divided for 
rate-making purposes, and to a certain extent physically, into 
four large groups, the eastern, southern, western and Moun- 
tain-Pacific groups. These large groups are, in turn, sub- 
divided into certain districts which in no way or another have 
a recognized status. Shall the new systems be devised with regard 
or without regard to these existing groupings? There are advo- 
cates of both plans, and upon the answer to this question many 
large cities feel strongly that their future prosperity depends. 
The future simplification of the rate structure also has an im- 
portant bearing upon this question. To what extent should the 
new systems be designed for an east-and-west trend of traffic 
and to what extent for a north-and-south trend? In certain sec- 
tions of the country, will competition and existing routes and 
channels of trade be better preserved if the railroads are united 
into a regional system or if they are allotted to separate systems 
extending into other parts of the country? In New England, for 
example, there is wide difference of opinion upon this question. 
To what extent should railroads which occupy positions of stra- 
tegic importance because of geography or the location of important 
raw materials be assigned to other systems and to what extent 
should they be retained as independent bridge or terminal systems 
with which other systems may freely make traffic connections? 
To what extent, also, should separate terminal systems be retained 
or provided for in the great metropolitan traffic centers? 

These are only a few of the many questions which arise in 
the consideration of this stupendous problem. Many different 
answers were given at the hearings, and still other answers have 
continually been brought to our attention since the hearings 
were closed. The various so-called acquisitions of control or 
unifications which we have been and are being asked to approve 
under paragraph (2) of section 5 frequently have little relation 
to our tentative plan of consoldiation and sometimes little or 
no relation to any plan that wag suggested at the hearings. We 
shall, of course, proceed with the adoption of a complete plan of 
consolidation if that be the will of Congress; but we are impressed 
by the magnitude and complexity of the problem and by the 
extraordinary insight, not only into the present but into the 
future of this country and its means of transportation, which is 
necessary to its wise solution. Insight into the future is largely 
dependent upon knowledge of the past. But, unfortunately, there 
has been little past experience which is helpful in pointing the 
way to wise answers to the questions which are involved in this 
matter of railroad consolidation. Moreover, no plan that we may 
adopt will be final, for under the law it may be changed from 
time to time at will, if we find that the public interest so requires. 
We are confident that, whatever plan be adopted, we shall con- 
tinually be asked to change it in order that hitherto unforeseen 
projects may be carried into effect. 


A majority of the Commission has, therefore, been impelled 
to the belief, as we stated in our communication of last February 
to Senator Smith, that results as good and perhaps better are 
likely to be accomplished with less loss of time if the process 
of consolidation is permitted to develop under the guidance of the 
Commission in a more normal way. Stating the same thing 
in other language, we are strongly inclined to believe that it is 
wise to place greater reliance upon the processes of gradual 
evolution, learning from experience as we go along and making 
Practical use of the results of this education. I do not mean, 
of course, a process of evolution under the sway only of the law 
of the survival of the fittest, but a process of evolution carried 
on in the spotlight of publicity and under the guidance of the 
best thought of the country so far as we have the benefit of that 
thought and are able to translate it into action. 


Effect of Consolidations 


This brings me to a further consideration that has influenced 
our view. No so very long ago the dominating opinion in this 
country was that mergers, consolidations or unifications of rail- 
Toad properties, whatever they might be called, were hostile to the 
Public interest and ought to be restrained by law in order that 
competition might reign supreme. The thought is embodied in 
any number of federal and state statutes. The pendelum has now 
Swung to the other extreme and it seems to be the dominant 
opinion of the country, at least in many important and influential 
quarters, that our transportation salvation lies in the way of wide- 
Spread, radical and almost revolutionary consolidations of railway 
Properties. In 1920 the Commission was of the view that the 
former opinion of the country was unfounded in many respects 
and that the door should be opened to many consolidations or 
unifications which were then made impossible by restraining 
State or federal laws. We so recommended to Congress and sub- 
mitted a draft of legislation which would accomplish this purpose 
and which was similar in many respects to the bill which we 
now submit. We went no further then, however, than to express 
- Opinion that the door should be opened, and we did not under- 
_ to stand sponsor for the thought that the consolidation of 
f € railway properties, within a relatively short period of time, 
nto a comparatively small number of great systems would pro- 








THE TRAFFIC WORLD 309 


duce results that are clearly desirable in the public interest. In 
our opinion this fact has yet to be demonstrated. Nor do we 
believe that it can be demonstrated except as the result of actual 
experience. We have an impression that there has been a tendency 
to exaggerate the possible economies and other advantages of 
great consolidations, and we have been strengthened in this 
impression by the evidence which has been brought to our atten- 
tion in connection with the unifications which we have been asked 
since 1920 to approve. We think that the country ought not to be 
led into the belief that great consolidations of railroad properties 
involve any probability that the general level of freight rates 
may thereby be substantially reduced. Economy and efficiency of 
operation are much more than a matter of size. There are small 
railroad companies which are as economically and efficiently 
operated as any of the great railroad systems. It still remains 
a question how far a single management can with advantage be 
extended over railway lines. 2 

It is quite possible, also, that the idea of cooperation deserves 
as much emphasis as, and perhaps more emphasis than, the idea 
of widespread consolidations. It is doubtful whether there is 
anything more important, if efficiency and economy of operation 
are to be obtained, than cooperation of the railroads with each 
other, with their employes, and with the public which they serve. 
Notwithstanding the criticism of that period much was learned 
in this direction during the period of federal control. The past 
two or three years have seen an improvement of railroad service 
and an absence of congestion at a time of heavy traffic which have 
never been enjoyed in the past. This has meant economy both 
to the railroads and to the shippers. The most important factors 
in this service improvement, we are inclined to believe, have been 
the cooperation of the railroads with each other through the 
medium of the car service division of the American Railroad Asso- 
ciation, with the aid of our own Bureau of Service, and the co- 
operation with shippers through the advisory committees which 
have been organized in various parts of the country. Notable 
and very important experiments in cooperation with their em- 
ployees have been made by certain railroad companies, and it 
seems probable that this idea is now in process of further exten- 
sion and development. A further most promising field of coopera- 
tion of carriers with each other, with an eye to economy and 
efficiency, lies in the terminal operations at and about the great 
metropolitan centers. This field as yet has hardly been touched. 
In this connection it should not be forgotten that railroad com- 
petition often involves a waste for which someone must pay. 
To what extent this waste is compensated by advantages in other 
directions is a question still open to debate. Other fields of 
cooperation which may be fruitful of good results but as to which 
there is still a wide diversity of opinion are the pooling and the 
standardizatfon of railroad equipment. 


Should Proceed Cautiously 

We do not wish it to be understood that we see no probable 
advantages or benefits in the further consolidation or unification 
of railroad properties. On the contrary, we are firmly persuaded 
that such consolidations or unifications may often be most desir- 
able. We do not believe, however, that anyone now knows how 
far the process may be carried with advantage or, indeed, witii- 
out positive disadvantage. Our judgment is that the couniry 
ought not to be rushed headlong into any gigantic plan of con- 
solidation which may later prove to be ill-coneeived and nmased 
upon mistaken premises, but that it ought instead to pioceed 
cautiously without any undue anticipation of possible beneficial 
results, feeling its way along step by step, watching and arulyzing 
results, and allowing experience to guide. A very iiportant 
matter which ought not to be lost sight of is that it is mot at all 
impossible to effect consolidations with a prodigality of expen- 
diture or incurred liabilities that will nullify all gwod results. 
There have been many instances of this kind in te past. If 
this is to be avoided constant vigilance and close supervision are 
necessary. I may say that there is language in Senate bill No. 
1870 which might be construed as limiting the right to be heard 
upon an application for approval of a consolidation or unification. 
We think that it would be a grave mistake to attsmpt to restrict 
by law those who may be heard. So long as any interested party 
has relevant and material evidence to offer, he should be given 
an opportunity to submit it. We need and the country needs all 
the light that can be obtained. One trouble with proceedings 
before the Commission, more particularly thcse which have no 
direct, immediate effect upon shippers and that deal with more 
or less intricate financial matters, is that they are too often in 
the nature of ex parte proceedings. In other words there is no 
opposition to aid in bringing out all the facts. 

Speaking for the moment in behalf of myself only, I am 
inclined to believe that it will prove both desirable and necessary, 
if great consolidations of railroad properties are to be permitted, 
to give some thought to their social and political effects. There 
seems svod ground for a fear that the greater the corporation the 
more likely is control over its management to be divorced from 
real ownership. There is danger that such control may be associ- 
ated with a mere shoestring financial interest. But the greater 
the corporation the greater the power that control over manage- 
ment involves. The thought is at least worthy of consideration 
that these huge railroad systems which are proposed ought to be 
tolerated unless accompanied by provisions for representation 
on their directorates of both employce; and the public at large. 

Fourth. The present law apparently gives the Commission very 
broad power to attach terms and conditions to its approval of any 
unification or consolidation. Nevertheless the extent of our power 
to modify or change the essential nature of the transaction which 
we are asked to approve or to attach terms and conditions which 
are not strictly germane to the transaction has frequently been 
questioned. It has also been questioned how far we have power to 
make it a condition of any consolidation or unification that existing 
routes and channels of trade and commerce shall be maintained, in 
view of the limitation in paragraph (4) of section 15 on our power to 
prescribe through routes. I refer to the prohibition against what is 
known as short-hauling a carrier. We believe that we should be 
given very broad and clear power to require modifications of any 
consolidation or unification that js proposed and to attach terms and 
conditions to our approval. The bill which we have submitted 
provides that before giving our approval we must find that the con- 
solidation or unification 

(a) will be in the interest of better service to the public, 

or economy in operation, 

(b) will not unduly restrain competition or be in any 
other material respect inconsistent with the public interest, 


(c) will conform to the provisions of paragraph 4 which 


















































































































































































































































prohibits a capitalization of the consolidated company in 

excess of property value. 

To this last provision in the paragraph lettered (c) I shall advert 
a little later. It may seem unduly drastic to require a finding that 
the consolidation or acquisition will not be inconsistent with the 
public interest in any material respect, but it will be noted that we 
are not restricted to the approval or disapproval of the consolida- 
tion or unification as proposed, but are authorized to approve “with 
such modifications and upon such terms and conditions’ as we may 
find just and reasonable. If what is proposed will promote the public 
interest in certain respects but not in others, it need not be wholly 
rejected but may be approved in a modified form that will eliminate 
the objectionable features. 

I call particular attention, however, to the fact that the Com- 
mission is specifically authorized by our bill to disapprove a consoli- 
dation or unification upon the ground that it does not include a 
carrier, or all or any part of its property, which ought to be included 
in the public interest and which it is possible to include upon rea- 
sonable terms. We believe this to be a most important provision. 
One of the chief criticisms of such consolidations or unifications as 
have been proposed or suggested has been that they frequently do not 
embrace weak lines, although the merger of the weak with the 
strong lines is one of the ends which Congress has apparently had 
most definitely in mind. The specific provisions above described 
will, we think, enable the Commission to require attention to be 
directed to this phase of the matter which otherwise might be 
neglected. It will also be noted that as the bill is drawn the Com- 
mission is specifically authorized to make it a condition of any con- 
solidation or acquisition that “existing routes and channels of trade 
and commerce shall be maintained.’’ This will meet and, we think, 
dispel the doubt which has existed in some minds as to our power 
to attach such a condition. : 

Fifth. Subparagraph (b) of paragraph (6) of section 5 now reads 
as follows: 

“(b) The bonds at par of the corporation which is to become 
the owner of the consolidated properties, together with the out- 
standing capital stock at par of such corporation, shall not exceed 
the value of the consolidated properties as determined by the Com- 
mission. The value of the properties sought to be consolidated 
shall be ascertained by the Commission under section 19a of this 
Act, and it shall be the duty of the Commission to proceed imme- 
diately to the ascertainment of such value for the properties in- 
volved in a proposed consolidation upon the filing of the application 
for such consolidation.”’ 

This provision has been retained in the bill which we now 
submit in somewhat modified form. The modification consists in 
providing that the value of the consolidated properties for the purpose 
of this provision shall be determined “by the Commission in such 
manner as it may deem appropriate, either by utilizing the results 
of the valuation of the properties under section 19a of this act or 
otherwise.”” The thought underlying this modification is that it 
may be possible to determine value for the purposes of this provision 
more expeditiously than is possible under the valuation procedure 
prescribed in section 19a, 


The safeguard provided by this provision is, of course, a desirable 
one, for certainly the capitalization of the consolidated corporation 
ought not to exceed the amount upon which its right to a fair return 
must be predicated. The capitalization may be less than this amount 
without danger either to the security-holders or to the public, and 
perhaps with advantage to both. But it ought not to exceed that 
amount. However, it should be understood that even with this 
modification this provision is likely to cause material delay in the 
process of consolidation. It has been suggested as a temporary altera- 
tive, pending further progress in our valuation work, that it should 
be provided that the capitalization of the consolidated corporation 
should not exceed the aggregate capitalizations of the carriers which 
are consolidated. This is a provision which in one form or another 
is contained in many State laws relating to railroad or public utility 
consolidations or mergers. It has merit, but not the same merit, 
of course, as a limitation based upon value. 


Sixth. As our bill is drawn, the Commission is required to 
preserve ‘all records and other evidence heretofore taken and now 
in the files of the Commission, under the terms of this section as 
heretofore enacted” and is authorized to utilize such records and 
evidence in reaching its conclusion with respect to any consolida- 
tion or unification proposed. This provision will enable the Com- 
mission to avail itself of the very valuable information which has 
been gathered in connection with the consolidation plan proceeding. 

From what has already been said, it follows that we do not 
approve, at the present time, any plan direct or indirect which has 
as its object the forcing or compelling of consolidations. 

Summing up our recommendations, the bill which we now propose 
is merely an amplified form of the statutory provisions which we 
proposed in 1920. It is short and, we think, simple in its terms. 
Doubtless the phraseology can be improved, and we have no pride 
of paternity as to that. Briefly the bill 

Relieves the Commission from its present duty of adopting a 
complete plan of consolidation. 

- Makes unlawful any consolidation or unification in any form, 
direct or indirect, except with the specific approval and authorization 
of the Commission. 

3. Gives the Commission broad power to approve or disapprove 
such consolidations or unifications as may be proposed, and to make 
such modifications and attach such terms and conditions prior to 
approval as it may find just and reasonable. 

Specifically authorizes the Commission to disapprove a con- 
solidation or unification upon the ground that it does not include a 
carrier that ought to be included and can be included upon reason- 
able terms. 

5. Specifically authorizes the Commission to make it a condition 
of any consolidation or unification that existing routes and channels 
of trade and commerce shall be maintained. 

6. Authorizes the Commission to utilize, in reaching its con- 
clusions with respect to any consolidation or unification proposed, 
all records and other evidence heretofore taken and now in its files, 
under the terms of the section as heretofore enacted. 

7. Modifies the provision which limits the capitalization of the 
consolidated corporation to the value of the combined properties, by 
enabling the Commission to arrive at a value for this purpose either 
> utilizing the results of the valuation under section 19a or other- 
wise. 

The bill opens the door to all consolidations or unifications of 
railroad properties that may be shown to be in the public interest. 
It does not attempt to force the process in any way, but permits 
it to develop naturally in the increasing light of experience, subject 
to the guidance of the Commission. 


Senator Cummins said he was willing that the language 
of his bill be made perfectly clear to the effect that anyone who 
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had an interest in a consolidation case would have an oppor. 
tunity to be heard by the Commission. 

Chairman Eastman mentioned that another objection to the 
preparation of a plan by the Commission was that the publica- 
tion of a plan would tend to encourage speculation in stocks 
of carriers grouped into specific systems and make it difficult 
for the companies to be brought together. Senator Cumming 
thought the same objection applied to a single proposed congoli- 
dation and that the publication of a plan only increased the 
opportunity for stock speculation. 

Senator Cummins also said he would amend his bill to 
make it clear that the Commission would have authority to 
require inclusion of certain lines as a condition precedent to 
the approval of a proposed consolidation. 

Chairman Eastman replied affirmatively when Senator 
Watson asked if the majority of the Commission was opposed 
to the three-year limitation in the Cummins Dill. 

In discussion, Mr. Eastman said he could not see how con- 
solidations would reduce rates unless the consolidations resulted 
in effecting substantial economies. 

Senator Wheeler wanted to know whether economies would 
not result if the Commission had power to supervise expendi- 
tures of railroads. 

“Wages, too?” asked Senator Couzens. 

Senator Wheeler said he did not refer to wages because it 
had been shown that railroads had paid prices for materials 
above the market price while that was not true with respect 
to railroad wages. 

Chairman Eastman replied that under section 15a of the 
act the Commission had power to inquire whether expenditures 
were honest and economical and take that into consideration 
in prescribing the level of rates. He said if Congress went 
further than that and gave the Commission power to supervise 
and control expenditures of railroads, management wouid then 
be placed in the hands of the Commission and the result would 
be government management of the railroads. 

In reply to a question by Senator Watson as to continuance 
of operation of “weak” lines, Chairman Eastman remarked that 
it was really surprising that there had been comparatively few 
applications for abandonment of lines since the transportation 
act was passed, excluding cases of logging roads which had 
served the purpose for which they had been built. He said 
the principal abandonment case was that of the Chicago, 
Peoria & St. Louis and that while the Commission had authorized 
abandonment of that line, it had been kept in operation by 
the receiver and was being sold in segments to various other 
lines which believed they could operate particular parts of 
the line profitably. ° : 

Senator Watson referred to Senator Cummins’ statement 
that approximately 60,000 miles of line would have to be aban- 
doned or the government would have to take them over for 
operation if there was not consolidation. Mr. Eastman said he 
thought there were weak lines that would not be able to 
maintain service unless their earnings increased. He said 
there were a number of ways to attempt to accomplish that 
result and referred to increase in revenue that would result 
from aid the Commission might give in the way of increased 
divisions and from better management. He also said the finan- 
cial condition of such a road would be improved through in- 
crease in population in the territory served. He said if the 
condition of a road were not improved through such means, 
there were few lines that would not be taken over by larger 
roads “at a price.” He said the difficulty was that “weak” lines 
were not willing to sell at a price the strong road was willing 
to pay. He remarked that the condition of the weak lines 
had been steadily improving since 1920. 

Senator Cummins said that if the net railway operating 
income for 1924 had been available for application to the inter- 
est charges and dividends of all the railroads, all the railroads 
would be in good condition financially. He said the trouble 
was that the net had not been equally distributed. Referring 
to the application of the Western roads for an increase in rates, 
he said an increase would not be necessary if the net earnings 
had been applied to the needs of all the railroads. He said 
he did not wish to see an increase in rates—that they were now 
up to the point where they put a great burden on industry. 

Senator Watson asked Chairman Eastman what were some 
of the reasons in favor of consolidation. Mr. Eastman said there 
was the question of improved service to the public even if it 
wasn’t a cheaper service. He again emphasized that cooperation 
was just as important and perhaps more important than con: 
solidation. 

Chairman Eastman said Commissioner Lewis was in doubt 
as to whether a general plan should be prepared by the Com- 
mission. He said he did not know why Commissioners Esch 
and Cox differed with the majority view. 

Commissioner Hall, who has had general supervision of the 
work of the Commission under the consolidation provisions of 
the transportation act, appeared before the committee January 
23. He said he was not one of the commissioners who joined 
in proposing a bill, not because he objected to all that was 2 

the bill but because there were some things in it that did n0t 
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seem to him to be altogether desirable. He said he would address 
himself to the Cummins bill, and offer constructive criticism of 
certain features of it. He said some of the provisions appar- 
ently would improve existing law. 


The present law, the commissioner pointed out, provided 
only for consolidations involving complete ownership and oper- 
ation of the carrier acquired. He said the Cummins bill would 
remove that restriction and contemplated consolidations in any of 
the various forms that had been resorted to to bring about aggre- 
gations of properties. The commissioner also pointed out that, 
under the present law, consolidations could not be consummated 
until the Commission had prepared a plan—a very comprehen- 
sive plan embracing all the railroad properties in the country. 
Mr. Hall said it seemed desirable to him that the requirement 
that all roads should be accounted for in a plan should be elimi- 
nated. He also suggested that provision might be made for the 
issuance of the plan in “chapters,” so that the Commission might 
deal with carriers in certain parts of the country apart from the 
situation as a whole. Creation of systems before determination 
of disposition of terminal properties also would be desirable, the 
commissioner said, because it would be easier then to handle 
the allocation of terminal properties. 


Since the transportation act was passed, Mr. Hall said, the 
main gate to consolidation had been closed because of the re- 
quirement for a plan and that only a postern gate had been left 
open through section 2 of paragraph 5 of the act. He said the 
Cummins bill removed the obstacle as to the preparation of a 
complete plan and would allow consolidations to proceed. He 
said it deferred the preparation of a plan until the carriers had 
had a chance to demonstrate what they could do in the way of 
consolidation. 


Adequacy of service was emphasized by Mr. Hall as the 
principal factor in dealing with the railroad problem. He said 
adequacy of service meant service “as wanted when wanted to 
carry traffic as desired.” He said the charge for service was 
important but that as between the two, adequacy of service was 
more important. He also defined adequacy of service as carry- 
ing at the minimum cost for the service performed. Captial 
must be obtained for the purpose of expanding the transporta- 
tion service to meet the growing demands of the nation, he said. 
He then discussed the desirability of new capital being obtained 
through sale of stock rather than of bonds. He warned against 
the building up of too great a bond structure as against stock. 


All the impulses that tended toward consolidation, Mr. Hall 
continued, had been restrained by law. Since 1920, he said, con- 
solidations had been stopped except cases involving acquisition 
of control. He said the public mind was now better informed on 
the subject of consolidation than it was when the transportation 
act was passed. He said the “larger door” should be opened to 
give free play to American genius to build big things out of little 
things, with proper safeguards as to the public interest. The 
impetus from within would be stronger than compulsion from 
without, he said. He favored the creation of systems that would 
be able to compete on equal terms with existing systems. He 
said if the making of a plan were deferred for five years, instead 
of three, as provided in the Cummins bill, further opportunity 
would be given for natural impulses to work. He said he would 
like to see how far those impulses would go before the Commis- 
sion was required to put out a plan. He said he was not so keen 
about the preparation of a plan as he was for an opportunity 
being afforded carriers to come before the Commission with 


— proposals they had under arrangements they had been able 
0 make. 


Senator Couzens thought there might be some slackening of 
the impulse if the making of a plan were deferred for five years. 
Mr. Hall remarked to the effect that seeing the other fellow 
getting there was a powerful influence “to get there yourself.” 
Senator Couzens said that depended on how contented a given 
railroad was with existing conditions. 


Mr. Hall said strong roads would not be indisposed to take 
weak roads in if that could be done on reasonable terms. He 
said if the question of reasonable terms had to be decided, some 
one would have to do that and that he understood that the Cum- 
mins bill left that to the Commission. 

Senator Couzens inquired about the desirability of coast to 
cost systems rather than the creation of competing systems in 
designated regions. Mr. Hall discussed that question and pointed 
out some of the difficulties in the way of creation of coast to 
coast systems but he said the matter had not reached the stage 
where he could say that the Commission thought “this or that” 
on such question. Senator Couzens thought that coast to coast 
systems would enable a system to meet a situation in which one 
part of the country, such as the West, was in poor financial con- 
dition when the eastern part of the country was prosperous. The 
Senator referred to the Canadian Pacific, but Mr. Hall pointed 
out that while Canada had but two sea coasts, this country had 
three, and counting the Great Lakes on the north, four coasts, 
and that he believed that each system should have access to its 
oWn coal supply and to one of the coasts. 


Mr. Hall said it would be unwise to require by statute group- 
on a coast to coast basis. He said the outstanding virtue of 
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the Cummins bill was that it cured in a measure defects in the 
existing law. 

Senator Couzens raised the question of the effect of cost of 
capital on rates, saying he had received a letter from Mark W. 
Potter, formerly a commissioner, to the effect that the amount 
of interest a railroad paid had no effect on the rates. 

As an isolated proposition, Mr. Hall replied, that might be 
true but that in the long run the cost of capital did affect rates. 
He said the rate of interest at which a road obtained needed cap- 
ital depended on the success of the enterprise and that success 
depended on the volume of traffic, the rates applied to the traffic, 
skill and management and the condition of the instrumentality, 
so that the weak line was at a disadvantage in getting new 
capital, as compared with the strong line, with the result that 
the strong line would be able to render service at less cost than 
the weak line. 

Senator Couzens wanted to know just how the cost of money 
affected freight rates. Mr. Hall said operating expenses could 
be reduced by capital expenditures for improved terminals and 
structures of various kinds. The more expensive the money, 
the greater the hire for the money, and therefore railroad man- 
agements might hesitate to make capital expenditures that would 
result in reduced operating expenses. Senator Couzens said he 
agreed with Mr. Hall and not with Mr. Potter. 

Commissioner Hall gave way at this point to R. C. Ful- 
bright, chairman of the legislative committee of the National 
Industrial Traffic League, and was to finish his testimony at an- 
other hearing. 

Generally speaking, Mr. Fulbright said, the position of the 
League was in accord with the position taken by Chairman 
Eastman and Commissioner Hall, except that, with respect to 
Mr. Eastman’s statement, there had been no thought that any 
law should be enacted to deny carriers the right to the long haul 
as they now had under the law. He said that right encouraged 
competition and also consolidation. He said the League favored 
voluntary consolidations and that it believed that by leaving the 
door open at least for a period of years there would be many 
consolidations effected. He said consolidations would not mate- 
rially reduce the cost of operation. He said the League did not 
believe that any body should say how the railroads should be 
be consolidated. He referred to the substantial number of cases 
in which consolidations, in effect, had been going forward under 
paragraph 2 of section 5 of the act. 


Mr. Fulbright said that he sometimes thought that the 
“weak” line problem had been exaggerated. He said a line that 
was “weak” a few years ago now might be in the “strong” class 
and gave specific illustrations as to Texas lines, citing the Gulf 
Coast Lines as a case in point. In the Southwest, he said, there 
were only a few “weak” lines that were not controlled by strong 
lines. The case of the Kansas City, Mexico & Orient was dis- 
cussed. Mr. Fulbright said the people served by that line should 
pay higher freight rates until the line got on its feed and said 
the people served by the line were willing to do that. He re- 
ferred to other aid given the line. He pleaded that natural 
economic law should be permitted to take its course with respect 
to the development of the transportation system. He said there 
was no need to abandon the principles on which the present sys- 
tem had been built up. He said the “weak” lines were not as 
weak as they were five years ago, and that many, many formerly 
“weak” lines were now out of that class. He did not believe 
that the so-called “weak” line problem was such as to justify 
the giving of a physic to the entire railroad system of the coun- 
try. He referred to logging and mining roads that had served 
the purpose for which they had been built and of the natural 
desire of their owners to unload them. 


Mr. Fulbright said the League was opposed to Congress de- 
claring for a limited number of systems—that it did not favor 
indirect compulsion to force consolidation through condemnation 
proceedings or through the Commission having power to require 
inclusion of certain lines in consolidations. Nor did it favor 
taking the earnings of a carrier for distribution to another car- 
rier. He said these things were abhorrent to “our idea of Amer- 
ican competition.” 


Commissioner Hall resumed his testimony before the Senate 
committee January 28. Referring to the declaration of policy in 
paragraph 4 of section 1 of the Cummins bill wherein it is pro- 
vided that “inasmuch as the public interest requires that the 
transportation of passengers and property by railroad shall be at 
the lowest rates consistent with a fair return upon the value 
of the properties held for and used in the service of such trans- 
portation,” etc., Mr. Hall suggested a change in the language so 
that “lowest rates” would be qualified by some such language 
as consistent with adequate service and a fair return. He again em- 
phasized the importance of adequate service. Low rates without 
such service would do no good, he said. In effect, he also cau- 
tioned against reduction in rates being held forth as something 
that would result from consolidation, although consolidation 
ought to tend in that direction. He said the Cummins bill said 
that transportation should be at the lowest rates consistent with 
a fair return and that it was impossible to accomplish that end 
without further consolidation. He said that was a declaration 
that was not indisputable. He referred to a list of twenty rea- 















































































































































sons in favor of consolidation prepared by Edward Chambers of 
the Santa Fe and pointed out that the effect of consolidation on 
rates was at least not emphasized in that list. The reasons 
given by Mr. Chambers included improved service, accessibility 
of systems to ports, maximum distribution of cars, minimum 
number of railroads over which products would have to move to 
market, access to fuel supply, ability to operate solid trains with 
heavier loading, improved regulation of car supply, maximum 
operation of through trains, minimum junction points, ability to 
get around congested terminals, less liability as to effect of crop 
failures, simplified handling of rate matters, reduced number 
of rate bureaus, simplification of co-operation between the Com- 
mission and carriers and hauling by the most direct routes. 

Senator Cummins construed Mr. Hall’s criticism to mean 
that instead of basing paragraph 4 on the public interest that 
required the lowest rates, it should be based on lowest rates 
consistent with adequacy of service and a fair return. The 
senator said he had assumed that adequacy of service would be 
taken for granted but that he would prepare an amendment to 
cover that. 

Commissioner Hall said the country must also face the pos- 
sibility of an increase in rates. He said rates had not increased 
as much as had the cost of transportation and that carriers for 
the most part were carrying their interest on funded debt at 
rates of interest that were fixed when they were lower than they 
now were. He said that perhaps, on an average, the roads were 
paying around 41% per cent interest, and that it was to be antici- 
pated that refunding might have to be accomplished at higher 
rates of interest, and that it might become necessary for the 
Commission to increase the rate of return of 5% per cent in 
order that what was left out of net railway operating income 
after interest was paid should be enough to produce a return 
for the stockholders that would attract necessary new capital. 

The immediate need was not affirmative action to set up a 
limited number of systems, Mr. Hall said, but action to remove 
existing obstacles that hindered development of new systems 
that could compete with existing systems on an equal basis so 
far as statutory restrictions were concerned. Mr. Hall was to 
resume his statement later. 

Wilbur J. LaRoe, Jr., appearing for the Port of Authority 
of New York, asked that the language of the Cummins bill be 
made clear to the effect that terminal properties could be ex- 
empted from the consolidation program when the Commission 
deemed that such exemption was in the public interest. Senator 
Cummins said there was language in the bill to accomplish that 
result, but indicated he was not averse to clarification of the 
language. 


GOODING REPORTS BILL 


Senator Gooding, on behalf of the Senate interstate com- 
merce committee, has favorably reported to the Senate his long- 
and-short-haul bill. No report was submitted by Senator Good- 
ing. He said he had submitted a report on the bill which was 
reported by the committee last year and that he would not 
submit another report. 


REGULATION OF WIRE RATES 


Representative Newton, of Minnesota, has introduced a bill 
(H. R. 8206) to amend the interstate commerce act by providing 
that telegraph and telephone and cable companies shall be made 
subject to the act and be required to file and publish tariffs 
and be liable for damages sustained by any persons by reason 
of their negligence or omission of such companies. 


© 


MOTOR VEHICLE REGULATION 


Representative Parker, chairman of the House committee 
on interstate and foreign commerce, has introduced the motor 
vehicle regulation bill (H. R. 8266) introduced in the Senate 
recently by Senator Cummins, of Iowa, at the request of Com- 
missioner Webster, chairman of the legislative committee of 
the National Association of Railroad and Utilities Commissioners, 
- and others interetsed in such proposed legislation. Arrange- 
ments may be made to hold a joint hearing bfeore members of 
the Senate and House committees on the bill. Motor bus oper- 
ators are generally supporting the bill, but motor truck oper- 
ators are understood to be opposed to it. It is possible that 
the bill may be amended so that it would apply only to motor 
bus operation in interstate commerce. 


LUMBER SHIPMENTS 


The National Lumber ‘Manufacturers’ Association received 
telegraphic reports January 28 of the status of the lumber 
industry for the week ended January 23, from 357 of the larger 
softwood, and 125 of the chief hardwood, mills of the country. 
The 344 comparably reporting softwood mills showed no appre- 
ciable changes in production and shipments, and a little decrease 
in new business, as compared with reports for the previous 
week, when, however, twenty-eight more mills reported. The 
hardwood operations showed no noteworthy change in comparison 
with reports for the week earlier. 

The following table compares the national lumber move- 
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ment as reflected by the reporting mills of seven* regional 
associations for the three weeks indicated: 


Corresponding Preceding Wk., 

Past Week Week, 1925 1926 (Revised) 

oid a intieamine 344 382 379 
Production ........ -«+ 203,474,303 219,042,299 204,270,637 
SRIVMERES ..c.ccvcccvces 223,184,642 240,714,812 223,469,621 
Oredr (New Bus.).... 233,014,376 236,696,944 250,564,373 


*California Redwood Association reports lacking. 

The following revised figures compare the lumber move. 
ment of the seven associations for the first three weeks of 1926 
with the same period of 1925: - 


Production Shipments Orders 
MEL, Acta caneseetmeeeos 584,363,711 648,874,536 697,512,644 
DEE Siviccsepenswecasus 575,099,489 620,553,879 595,063,834 


COMMODITY STATISTICS 


A comparison, by general groups of commodities, of the ton- 
nage transported by Class I roads in the third quarter of 1925, 
with the corresponding period of 1924, and a comparison of the 
cumulative figures for the periods January 1 to September 30, 
1925 and 1924, prepared by the Bureau of Statistics of the Com- 
mission, follows: 

Number of tons originated 


% of 
Quarter increase 


Quarter 
ended ended 1925 
Sept. pt. over 
Classes of Commodities 30, 1925 30,1924 1924 
Products of agriculture... ..ccccccscce 28,387,945 30,593,365 a 
Animals and products. ....ccccccccsee 6,397,822 6,709,072 * 4.64 
PROGUGEE GE MUNOB o.oo cccicccciccccccccse 199,414,665 175,872,450 13.39 
PEGUIMCES OF TOTGBIB. oc cciccicccsccccecs 25,303,849 24,284,475 4.20 
Manufactures and miscellaneous..... 75,825,404 64,876,835 16.88 
PEE. a ee, Bk Ms oe hsescccaceowwe 10,434,910 10,042,082 3.91 
NUD wsndlesvedclinebae cemedSs mies 345,764,595 312,378,279 10.69 
Total tons carried 
Products of agriculture...........ce0 52,608,792 57,578,369 * 8.63 
MAIS GHEE DEOAUCIE. 6.0.60. ccscccces 11,303,858 11,921,145 * 5.18 
ea ee 347,540,153 295,701,072 17.53 
POGUES OF TOPOS. ..o.ccccscccivccecce 50,703,263 47,963,745 5.71 
Manufactures and miscellaneous..... 146,294,602 127,277,946 14.94 
i a ee ee ee 17,428,865 16,727,293 4,19 
OU gwactimeccuwscwucudiewass «++ 625,879,533 557,169,570 12.33 
Number of tons originated 
Nine months Nine months 
ended ended 
Sept. Sept. 
30, 1925 30, 1924 
Products of agriculture...........++. 71,504,129 75,855,153 * 5.74 
AMIMSIN SUE PEOGUCIS. ccc ccvcceccceces 18,940,764 19,944,538 * 5.03 
Pe ee ke err 505,886,108 467,366,418 8.24 
PFOGUCES Of TOTES. «...0cccrccccececves 2,472,31 82,093,098 0.46 
Manufactures and miscellaneous..... 214,018,791 192,300,029 11.29 
ri e~. Se UU ere 30,192,078 30,107,638 0.28 
UE Sadaévcspemsdsosveces veweues 923,014,182 867,666,874 6.38 
Total tons carried 
Products Gf agricwiture. ..<iccccccces 143,821,093 155,159,531 7.31 
AMimals ANG PFOGUCtS.....0.cccccceccee 33,454,679 35,111,745 * 4,72 
BE OOOEN Ge PIES 66 cc cccccconssceacis 894,638,397 810,056,918 10.44 
Products Of 10FGSts. .....c6cccecsccosve 160,525,050 158,793,428 1.09 
Manufactures and miscellaneous..... 413,476,052 374,366,196 10.45 
ps SS ee | Senne 50,224,030 50,366,291 * 0.28 
PE pasesbusescceeswues ns seveued 1,696,139,301 1,583,854,109 7.09 


* Decrease. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended January 23 totaled 10,454 cars, as compared with 13,168 
cars (revised) in the preceding week, according to the Bureau 
of Agricultural Economics of the Department of Agriculture. 
The reduction was attributed largely to severe weather condi- 
tions in the North. Shipments were reported as follows: 

Apples, 1,437 cars; cauliflower, 174 cars; cabbage, 603 cars; celery, 
459 cars; eggplant, imports, 10 cars; grapefruit, 578 cars; imports, 
42 cars; lemons, 170 cars; lettuce, 732 cars; mixed citrus fruits, 113 
cars; mixed vegetables, 415 cars; imports, 2 cars; onions, 552 cars: 
oranges, 1,651 cars; imports, 7 cars; pears, 43 cars; peppers, 8 cars; 
imports, 40 cars; spinach, 205 cars; string beans, 8 cars; sweet po- 
tatoes, 298 cars; tomatoes, imports, 147 cars; potatoes, 3,008 cars. 


CONDITION OF EQUIPMENT 


The Commission’s monthly report on condition of railroad 
equipment, required by Senate resolution, shows that in Decem- 
ber, 1925, out of 84,393 freight cars inspected, 2,383, or 2.8 per 
cent, were defective, as compared with 61,837 cars inspected and 
2,025, or 3.3 per cent, found defective in December, 1924. 

Out of 1,429 passenger cars inspected in December, 1925, 
8, or six-tenths of 1 per cent, were found defective, as compared 
with 1,108 inspected, and 13, or 1.2 per cent, found defective 12 
December, 1924. 

Out of 5,926 locomotives inspected in December, 1925, 2,503, 
or 42 per cent, were found defective, and 230 were ordered out 
of service. For the six months ended with December, 43,188 
locomotives were inspected and 18,144, or 42 per cent, were found 
defective, and 1,742 were ordered out of service. In the preced- 
ing six months, 40,321 locomotives were inspected and 18,151, oF 
45 per cent, were found defective and 1,910 were ordered out of 
service. 
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COMMERCE ACT AMENDMENT 


Editor The Traffic World: 

Regarding the items in The Open Forum, January 2 and 
January 16, under “Commerce Act Amendment.” 

With the exception of paragraph “H,” doesn’t paragraph 3, 
section 16 of the interstate commerce act stand at present as 
amended June 7, 1924, excepting, of course, the retroactive por- 
tion declared unconstitutional by the Supreme Court? If so, 
we either don’t understand the case or the writers of the article 
in question have overlooked that three years is the statute for 
collection of overcharges and two years for other damages. 

The Spanish River Pulp & Paper Mills, Ltd., 
F. M. O’Brien, Traffic Manager. 

Sault Ste. Marie, Can., Jan. 23, 1926. 


BETTER FREIGHT BILL REFERENCE 


Editor The Traffic World: 

No doubt many of the readers of your magazine can recall 
when they were involved in a campaign for better packing, bet- 
ter marking, and better containers; also better service and many 
other things pertaining to better shipping. Did you ever recall 
hearing a campaign by the carriers for better freight bill refer- 
ence? 

I am showing herewith, actual photographs of two freight 
bills that will speak for themselves, with all due respect to the 
carriers whose names are shown on the freight bills. 

With reference to Exhibit No. 1, you will notice that this is 
a clear and distinct freight bill, which is a fine record for the 
railroad, and gives all the desired information that a receiver 
of a freight shipment could ask for. You will note that it shows 
in the routing space, the initial carrier, Big 4, junction point East 
St. Louis, and the delivering carrier, the Missouri Pacific. It 
further shows shipment from Cleveland, Ohio, which is point of 
origin, on May 11. The shipper was the Eberhard Manufactur- 
ing Company. 

This exhibit further shows very clearfy the article shipped, 
and also shows the numbers on the box for checking. You will 
note the two rates and that the freight charges are shown in the 
freight column, and in case of error in rate or weight can very 
easily be corrected by the agent at destination. What better 
reference could be asked for? . 

With reference to Exhibit No. 2, the first thing you note, 
there is no routing shown. It shows shipment from Chicago, 
Illinois, on September 12. The name of the shipper is not very 








Plain, 
Dany.) 
Rock, N. Y, 
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(The shipper is the Buffalo Weaving & Belting Com- 
It does not show the point of origin, which is Black 
Note the items shipped. The first and last items 
d have been segregated under one total weight, as the two 
tom ke the same classification, in Official and Western terri- 
Offic: — Second item takes a different classification in the 
al territory from theWestern and would, therefore, be rated 
ey. Note the mass of rates, divisions, etc., in the rate 
ae There are twelve figures shown in the rate column, 

f the party checking the freight bill was not an expert on 
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rates and classification, he would never get untangled from such 
a mess of rates and divisions. How far would a layman get? 
With continued reference to Exhibit No. 2, you will note 
that part of the charges are carried in the freight column and 
part as advances, and in case of error in weight or rate, the 
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relief, generally, is through the claim department of the carrier. 
If Exhibit No. 2 was handled on the same plan as Exhibit No. 1, 
it would have required four rates on Exhibit No. 2 to figure the 
complete freight charges, and they should have been shown in 
the freight column. This would save a great deal of inconven- 
ience for both the carrier and the receiver of freight at destina- 
tion, and it would make a better record for both. The writer 
believes all shipments should be billed through, regardless of 
over what lines they move from point of origin to destination. 
This is being done to some extent at the present time, but in a 
small way except where there are through rates in effect, but 
where the through rate is made upon the combination f locals, 
the shipment is invariably rebilled at some junction point. If it 
were not for some of the good references shown on some of the 
consignor’s invoices or receiving bills of lading, there are prob- 
ably many consignees that could never tell from the freight bill 
they receive from the carrier whether the shipment originated 
at New York, New Orleans, or No Man’s Land, and, judging from 
the rates and divisions shown on Exhibit No. 2, there are many 
consignees at destination that would be unable to figure out the 
correct rate and would pass the freight bill, thinking that the 
charges collected were correct. 

The consignee at destination is not interested in the railroad 
companies’ division of the haul. What the consignee is most 
interested in is the through rates or the rate that makes up the 
through rate. I do not believe there could be a better move 
made by the carriers than to put on a campaign for a few months 
for better freight bill reference as per Exhibit No. 1 as compared 
with Exhibit No. 2. It would make a better record for all con- 
cerned, and eliminate a great deal of inconvenience and the filing 
of many claims. G. J. Olson, Traffic Manager, 

W. M. Dutton & Sons Company. 
Hastings, Neb., Jan. 19, 1926. 


McVANN AND RIPLEY 


Editor The Traffic World: 

In his Washington column, a week or two ago, Mr. Heiss 
said some deservedly complimentary things about our friend and 
co-laborer, Mr. Thomas J. Norton, occasioned by his retirement 
from the service of the Santa Fe railroad. 

Mr. Heiss called attention to the fact that Mr. Norton was 
one of the first of the railroad commerce attorneys to call to the 
witness stand in a rate case the president of his company, Mr. 
E. P. Ripley. Mr. Ripley was undoubtedly a great railroad man, 
and has gone to his reward. What struck me about the state- 
ment was that the case in question was the first general advance 
rate case which was brought by the carriers, in 1910, and Mr. 
Ripley made a good witness, but curiously, that was the only 
general advance rate case in which the carriers were denied all 
the advances they asked. 

I am reminded by this recital of another incident in connec- 
tion with the same case. The carriers’ committee in charge of 
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the western case thought so well of Mr. Ripley’s testimony that 
they had it printed in pamphlet form and gave it wide distribu- 
tion. This attracted the attention of the committee in charge 
of the shippers’ western case, and, at the suggestion of Mr. John 
Dawson, attorney-general of Kansas, the shippers had my testi- 
mony printed in pamphlet form and widely distributed, by way 
of answer to that of Mr. Ripley. I was then a traffic man, not 
having been admitted to the bar until later. I still have one of 
the pamphlets in my library, and I chuckle every time I run 
across it, because, although I never knew Mr. Ripley, and never, 
to my recollection, exchanged a word with him, he always re- 
ferred to me as “that anarchist, McVann.” I never resented his 
characterization, because I knew it was not based on any direct 
contact, and must have been, therefore, a second-hand notion 
based on the pictures of me that were drawn for his benefit by 
some of my former distinguished colleagues. 


Washington, D. C., Jan. 20, 1926. E. J. MceVann. 


TRUMBOWER CORRECTED 


Editor The Traffic World: 

Having at one time been a commuter and obliged to depend 
upon a rusty, dusty, musty and antiquated railroad for transpor- 
tation to and from my business for several years, I read with 
great satisfaction the very comprehensive and instructive report 
by Mr. Henry R. Trumbower relative to alleged competition of 
motor busses with railroads in several states, as published in 
The Traffic World of January 16, page 180. It certainly is most 
satisfying to note that this practically new enterprise is stepping 
to the front with such rapid strides and no one appreciates the 
new flexible and speedier transportation service more than the 
suburbanite, or in my case, the ex-suburbanite. The motor-bus 
will pick you up at your door in the morning and let you off 
there in the evening, while it was the writer’s experience a great 
many times to step out so fast in the morning headed for the 
depot half a mile distant and with his collar and tie in one hand 
and a sandwich in the other, that he made Nurmi look like a 
mud-turtle; then the train would invariably arrive anywhere 
from ten to twenty minutes late. 

However, I would like to make a correction in Mr. Trum- 
bower’s comparison of taxes in the several states mentioned. 
Connecticut is shown to be very much lower than any of the 
others in these comparisons, due to an error in computation of 
the gasoline tax, which is now two cents per gallon instead of 
one cent. 

The report as it now stands may give a number of your 
readers the impression that bus owners in Connecticut are get- 
ting off easy. Although the annual license fee may be lower on 
motor-busses, this difference is more than made up in the fees 
charged on motor-trucks. E. S. Northrop, 

Traffic Dept., Crane Company. 

Bridgeport, Conn., Jan. 20, 1926. 


HOOVER AND COMMISSION 


Editor The Traffic World: 

An article from Washington in your issue of Dec. 5, 1925, 
carried the strong implication that Secretary Hoover wants the 
Interstate Commerce Commission placed under the jurisdiction 
of the Department of Commerce. Nothing could conceivably be 
further from the truth. Throughout his advocacy of government 
reorganization Mr. Hoover has stressed, as fundamental, the 
necessity for separating administrative functions, which demand 
single-headed responsibility, from semi-legislative and semi-judi- 
cial functions, which should be left to boards and commissions. 

In an address before the thirtieth annual meeting of the 
United States Chamber of Commerce last spring, for example, 
he said: 


Every single department, bureau and board in the entire govern- 
ment should be placed upon the operating table and a cleancut separa- 
tion established between semi-judicial and semi-legislative functions 
on the one hand, and of administration on the other. The former 
rightly belongs to boards or commissions, the latter to individuals. 


This applies squarely to the Interstate Commerce Commis- 
sion, which is plainly not an administrative job and should not 
be treated as such. 

Please be good enough to publish this letter in order that 
your many readers may not get an entirely false impression of 
Mr. Hoover’s attitude. Harold Phelps Stokes, 


Assistant to Mr. Hoover. 
Washington, D. C., Jan. 19, 1926. 


COORDINATED TRANSPORTATION 


Urging coordination of transportation service and saying 
that it was sound and, therefore, inevitable, John A. Ritchie, 
president of the Yellow Truck and Coach Manufacturing Com- 
pany, of Chicago, addressed the midwinter convention of the 
New York State Electric Railway Association at New York 
January 27. He said coordination of rail and automotive service 
would eliminate waste motion and duplication of effort, and that 
it would advance the general good of the community by pro- 
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ducing more transportation at a lower cost than it could be 
produced for if not coordinated. 

He said that the one-ness of interest of all forms of lang 
transportation and the one-ness of their interest with that of the 
public they serve was becoming increasingly evident. He went 
on to point out examples of coordination of transportation, Citing 
the case of the Public Service Railway of New Jersey with over 
800 motor coaches and a policy that has cut down the number 
of car-miles operated and the number of bus-miles, but hag jp. 
creased both the bus and car revenues. He gave other exam. 
ples in Philadelphia, Providence, Pennsylvania, Ohio, and north. 
ern New York. He said that, whereas, in 1920, only sixteen 
electric railway companies were using motor coaches, 280 com. 
panies were using them in 1925. There were over 13,000 miles 
of motor coach routes now in operation by street railway com. 
panies, he said, and 51 railroad companies were already making 


‘use of either the truck or the bus as railroad accessories. 


He said the problem of coordination was really one of ad- 
justment rather than of replacement or extinction. The motor 
coach should not be called on, he said, to do that which the 
electric line could already do with satisfaction, but that the 
motor vehicles should do what the electric cars cannot do or 
cannot do as well. 

He pointed out the need for ample earnings. He said a fair 
return was necessary and that restriction of net earnings below 
the point where they made a showing unattractive to new capital 
was unwise. He said an industry of any kind needed a profit 
and that a profit did not begin until an ordinary interest rate 
of six per cent had been earned. . 


CROSS TIES CHANGE 


Outlining the changes in the specifications and life of cross 
ties, E. R. Ross, vice-president of the National Association of 
Cross Tie Producers and secretary of the Marsh and Truman 
Lumber Company, Chicago, said to the annual meeting of the 
association at Cleveland, January 29, that the railroads were 
keenly alive to the problems of tie production. He said the 
life of untreated ties was slightly less than half that of those 
that were treated and he told of the requirements of the rail- 
roads for creosoted ties. He said one of the complaints of the 
producer was that, in the south and southwest, there was a 
production of smaller ties, for which there was little demand 
among the railroads. He said he had corresponded with raili- 
roads depending on the southwest for their tie supplies and had 
learned that the Missouri Pacific and the Frisco used all sizes 
and that the former was not able to get enough of sizes 1 and 
2, the smaller sizes. He said, however, that there was a grow- 
ing demand for the larger sizes of ties. Said he: 


The railroads are keenly interested in the production of cross 
ties, as evidenced by letters received from roads_whose total 
consumption is over thirty million ties per year, and I believe it is 
up to those that expect to supply cross ties or other timber prod- 
ucts to adjust their production to the railroads’ present day needs. 

There is no question, in my mind, that the railroads require 
a larger tie than they did twenty-five years ago. In 1901, the 
Northern Pacific reported they were using rails weighing from 
45 pounds to 80 pounds and in 1924 they had only 35 per cent 
weighing 80 pounds and less, and 64 per cent 85 pounds to 130 
pounds. This same road reports that in 1901 there were 328 tons 
of revenue freight handled per train and in 1924, 629 tons of reve- 
nue freight per train. In 1901 the locomotive weight was 116,200 
pounds and in 1924, 218,400 pounds. In 1901 the freight car Ca- 
pacity was 26 tons and in 1924, 39.8 tons. This no doubt is typical 
of conditions on other class I railroads and as heavier weight 
rail is used more and more, the demand will increase for the 
larger tie. 


SALE OF VESSELS 


The Shipping Board has sold the Lake Flagstaff to Lykes 
Bros. S. S. Company, Inc., of New Orleans, La., for $29,000. This 
vessel is a typical deep draft lake-built ship of 4,145 deadweight 
tons, built by McDougall-Duluth Co. in 1919. It is at present 
laid up at Orange, Tex. 

The Shipping Board has sold to W. R. Grace and Co. the 
West Kasson and the West Inskip for a total of approximately 
$111,225. The West Kasson is about 8,570 deadweight tons and 
the West Inskip about 8,542 deadweight tons. The purchaser 
intends to use these vessels in extending their service presently 
operated from west coast ports of the United States to west 
coast ports of South America. The West Inskip is now in the 
service of the American Diamond Line but it is the intention 
of the Fleet Corporation to withdraw this vessel from service 
at the end of the present voyage and substitute a coal burner. 
If this substitution is not made, the purchaser will select another 
vessel of similar size and condition. . 

President Crowley, of the Fleet Corporation, will receive 
offers for the American Scantic Line, operated by Moore & Mc: 
Cormack, Inc., between New York, Boston and Baltimore, and 
Scandinavian and Baltic ports. An informal offer for the line 
was received from F. J. Herberman, of the Export SteamshiP 
Corporation. Mr. Crowley has advised Mr. Herberman, Moore 
& McCormack, and the Polish-American Steamship Company that 
bids for the line will be considered. 
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OCEAN RATE CHANGES 
The Trafic World New York Bureau 


The Adriatic, Black Sea, and Levant Conference lines have 
jssued a notification that, effective February 1, 1926, seaboard 
pill of lading date to govern rates on automobile tractors, 
trailers, boxed and parts boxed or crated, to Alexandria, Con- 
stantinople, Piraeus and Salonica would be reduced from $17 
a ton of 2,240 pounds w. o. m. to $14, and the rates to outports 
via transshipment would be $16 per 2,240 pounds weight or 
measurement. In making this reduction the conference took 
into consideration the large volume of business moving to other 
territory as compared with the relatively small volume moving 
to the Levant, deciding that the reduction of rates would promote 
jmprovement in the traffic to that section. 

The index number compiled by Lloyd’s List on ocean 
freights, showed that the general tendency of full cargo freights 
in December was steady to firm with moderate advances in all 
trades, except North American. An increase of 1.56 per cent 
was reported in the total freights, which stand at 94.02. The 
index number of North America full cargoes at 95.21 shows a 
drop of 1.33, while increases are shown in the following: Europe, 
85.14, up 2.09; South America, 94.45, up 4.33; East Indies, 90.89, 
up 0.55, and Pacific, etc., at 104.39, up 2.24 per cent. 

Increased rates from Pacific ports to the West Indies and 
northern coast of South America have been put into effect by 
the steamship lines operating in that trade. The new rates are 
observed by the French Line, the Panama Mail, and the Pacific, 
Argentine, Brazil Line. The increase amounts to approximately 
10 cents a hundred pounds. The new rate on canned goods to 
pasic ports is $1 a hundred pounds, dried fruit $1.10 a hundred, 
and general merchandise $22.50 a ton. 

Bliss Dallett & Co., general managers of the Red “D” Line 
of steamships advise that to meet the additional expense in the 
Port of Maracaibo it is necessary to establish a charge of $1.20 
a ton of 1,000 kilo or 40 cubic feet, ship’s option, which will be 
added to the regular tariff rates on all shipments destined for 
that port and all other points on Lake Maracaibo. The charge 
will become effective February 11, 1926. 

The weakness and dullness in the full cargo market have 
continued this week. Steamers have been offered down to 2s 
6d to the United Kingdom and to 10 cents to the Continent 
without rousing substantial business. At the same time there 
has been little or no distress tonnage on the market. Ship- 
owners, apparently, have been able to place their vessels in other 
trades or have been confident of their ability to hold vessels 
until a revival in demand takes place. At the moment there 
is no indication of a change in the trend, but, as the existing 
dullness is purely artificial, due to the numerous vessels on 
their way here with coal and seeking outward cargoes, the 
situation may change overnight. 

Owners realize this fact and refuse to fix their ships at 
existing low rates except in a few instances. Meanwhile grain 
and coal outward trades are dull in every direction. Some 
interest is shown in February tonnage for coal to West Italy, 
on which shippers are offering $2.80 to $2.85 a ton. Several 
inquiries are in the market for coal to the River Plate at $3.75 
to $4.a ton. Owners are asking $4.25 to $4.50 to the River Plate 
because of the difficulty of getting outward cargoes there. The 
strength in the trades from the East Coast of South America, 
80 noticeable several weeks ago, has practically disappeared, 
due to the small wheat crops and the poor quality of the grain. 

The trans-Atlantic sugar trade has turned dull. Vessels are 
offered freely at 18s to 17s 6d a ton without arousing interest. 
Immediate requirements of shippers seem to have been filled. 
Demand for lumber space from Pacific Coast ports to the 
Atlantic, and also from the Gulf to South America, is strong. 
Rates are firm at a high level and no diminution in requirements 
is in sight. 

The threatened collapse of the U. S. Intercoastal Conference 
has been averted and unified action of the principal lines in the 
trade is assured. This does not mean, however, that a period of 
lower rates in the westbound traffic is not at hand. There is 
reason to believe that, while no rate war is in prospect, the 
competition of non-member lines will force definitely lower fig- 
ures On a number of important commodities, regardless of the 
efforts of the conference. 

Members of the conference, comprising the strongest lines 
in the trade, managed to maintain stabilized rates for a con- 
siderable period, despite substantial non-conference competition, 
— tramp vessels began to come around from the Pacific with 
= cargoes, and to cut rates in order to get return shipments. 
the onterence could not maintain its tariff, and three lines, 
=. merican Hawaiian, Panama Pacific, and United American, 
ithdrew to have a free hand in meeting competition. 

Shipping Board commissioners O’Connor, Teller, Walsh, and 
ae stepped in as peacemakers. They issued a subtle 
Seat by calling the attention of the steamship lines to 
if sls of the merchant marine act. This law specifies that, 
sine ines reduce rates with the purpose of driving out com- 

ion, they shall not thereafter be allowed to increase rates 
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when the competition has disappeared. The effect of this re- 
minder was immediate. 

Seven of the members, including the three that had pre- 
viously withdrawn, signed the new agreement to run until the 
first of the year. The conference has now decided to invite 
non-conference lines to join the agreement. The disturbance 
in the intercoastal trade is temporary and will disappear when 
the boom in Florida lumber traffic subsides. 





Washington, D. C.—Chairman O’Connor and other members 
of the Shipping Board went to New York, this week, to confer, 
January 29, with representatives of steamship lines operating 
in the intercoastal trade which are not members of the inter- 
coastal steamship rate conference. The purpose of the visit to 
New York by the board members was to get the non-conference 
lines into the conference in the interest of stabilizing the inter- 
coastal rate situation. There are, at this time, approximately 
fourteen steamship lines operating in the trade and only six 
of them are members of the conference. 

Although some members of the board believe that, in the 
event the non-conference lines refuse to come into the inter. 
coastal rate conference, the board may exercise power under 
the shipping act and merchant marine act to force them into 
the conference, it is held in other quarters that the board is 
without authority to compel a steamship line to join a rate 
conference. 

Section 19 of the shipping act is held by some to give the 
board some control over the situation. The section reads as 
follows: 


That whenever a common carrier by water in interstate 
commerce reduces its rates on the carriage of any species of 
freight to or from competitive points below a fair and remuner- 
ative basis with the intent of driving out or otherwise injuring a 
competitive carrier by water, it shall not increase suca rates 
unless after hearing the board finds that such proposed increase 
rests upon changed conditions other than the elimination of said 
competition. 


The non-conference lines, according to information at the 
board, have not been observing the conference line rates, and 
it is argued that the board could act to meet that situation 
under section 19. The point is made, however, that a non- 
conference line could charge whatever rate it pleases and con- 
tinue to charge it without interference from the board which 
could step in, under section 19, only after an increase is proposed. 

Under the shipping act, intercoastal lines are required to 
file their maximum rates with the board but the maximum rates 
are not applied to traffic and so do not mean anything. As 
an illustration of the situation, the maximum rate on boots 
and shoes, boxed L. C. L., from north Atlantic ports to Pacific 
coast ports, is $5.735 a hundred pounds. The actual conference 
rate that has been in effect is $2. The all-rail rate is $5.16, 
or less than the maximum rate of $5.735. The maximum carload 
rate on drugs, medicines and chemicals, carload, from north 
Atlantic ports to Pacific coast ports, is $3.025 a hundred pounds. 
The actual conference rate that has been in effect is 90 cents. 
The all-rail rate is $2.10. The L. C. L. maximum rate on the 
same commodities, by water, is $4.165. The actual rate that 
has been in effect is $1.20. The all-rail rate is $3.75. 


It will be observed that the maximum intercoastal water 
rates quoted are higher than the all-rail rates. It is understood 
that the water lines, following the rail rate increases in August, 
1920, simply filed with the Shipping Board as their maximum 
rates the all-rail rates and have never changed them since that 
time. The rail rates have been reduced but the maxumum rates 
of the water lines have not been changed. 


The Shipping Board has approved the terms of the United 
States Intercoastal Conference agreement between the Amer- 
ican-Hawaiian Steamship Co., Argonaut Steamship Line, Dollar 
Steamship Line, Luckenbach Steamship Co., Inc., Munson-McCor- 
mick Line, Panama Pacific Line and the United American 
Line, Inc. 


O’CONNOR PUTS IT UP TO CONGRESS 


On the eve of Congressional consideration of President 
Coolidge’s budget recommendation that $13,900,000 be appro- 
priated for the next fiscal year for the operation of the govern- 
ment merchant marine, as against an appropriation of $24,000,000 
for the present fiscal year, Chairman O’Connor, of the Shipping 
Board, is circulating a pamphlet entitled “American Cargo for 
American Ships” in which he says it is from Congress that the 
merchant marine “will receive substantial aid or injury.” 


Chairman O’Connor sees a diminishing American merchant 
marine that will soon disappear from the seas unless Congress 
gives aid that is necessary to maintain adequate shipping 
services. 


Mr. O’Connor says Congress directed the Shipping Board 
to develop American commerce and American commerce only. 
He submits figures showing the amount of tonnage carried by 
American ships and makes the point that there are two classes 
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of cargo—cargo taking a high freight rate and cargo taking 
a low rate. 

“In 1923,” he says, “foreign ships in our commerce carried 
30 per cent more low priced import cargo than was carried in 
American ships. Of high-priced imports, however, foreign ships 
carried almost twice as much as was carried in American ships; 
and of high-priced export cargo foreign ships carried 60 per 
cent more than we did.” 

After giving similar figures for 1924, Mr. O’Connor says: 


Most of the profitable cargo, export or import, is carried 
between American ports on the north Atlantic and ports of the 
United Kingdom and Continental Europe. In this great and 
important field of shipping the United States must advance or the 
purpose of a world merchant marine is clearly defeated. Figures 
show clearly that whenever world cargo increases in volume the 
American ship carries a little less of the cream and a little more 
of the skimmed milk than it did before, the foreign ship carrying 
a little more of the cream and a little less of the unprofitable 
cargo. When a dock is piled high with cargo, the foreign ship 
takes the best, and says to America: “Here is a little stuff left 
that you can carry. We are loaded up with the better cargo.” 

There is plenty of world cargo to be carried, of that there 
is no doubt. In the carrying of some of this cargo there is a 
profit. In 1924, American ships carried between Atlantic ports 
and ports of the United Kingdom and Continental Europe twenty- 
four per cent of the export and import dry cargo. In the first six 
months of 1925, we carried only twenty-one per cent of the same 
kind of cargo. We lost twelve and one-half per cent of what 
we had. At this rate our retreat will be a rout, and in less than 
eight years the American fleet will not be seen in these great 
channels of commerce. The anticipation of Congress will become 
a bursted bubble and billions of dollars will have been spent in 
vain. A future historian may well say that in 1920 the United 
States of America ventured upon the ocean at enormous expense 
wy in 1935 (or earlier) admitted its failure and withdrew from 
the ocean. 


Chairman O’Connor submits figures which he says shows 
that in the first six months of 1925, in competition with foreign 
ships, “we lost 12 per cent of our high class import business 
and nearly 11 per cent of our high class export business in trade 
with the most important ports of the world.” 

“If we are going to stay in the world commerce, we must 
keep the trade routes which we have established between ports 
where profitable commerce exists,” says he. 

“In our efforts to build up a world commerce and to carry 
under the American flag the greater part of that commerce, we 
are not meeting with that success for which we hope and which 
we believe should be and can be maintained. As a matter of 
fact, in our conflict for ocean trade we are in retreat.” 

Frequent and regular services are required to meet the 
demands of shippers, the chairman says, adding that in response 
to a circular sent out last year shippers said they would use 
American ships if the board could maintain regularity of service. 
Shortly after that, he continues, the number of ships in oper- 
ation was reduced and the service generally curtailed, because 
“we could not see our way clear to meet the expenses of the 
then existing service if it was further continued.” As a result, 
many shippers who would have used board vessels were unable 
to do so without suffering a business disadvantage, he says. 

Chairman O’Connor then discusses criticism of the board, 
attributing the source of such criticism to foreign competitors. 
Poison is concocted in foreign lands and sent to this country 
for publication in American newspapers, located for the most 
part on the Atlantic seaboard, he says. Many of these news- 
papers have derived a great profit for many years from adver- 
tising given them by foreign shipping companies and marine 
insurance companies, he says. 

“The most poisonous word employed by our critics in a 
discussion of the United States Shipping Board and its admin- 
istration of our merchant marine policy is the word ‘loss,’” says 
he, arguing that the money appropriated to meet the “cost” 
of the merchant marine is not a “loss.” 


“The United States as a whole, through its legislative agent, 
the Congress, and through its executive agent, at present the 
Shipping Board, should absorb as a cost item (and do it cheer- 
fully) the annual appropriation required for ship operation,” 
says Mr. O’Connor. 

“I hope that this year will be a turning point in the fortunes 
of our merchant marine and I believe that the Congress by its 
action can stop our present retreat. We cannot stand still. 
We will be routed or we shall assure to ourselves a victory.” 

Declaring that the form of help to be given the merchant 
marine is a job for statesmen and not for the Shipping Board, 
Mr. O’Connor says, adding that if “subsidy” is offensive, let us 
use the word “help.” 

“I am well aware that the fortunes of the American mer- 
chant marine are primarily in the hands of the Congress and 
from the Congress the merchant marine will receive substantial 
aid or injury,” he says in conclusion. 


BRITISH USE OWN SHIPS 


Chairman O’Connor, of the Shipping Board, gave out, Janu- 
ary 25, a copy of a letter which the London agents of an Ameri- 
can-owned steamship line received from a British merchant. 
The letter follows: 


Dear Sirs—In reply to your letters of the 18th and 29th ult. On 
no consideration whatever will my customers or myself receive any 
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goods that are shipped by other steamers than British, especially 
from the U. S. A. 

To enable us to pay the pound of flesh and blood which the U. g, 
A. demands from _us, we must do our best to support British ships. 
Yours faithfully, Wm. H. Bankier. 


Mr. O’Connor said it was “certainly to be hoped that the day 
will soon come when the American exporters and importers wil] 
give to the American merchant marine that fine business loyalty 
which the writer of the above letter gives to the British mer. 
chant marine.” 

Mr. O’Connor further stated that the Shipping Board had 
been for a long time aware of the conditions reflected in the 
letter, but that he had never before seen a concrete statement 
that seemed to reflect so clearly the attitude of a large number 
of foreign exporters and importers. 


PANAMA CANAL REVENUE 


Commercial transits through the Panama Canal in 1925 to. 
taled 4,774 and the total tolls collected amounted to $21,380. 
759.70, as compared with 4,893 transits and $22,809,416.34 in tolls 
for the calendar year 1924, according to the Panama Canal Rec- 
ord. The total number of commercial transits since the opening 
of the canal to the close of business, December 31, 1925, aggre. 
gated 32,179, on which tolls of $130,162,497.67 were collected, 
In December, 462 commercial vessels transited the canal, on 
which tolls of $2,111,896.53 were collected. The month of De. 
cember was one of the best in the history of the canal, the 
Record said. 


OPERATION OF PALMETTO LINE 


T. V. O’Connor, chairman of the Shipping Board, has issued 
the following statement: 


That there may be no question in any shipper’s mind as to 
the permanency of the service now maintained by the Palmetto 
Line through its agent, the Carolina Company, the Shipping Board 
reaffirmed its determination to continue its service from South 
Atlantic ports to the United Kingdom continent. It was the Ship- 
ping Board which established regular sailings for the benefit of 
this section of the country. The benefits which shippers have 
received, as a result of this American service, are well known. 
It is for the Americans in that section of the country to show 
their appreciation of this service by supporting it, so as to justify 
further improvements in the Palmetto Line. It is for citizens of 
this section of the country to show whether they prefer to patron- 
ize foreign owned ships which are merely chartered to local com- 
panies, or American ships owned by their own people. 


PARCEL POST REGULATIONS 


The Post Office Department has announced establishment 
of insured parcel post service with Newfoundland and new regu- 
lations as to indemnity for lost registered mail exchanged with 
Newfoundland. The following has been issued by W. Irving 
Glover, second assistant Postmaster-General: 


Effective at once, the following transit rates will apply with re- 
spect to parcels addressed for delivery in the Federated Malay States: 
1 be 4 3 pounds, 36 cents; 4 to 7 pounds, 48 cents; 8 to 11 pounds, 60 
cents. 

The postage and transit charges must be prepaid by postage 
stamps affixed to parcels at time of mailing. 

The above modifies the transit rates as shown under the item 
“Federated Malay States’? on page 202 of the annual Postal Guide 
for 1925 and on page 59 of the October supplement to the above- 
mentioned annual guide. 


The Post Office Department has issued the following notices 
with respect to parcel-post regulations: 


Chile having ratified the Pan American Postal Union Parcel 
Post Convention of Buenos Aires, concluded at Buenos Aires on 
September 15, 1921, the provisions of the said convention become 
effective on February 1, 1926, with respect to parcel-post mails 
destined for that country. 

It is desired to invite special attention to the fact that there 
will be no change in the postage rate applicable to parcel-post 
packages for Chile, which remains 14 cents a pound or fraction 
thereof, but the weight limit for such packages is increased to 
22 pounds. 

Effective at once, unregistered parcel-post packages addressed 
for delivery in Albania will be subject to a transit charge of 
15 cents per parcel, regardless of weight (the maximum weight 
limit per parcel being 11 pounds), in addition to the postage rate 
of 14 cents a pound or fraction of a pound, both transit charge 
and postage rate to be prepaid at time of mailing by postage 
stamps affixed to the parcel. 

The above modifies the item “Albania,” appearing on page 
199 of the annual Postal Guide for 1925, and on page 31 of the 
October supplement to the above-mentioned annual guide. 

Information has been received that, effective at once, cotton, 
cottonseed, cotton plants, or any parts thereof, are prohibited im- 
portation into Turkey. 

Cleaned cottonseeds addressed to the agricultural administra- 
tion, as well as cotton prepared for medical use, are excepted 
from this prohibition. 

The above supersedes the information relative to cotton 4s 
shown under the item “Turkey in Europe-Turkey in Asia,” appear 
ing on page 250 of the annual Postal Guide for 1925. 

This office is in receipt of letters from the postal administra- 
tions of France and British India to the effect that parcel-post 
packages destined for delivery in British India, Syria, and Lebanon 
are being received in those countries with the contents damaged, 
— to the improper: method of packing employed by the 
mailers. 

Postmasters will see to it in the future that all parcel-post 
packages addressed for delivery in foreign countries are packe 
in accordance with the regulations as set forth in section 203, 
on pages 253 and 254, and section 214, on page 255, of the Annual 
Postal Guide for 1925, in order that their safe transmission t0 
destination may be assured. 
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c. N. Uhl has been placed in charge of a newly opened 
transportation division of the Braender Rubber and Tire Com- 
pany, Incorporated, Rutherford, N. J. The new division is a 
part of the sales organization and will devote its attention to the 
motor, bus, truck, and taxi industries. 

W. M. Penick has been made assistant traffic manager of 
the Fruit Dispatch Company, New Orleans. 

E. A. Phillips has been appointed traffic manager of the 
Merchants’ Warehouse and Distributing Company, Chicago. 

J. P. Houston has been made commercial agent of the IIli- 
nois Central at Dubuque, Ia. M. T. Steiner has been appointed 
traveling freight and passenger agent at Fort Dodge. 

W. E. Mattox has been appointed assistant general freight 
agent of the Wabash at St. Louis. C. N. Richards has been 
made chief of tariff bureau. 

Cc. C. Proctor has been appointed special traffic representa: 
tive of the Missouri & North Arkansas. 

H. V. Wilmot, formerly district passenger agent at Chicago 
of the Northern Pacific, has been appointed in charge of the 
organized business department at St. Paul. G. W. Rodine has 
been made assistant general agent at Chicago. 

Frederick M. Dolan, who has been an attorney and an ex- 
aminer on the Commission’s staff since December 31, 1919, has 
resigned to practice law, in Washington in association with 
Charles C. McChord. Mr. Dolan, while in the service of the 
Commission as an attorney and an examiner, was continuously 
on the staff of Mr. McChord while the latter was a commissioner. 

A. Stuard Young, attorney-examiner and chief, section of 
securities, Bureau of Finance, of the Commission, has resigned 
and become associated, in the general practice of law, with 
Stimson, Dorr & Bronson, in Washington. 

D. T. Lawrence, formerly general freight agent, at’ New 
York, of the D. L. & W., has been appointed chairman of the 
official classification committee to succeed Frank Smith, who 
died recently. 


DOINGS OF THE TRAFFIC CLUBS 


The Lansing Traffic Club will hold its annual banquet Feb- 
ruary 23. 











The Traffic Club of Atlanta met in the Rainbow Room, the 
Ansley Hotel, January 25. B.S. Barker, executive vice-president 
of the Atlanta Chamber of Commerce, was the speaker. 





The Los Angeles Transportation Club met at luncheon, 
January 25. The meeting was designated “Enthusiasm Day.” 





The Women’s Traffic Club of Los Angeles met January 20. 
E. M. Wilson, general agent of the Dollar Line, Los Angeles, 
took the members on a tour of the principal cities of China, 
Japan, and the Philippine Islands. Marye Shannon-Harrington, 
psychologist and lecturer, spoke on “Woman” and “Your Great- 
est Asset—Personality.” Myrtle Cranch, the American-Hawaiian 
8. S. Company, has been elected secretary-treasurer, succeeding 
Mary Leffler, resigned. 





The Traffic Club of Denver, January 22, adopted a resolution 
opposing the Gooding bill and any legislation of a similar nature. 
The resolution was as follows: 


Whereas, legislation dealing with transportation matters, now 
Pending before Congress, such legislation being identified by H. R. 
4530, H. R. 5211, H. R. 6519 and S. 575, all of which proposes amend- 
ing the present 4th Section of the interstate commerce act, and 

Where as, Through consideration of such legislation convinces us 
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that the passage of same would be to seriously injure the commercial 
and transportation progress of Denver, and 
hereas, Such legislation would hamper the development of our 

city in a commercial, industrial and transportation sense, and 

Whereas, Such legislation does not provide for the according of 
any relief in the matter of transportation charges to Denver, but if 
—— into law would undoubtedly work out to the serious dis- 
advantage of our city, it is therefore 

Resolved, That the Traffic Club of Denver, urge upon our repre- 
sentatives in Congress that the passage of any or all of this legis- 
lation should be vigorously opposed. 





The Junior Traffic Club of St. Louis was organized at a 
meeting in the St. Louis Central Library, January 22. There 
were about thirty representatives of railroads and industries 
present. J. R. Spitznagel was elected temporary chairman and 
constitutional and membership committees were appointed. 





The Junior Traffic Club of Chicago will hold its second an- 
nual dinner in the rooms of the Traffic Club of Chicago, Febru- 
ary 4. The speakers will be Kenneth F. Burgess, general solici- 
tor, the Burlington, and Robert C. Ross, general traffic manager, 
Joseph T. Ryerson & Sons, Inc. J. E. Paulen, assistant traffic 
manager of the Acme Steel Company, has been elected secretary 
to succeed E. C. Hansen, resigned. 





The Traffic Club of St. Louis will hold its fourth annual 


“Lincoln’s Birthday” party and dinner dance at the City Club, 
February 9. 





The Milwaukee Traffic Club will hold its annual meeting, 
February 6, at the Hotel Pfister. 





The Traffic Club of Erie has elected the following officers: 


WE STORE AND DISTRIBUTE 


For the Great Calumet District 


General Merchandise, Furniture 
and Cold Storage 
The Great Lakes Warehouse Corp. 


Telephone Hammond 3780 HAMMOND, INDIANA 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


DENVER, COLORADO | 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 





Merchandise Storage and Pool Car 
gegettevor Distribution cma 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


PORTLAND, OREGON 


COLONIAL WAREHOUSE & TRANSFER C0. 


STORAGE AND DISTRIBUTION 
FREE MERCHANDISE BONDED 


Serving many large National Distributors 474 Everett St., or 
Write or wire us for information and rates 13th and Everett Sts. 
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President, E. S. Manchester, division freight agent, the Nickel 
Plate; vice-president, J. D. Sterrett, secretary-treasurer, the 
Standard Sawmill Machine Company; treasurer, O. L. Fleeger, 
agent, Bessemer & Lake Erie; and secretary, M. W. Eismann, 
traffic manager, the Manufacturers’ Association of Erie. Four 
governors were elected, for terms of three years as follows: 
J. D. Sterrett, M. J. Devine, W. J. Lochbaum and H. O. Schmitz. 
The club will hold its annual banquet March 18. 





The Traffic Club of Detroit will hold its second annual din- 
ner at the Hotel Statler, February 29. 





The annual dinner of the Kansas City Traffic Club, the eve- 
ning of January 21, was an elaborate affair. There were nearly 
600 persons at table. The program, as published, was adhered 
to, but there were many surprises incident to the installation of 
the new president, Fred Sobotta, succeeding C. W. Miller, who 
presided and to whom was presented a breakfast set as a token 
of appreciation. To Mr. Sobotta, who is a bachelor, was pre- 
sented a beautiful young girl, alive, but he did not seem to 
know exactly what to do with her, and there was much fun at 
his expense. He is district representative of the Pennsylvania 
Railroad at Kansas City. His office force presented him with 
a huge bouquet of flowers. 





The necessity for the railroads of Canada to readjust their 
operating schedules to meet with the altered conditions of the 
local transportation service brought about by the competition 
created by the motor bus and truck was emphasized by A. E. 
Warren, general manager of the Central Region, Canadian Na- 
tional Railways, in an address to the Toronto Transportation 
Club. Mr. Warren outlined the history of transportation from 
its crude inceptions of the waterways craft and Great Lakes 
sloop down through the period of the stage coach, the wood- 
burners of the first days of railroading, to the advent of the 
iron monarchs of the rail of today and radial electric lines. 
He spoke, in part’, as follows: 

a 

The autobus and auto truck are undoubtedly here to stay. What 
will be their ratio of activities on the future is almost impossible 
to visualize, but I think that we can take it for granted that for cer- 
tain transportation within certain areas, it will be a most important 
factor. Therefore, it immediately becomes apparent to those who 
in any way study the transportation situation that the only way 
the steam roads can partially stem the losses brought about by this 
keen competition is by eliminating from its activities to a large ex- 
tent the service which is entirely competitive with the motor bus 
and auto truck. While this action may not be received with every 
enthusiasm by the public, the condition must be met, and no person 


is justified in demanding from the railways a service that is known 
to be unprofitable. 





The Traffic Club of Minneapolis held a “Griddle Cake Din- 
ner” January 29. 





The Traffic Club of Philadelphia will hold its annual meet- 
ing at the Bellevue-Stratford, February 8. 





The Transportation Club of Louisville will hold its annual 
business meeting and election of officers in the recreation rooms 
of the Standard Sanitary Manufacturing Company, February 9. 
An old-fashioned turkey dinner will be served in the cafeteria, 
followed by the business session. After that there will be a 
program of talks, music, vaudeville, and boxing. James J. 
Donohue, general claims attorney, the L. & N., will speak on 
“A Little Bit of This an’ That.” 





The Transportation Club of St. Paul held its annual elec- 
tion January 19. The following were elected: President, Her- 
man Mueller, traffic manager, the St. Paul Association; vice- 
presidents, A. J. Dickinson, passenger traffic manager, the Great 
Northern, and E. J. McMonigal, traffic manager, the Twin City 
Brick Company; treasurer, R. B. Hudenpohl, traffic manager, 
the Ballard Transfer & Storage Company; secretary, C. A. Lig- 
gett, service agent, St. Paul Association. The following direc- 
tors were elected for two years: H. H. Manthei, secretary 
Central Warehouse Company; S. W. Grant, credit manager, J. T. 
McMillan Company, and G. R. Martin, vice-president, the Great 
Northern. The club met at luncheon, January 26. Harry Bur- 
tis spoke on “Art of Effective Speaking.” 





The Transportation Club of Evansville held its first dinner 
meeting of the year, January 20, in the Chamber of Commerce 
dining room. There was a musical and vaudeville program. 
The club will give its annual play in March and hold its minstrel 
and ladies’ night in April. The club considered the resolution 
pertaining to regulation of motor vehicles adopted by the As- 
sociated Traffic Clubs of America at Louisville, and decided to 
withhold action indefinitely. 





The Indianapolis Traffic Club held its sixteenth annual din- 
ner and dance in the roof garden of the Severin Hotel, January 
19. Railroad officials from Chicago, Toledo, Cincinnati, and 
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Louisville were guests. The principal speaker was Homer Me. 
Kee, of the Homer McKee Company, Inc., who told of th, 
importance of Indianapolis, speaking on the subject, “The Hyp 
of America.” 





The Traffic Club of Baltimore will hold its thirteenth annnq 
banquet at the Rennert Hotel, February 9. Senator C. C. Dill, 
from the state of Washington, will be the speaker. 





The Pacific Traffic Association, January 19, went on record 
as opposed to the resolution of the Associated Traffic Clubs of 
America with regard to regulation of motor vehicles as adopted 
at the Louisville meeting. It was expressed as the opinion of 
the association that some form of regulation should be adopted, 
though the form it should take was not suggested. A debate 
was held on the matter, G. H. Baker, chairman of the drayage 
and highway transportation committee, opposing the Associated 
Traffic Clubs’ resolution, and Professor Stuart Daggett, Uni. 
versity of California, and H. C. Hallmark defending the resolv. 
tion. Among the objections expressed was that the Commission 
was not properly equipped to handle the detail work that would 
arise in connection with motor truck regulation. Mr. Baker 
pointed out that, to date, no efficient plan had been devised in 
any state for the regulation of intrastate traffic and that it was 
doubly unlikely that the Commission could handle the problem 
of interstate traffic. D. M. Coulter, chairman of the classifica. 
tion committee, recommended that the association get behind 
a movement to promote a greater and more efficient use of the 
classification as a means of reducing transportation costs. He 
submitted the following report: 


I have been told that it is difficult, if not impossible to persuade 
shipping clerks to use the classification, but I can not agree with that 
decision. I believe that your shipping department should be the school 
room for your traffic department, and your shipping clerks elevated 
to freight claim and rate work when they have demonstrated their 
ability to use the classification properly. If shipping clerks were 
assured that proficiency in the use of the classification means ad- 
vancement, you would have no difficulty in obtaining able young men 
to occupy such positions, and you could be assured that they would 
proceed vigorously to gain the necessary knowledge and apply it 
to your business. 

The classification is not a difficult book to understand. The 
language is simple and direct and with few exceptions technicalities 
have been avoided. It is built on the best transportation brains in 
this country, namely, traffic managers of industries and transporta- 
tion companies, the Interstate Commerce Commission and the classi- 
fication committee. It is always abreast of the times. The shipping 
public would not permit it to be otherwise. 

An important cause of increased transportation cost is in the fact 
that classification requirements for containers, loading and bracing 
are not complied with, resulfing in the penalty of a higher freight 
rate. For example: Goods provided for in boxes are packed loose or 
in bundles or crates. Furthermore, Rule 41 is not referred to when 
pulpboard, fiberboard or corrugated strawboard boxes are used, as 
a result the boxes may not bear description of contents, or the weight 
limit may be exceeded or the sealing improperly performed and the 
result an increase of 20 per cent of the freight rate. All of this can 


be avoided by the use of common business principles in your shipping 
department. 





The Fort Wayne Transportation Club will hold its annual 
dinner February 2. Albert Stump, of Indianapolis, will speak 
on “Transportation and Progress.” There will be a musical and 
vaudeville program. 





e 
The Traffic Club of New York will hold its nineteenth an- 
nual dinner at the Commodore, February 20. 





The Traffic Club of Pittsburgh will hold its annual dinner 
March 4. 





The Cleveland Freight Traffic Association held its first 
smoker and stunt night January 22. A sketch was presented, 
burlesquing the business of selling transportation. There was 
also a program of music. 





The Grand Rapids Traffic Club has announced details of its 
annual banquet, to be held at the Pantlind Hotel, February 4. 
The invocation will be delivered by the Rev. Dean Jackson, the 
address of welcome by Mayor E. E. Swarthout, the response 
by L. H. Bierce, and the speaker of the evening will be Henry 
A. Palmer. 





The Traffic Club of St. Louis will hold a luncheon and 
meeting February 1. Judge W. H. Killoren, of the circuit court, 
will be the speaker. 





The Cincinnati Traffic Club will hold its annual dinner and 
election of officers at the Hotel Sinton February 15. George 4 
Blair, general traffic manager of Wilson and Company, Chicag0, 
will be the speaker. There will be a musical program. 





NEW COURSE IN TRAFFIC LAW 
The College of Advanced Traffic, Chicago, has inaugurated 4 
new course in specialized traffic law and practice designed t0 
furnish additional practical instruction in the more complet 
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phases of the legal problems of transportation, such as the 
prosecution and defense of Interstate Commerce Commission 
cases, formal and informal complaints, shortened and modified 
procedure, and, as well, instruction in all phases of the interstate 
commerce act. The course is also intended to acquaint the 
student with loss and damage claim procedure and technical 
tariff interpretation. 

Because of the advanced nature of the course, according 
to the announcement of the College of Advanced Traffic, the 
enrollment will be limited. Only those who are graduates of 
the college’s course in practical traffic management, or who have 
a corresponding knowledge of or training in traffic work, will be 
allowed to enter the course. A statement, with relation to the 


new course, by President G. E. Rautenberg, of the College, is as 
follows: 


It has always been our desire to assist materially in elevating 
the ethics of our calling and to hasten the time when the traffic 
profession will be on a par with such other professions as law 
or medicine. The course in traffic law’ and practice is designed 
for the railroad and industrial traffic executive or semi-executive, 
rate expert, and lawyer who desires to specialize in the advanced 
phases of traffic and who desires to gain a thorough working 
knowledge of traffic law and procedure. 


ATLANTA FREIGHT BUREAU BANQUET 


The Atlanta Freight Bureau held its twenty-fourth annual 
banquet at the Biltmore Hotel January 29. Former United 
States Senator Hoke Smith was the speaker. Officers of the 
bureau reviewed its activities of the last year in the matter of 


rate adjustments and the handling of other transportation 
problems. 


ST. LOUIS SHIPPERS’ CONFERENCE 


The St. Louis Shippers’ Conference Association was formed 
at a meeting of representatives of St. Louis industries January 
5. The object of the organization is to work for the general 
good of the traffic and transportation situation of the city of 
St. Louis and its immediate surrounding territory. 


MID-YEAR CLASSES AT LA SALLE 


Mid-year classes in traffic management, at the resident school 
of traffic management, La Salle Extension University, will begin, 
February 2, at 7 p. m. There will be courses in management 
from the industrial and railroad angles offered, as well as from 
the point of view of Canadian management. There will also be 
courses in freight services of all kinds, rates and tariffs, and 
legal phases of transportation. 


DETROIT SHIPPERS’ CONFERENCE 


The Detroit District Shippers’ Conference of the Detroit 
Board of Commerce was formed at a meeting of one hundred 
traffic representatives of industrial concerns, January 20. The 
announced object of this organization is to discuss and inter- 
change ideas concerning traffic and transportation matters and, 
by publicity, conference, and other means, to promote the inter- 
ests of its members taking united action in local transportation 
problems affecting them. Meetings will be held, according to 
the announcement, the first Tuesday of each month. The fol- 
lowing officers have been elected: President, C. A. Sullivan, 
traffic director, the Fisher Body Corporation; vice-president, W. 
S. Crowl, traffic manager, Lee & Cady; and secretary, H. D. 


Fenske, of the traffic and transportation department, the Detroit 
Board of Commerce. 


NIAGARA FRONTIER I. T. L. ELECTION 


The Niagara Frontier Industrial Traffic League elected the 
following officers at its seventh annual meeting: President, L. J. 
Bork; vice-presidents, H. J. Bryant, I. L. Behling and F. M. 
Renshaw; secretary, F. C. Hickey; and treasurer, F. E. Judson. 


Directors elected were H. E. Burber, J. P. Daly, Henry Adema 
and J. B. Stephens. 





CANADIAN BOARD ORDERS 


The Board of Railway Commissioners has ordered that the 
time within which the requirements of General Order No. 425, 
as to amendments to tariffs on high explosives, shall be put 
into effect be extended until the evening of February 3, on the 
understanding that the railways desire to make further submis- 
sions on questions of law and fact for the consideration of the 
board at its sittings at Ottawa on February 2. 

The board has also passed the following orders: 

Authorizing Canadian National Railway to open for traffic 
that portion of its Pine Falls branch from connection with Vic- 
toria Station Beach subdivision, mileage 48, Beaconia, Man., 
easterly to Pine Falls, 19.5 miles, also north leg of wye at junc- 
tion at Beaconia. 

Directing that establishment of zone “A” rates on the Do- 
minion Express Company’s line between Sudbury and Sault Ste. 
Marie may be made effective upon five days’ notice and that the 
indication of advances and reductions by means of symbols may 
be omitted from said schedule. 
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CANADIAN CAR LOADING 


Car loadings for the week ended January 16 continued to 
recover from the holiday depression, being 2,234 cars over the 
previous week. Grain loading decreased 1,586 cars, and cog] 
also was lighter, but lumber, pulpwood, pulp and paper, ang 
other forest products all increased. Merchandise increased 434 
cars, and miscellaneous freight 1,154 cars. Compared with the 
corresponding week in 1925, total loadings increased 4,405 Cars, 
the increase in grain being 2,568 cars, pulp and paper, 772 cars, 
and merchandise, 732 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


-—For the Week End 
in. 18 en, 8 ee 









































Commodities 1926 1926 1925 
Grain and Grain Products......... seceees ae 2,385 2,039 
Live Stock........ womens oie vieeweiemewies o6ee 899 977 1,133 

ME cusaleeecineeceseseedamenatese Veer ee 3,127 2,531 
BE £bccabaacdsrubemeuns Sessions saepcnare . 344 484 284 
ON a ceaeses wiiaelow aon 2,159 1,693 1,928 
ae Sa winle-cbrerns eecaeeecs —aaeee 2,717 3,938 
8 aa re ree 2,425 2,282 1,764 
RPUOE PWPOGG SC TOGMCONs 66 cccciccccceccecces 1,958 1,379 1,670 

RO EEE OE ey PE Porn 746 687 670 
eS Ba CN Badiss occ coccescdowesioes 10,537 10,030 10,103 
Bo BRE REPRE er ,150 7,075 8,503 

eg ee ee ee 36,757 32,836 34,563 

Total Cars Received from Connections 30,838 27,086 30,438 

WESTERN CANADA 
Grain and Grain Products........... voece “Sees 8,476 4,568 
Live Stock 1,500 1,340 

_ SRS EO SAS a ees 3,036 3,947 
I ararccerews cmruasebrarereseor 30 31 
NEE .nowa-csancaciaas 566 717 
Pulpwood 359 391 
Pulp O8@ Pape? scccccc OC b Uae en CEwbe OWS Ges 277 289 166 
Other Forest Products...... toraredee vcsse eee 1,021 1,150 
a POM a MRI We ori weeeew ebieeceleneein 722 639 500 
Bercunmdins. 1s C, La. cccccccccccss ieaieleales 3,542 3,615 3,244 
NI gio '6. eth asainse si bs 0's<6-<cOreimsciw. oie é/acocarens 2,271 2,192 1,771 

OGRE GHD: SMOG 6 occicccccescecsccses 20,036 21,723 17,825 

Total Cars Received from Connections 2,706 2,483 2,991 

TOTAL FOR CANADA 

Grain and Grain Products 10,861 6,607 
Ve Lee eeavewe nee 417 2,473 
SERRE: Westomeweewas 6,163 6,478 
MN a: hc. vipaide bide ud cele orewieeaeseas 514 315 
AS RRR ea Re woken eee 2,259 2,645 
eo ee ogee ae 3,07 4,329 
Co RRO 2,571 1,930 
Other Forest Products......ccccccccsccces 2,400 2,820 
2 Ee 1,326 1,170 
PESTOUOMOING, Ta. ©. Bas ccccccccsiéicceesecs 13,645 13,347 
PUM occa intr cyebcirbiciencce ohtinceieute 9,267 10,274 

WOU Came BORGO. ci viivccsinvscvenes- 56,793 54,559 52,388 

Total Cars Received from Connections 33,544 29,569 33,429 

CUMULATIVE TOTALS TO DATE 
1926 1925 

Grain and Grain Products............ oe 20,136 12,418 
ESVG GlOCK....ccccciccsce Pee weubeuaanmecacts 4,620 5,606 
EE viene cuuasiewnved ar aNenaciarieoora aieGietasionse 12,092 14,116 
Ree cb tedsces csc aeas wingers Wideige ete 904 632 
DEED cemreuennnantent eaheoswels bungnuenies 5,159 5,190 
Pulpwood .....cceces AOR: eetevensas 7,113 7,394 
Pulp and Paper........ Db citatuccmtanih RS 5,273 3,962 
Other Forest Products...... rarer g aare aca a 5,849 5,066 
__, Eye ee AeA 2.794 2,240 
SE, Ba, Gh Besccctvceccseeseseseve 27,724 26,085 
PON i. siicivgvadserccteeseecaneses 19,688 19,657 

Wotal Care LOAaGOd, ¢oc6.6656s6sccsacees 111,352 102,366 

Total Cars Received from Connections 63,118 63,382 





ATTACK ON THORNTON 


The Traffic World Ottawa Bureau 


Sir Henry Thornton was made the subject of prolonged at: 
tack and defense in the Canadian House of Commons January 
25 in a discussion on the carrying of coal from Nova Scotia to 
the upper provinces. In order to provide work for the coal 
miners in Cape Breton, who are in distress as an aftermath of 
a strike lasting five months, President Thornton was asked to 
transport coal to Montreal at a specially low rate of about $ 
a ton, which he refused to do, at the expense of the Canadian 
National Railways. He was also asked, and promised, to take 
120,000 tons of banked coal to assist in providing work. It was 
stated that he had agreed to do this, but the promise had not 
been carried out. : al 

“We have taken the matter up with the Canadian —_ 
Railways,” said Mr. McDougall, member for Inverness, “4! 
Sir Henry Thornton turned the proposition (low freight rate) 
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FOR 


50 CENTS 


You can get an authoritative 
up-to-date book, on any 
one of the following 

vital subjects: 















Diversion and 
Reconsignment 


Demurrage Tariffs 
Freight Routing 


Personnel of Freight 
Traffic Departments 


Transit Services 
and Privileges 


Each one written by an authority, 
and each one substantially bound in 
heavy boards, of a size conveniently 
to fit the pocket. 


Or, if you wish two, you may 
have them for seventy-five cents; 
three or more for thirty-five cents 
each, postpaid. 

Don’t judge by the price. Try 
one and see. Or let us send you a 
Prospectus. 


THE TRAFFIC SERVICE CORPORATION 


Merchandise Department 
418 So. Market St., Chicago, III. 


THE TRAFFIC WORLD 321 

















s United American , 
, Lines , 
INTERCOASTAL SERVICE 


Regular Fortnightly Sailings of Cargo Steamers 


to 
Los Angeles Harbor, San Francisco, 
Oakland, Portland and Seattle 





























From From From 

New York Baltimore Savannah 
I cae. '6'sxbsa biplaiewreicioe-ae Feb. 2 
ll, eee Feb. 2 Feb. 12 Feb. 16 
RES eae ey Feb. 20 Feb. 26 Mar. 2 
IE Tics: 00 reson -o reese Mar. 6 Mar. 12 Mar. 16 
iii. ia.o 535 4o ae -eiwia'e Mar. 20 Mar. 26 Mar. 30 
go: SO eee Apr. 3 Apr. 9 Apr. 13 
EASTERN KNIGHT......... Apr. 17 Apr. 23 Apr. 27 
MONTICELLO............... May 1 May 7 May i1 
rer May 15 May 21 May 25 





Pier No: 9, B. & R. R., Locust Point, Baltimore, Md. 
Pier No. 6, New York Docks, Brooklyn, N. Y. 


A dependable service at differential rates 


Goods for Hawaiian Islands trans-shipped at Los Angeles Harbor 
without rehandling rn carrier loads at same wharf) by 
the fast passenger steamers the 

LOS ANGELES ‘STEAMSHIP COMPANY 
with which excellent connections are made. 















Joint Service with 


ma HAMBURG-AMERICAN LINE 


Passenger and Cargo Steamers 







NEW YORK TO HAMBURG 
















MONTPELIER ......... Feb. 6 {DEUTSCHLAND ...... 

WESTPHALIA ........ Feb. 11 tCLEVELAND ......... Mar. 11 
+ALBERT BALLIN..... Feb. 16 MONTPELIER ........ Mar. 18 
*THURINGIA ......... Feb. 25 *WESTPHALIA ....... Mar. 25 


{Refrigerator accommodations. *Via Boston 
Steamers sail from Pier 86, North River, Foot of West 46th St. 
PHILADELPHIA TO BREMEN AND HAMBURG 
LEGIE (via Baltimore and Hampton Roads)............... Jan. 30 
BALTIMORE TO BREMEN AND HAMBURG 
LEGIE (via Hampton Roads)......ccccccccccccccccsvcccecs 

















NORFOLK AND NEWPORT NEWS TO BREMEN 
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ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 
ANTWERP AND UNITED KINGDOM 


















Through bills of lading via Hamburg to LONDON, HULL, LEITH, 
DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 











General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 











CHICAGO... .ccccccccese 327 8. La Salle St., Phone Wabash 4891 
ie BRANCH OFFICES: 

i604 6. neve seeodenenneeeae 4038 Jenkins Arcade Bldg. 

INI 66's 61010 -0:0:sic-ccsewasedecuwewsaweies 1003 Rockefeller Bidg. 
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down flat. I do not know whether Sir Henry Thornton, placed 
as he is in a position where he has a meal ticket worth about 
$65,000 a year, can adequately sympathize with miners who have 
no employment of any kind and with their families, who have 
no meal tickets at all; but it seems to me that, in order to pre- 
vent these people from starving, the Canadian National Railways 
should make these concessions.” 

After further attacks, largely of a personal nature, on Sir 
Henry by members of the Conservative opposition, members of 
the government, of the Progressive, and of the Labor parties, 
came to his defense. Dr. King, Minister of Public Works, said: 


Why should we establish a very dangerous precedent and provide 
in the present situation for the Canadian National Railways to carry 
this coal from Sydney to Montreal at a loss? (It had been urged 
that for the distance of 986 miles, the coal should be hauled for $3.25 
a ton, as against the regular rate of $4.50). If we do so, there is 
no reason why some other industry which is struggling should not 
come to the government and ask that the Canadian National Rail- 
ways be directed to carry its particular products at cost or below 
cost. If that is to be the treatment meted out to the Canadian 
National Railways, then the Lord help those railways. 


Dr. Meigen, leader of the opposition, pointed out that cars 
at this season of the year go down at least to St. John in large 
numbers filled, and come back empty, and that, on the other 
hand, the company claims it would lose money at the rate sug- 
gested. “Well, which is right,” he commented, “no one but a 
railway man can say. I do not urge that it is the duty of the 
government to take the management by the scruff of the neck 
and say to them: ‘You must transport coal for such a rate per 
ton.’ But I do say this, that when the difference is small, when 
it amounts to only a small proportion of the amount large num- 
bers of wage-earners would get as a reward of their toil, then 
it is certainly the duty of the government to see whether it is 
enough or not.” 


Mr. Church, a rather radical member from Toronto, who 
has been urging for some time that Canada stop all purchase of 
coal from the United States, and apply a high protectionist policy 
to coal, said: 


I sympathize with the people of the Maritime Provinces, because 
contracts and subsidies secured for the National Transcontinental 
Railway have been considered as scraps of paper by Sir Henry 
Thornton and the Railway Commission. If Sir Henry Thornton 
would rise to the occasion and buy his coal and operate his railway 
with coal from Cape Breton instead of getting his coal from the 
American coal barons, Canada would greatly benefit. If he is the 
great business man he is supposed to be, he could help solve this 
problem by giving better freight rates and assist in bringing about 
a national coal supply. When I bring my bill tomorrow before the 
house I will show how it can be done. Sir Henry Thornton is quoting 
favorable passenger rates to Chicago and as far west as Nebraska, 
and the people of Toronto are paying double those rates for travelling 
one-third the distance. The same condition exists with respect to 
freight rates. The National railway is being Americanized. Why 
should our grain be shipped at cheap rates through United States 
channels in order to build up elevators in American cities? Here 
we have the spectacle of the head of the Canadian National Rail- 
ways side-tracking Nova Scotia to build up an all-American coal 
supply. During the months of February, March, June, July, and 
August thousands of empty freight cars are standing at the head 
of the lakes and elsewhere throughout the Canadian National system. 
These cars should be loaded with coal from the mines of Cape Breton 
and Alberta and sent through the country * * * Why should the 
Canadian National fritter away money on radios, golf courses, and 
various frills and fads? The people are tired of such expenditures. 
My suggestion to Sir Henry Thornton is that, instead of wasting 
time and money in such directions he should devote himself to the 
question of solving the problem regarding fuel. The National Rail- 
ways are able to quote cheap passenger rates to the people of St. 
Louis and Chicago, but you get no such rates when it comes to 
travelling from Toronto to Halifax or to Winnipeg. There is no 
equality of treatment in such a railway policy as that. Where is 
the Railway Commission that it does not bring Sir Henry to time 


and compel the granting of fair and equitable rates for the trans-- 


portation of coal? 


About the strongest defense of President Thornton came 
from a Labor member, generally called a “Red,” from Winnipeg 
—Mr. Heaps. He said it seemed that there was something 
radically wrong with the whole freight rate structure of Canada 
when it permitted one shipping freight from Liverpool, via Van- 
couver, as far east as Brandon, 120 miles west of Winnipeg, at 
a lower rate than one could ship direct from Liverpool to Win- 
nipeg; but that did not appear to be the main question. He said 
he wondered whether the troubles of the miners in Nova Scotia 
were not being used as a smoke-screen from behind which to 
attack Sir Henry Thornton. Said he: 


So far as Sir Henry Thornton and his management of the rail- 
way is concerned, instead of being attacked by hvnorable members 
in this house, he ought to have their full support in trying to bring 
the railway into a condition where, instead of being a liability, it 
will be an asset to Canada. I am not interested in Sir Henry Thorn- 
ton as an individual. I have never even seen him. But I am inter- 
ested in the fact that the people of Canada have a railway and 
they have got it not because they wanted to own it, but because 
of the failures and blunder of the management of various roads under 

rivate ownership * * * Sir Henry Thornton and the employes of 
he system cannot feel they have the confidence of the people if 
the management of the system is to be subject to attacks at all 
times in this house. The greatest trouble with Sir Henry Thornton 
today, in the opinion of some people, is that he has become too strong 
a competitor for the Canadian Pacific; and if, instead of achieving a 
considerable measuré of success in the position he now occupies, he 
had allowed the road to go from bad to worse, then not one word 
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would have been heard against him. Why should his name be b 

into the discussion? I think that one who manages a public "utility 
should be given a free hand. If he commits blunders or makes pond 
takes in the management of that utility it should be the first duty of 
this house to get rid of him. If gentlemen opposite think that he js 
not filling satisfactorily the position he holds, let them come for- 
ward in an honest and straightforward manner and ask for his dis. 
missal. It would be far better to do thdt than to make flank at 
tacks on him from time to time. 7 


Charles Stewart made a statement for the government, Say- 


ing that he understood that the coal would be taken on the usual 
terms, but that the government would not interfere with Pregj. 
dent Thornton in the running of the railway. 


RATES ON EXPORT GRAIN 


The Trafic World Ottawa Bureay 

The Board of Railway Commissioners has delivered judg- 
ment upholding the McKeown-Oliver order of September ied 
directing the railways to file rates on westbound export grain 
on the same mileage basis as on eastbound grain for export 
The railways complied with that order and the new rates have 
been in force since the middle of September. In the meantime 
an appeal was made by the Montreal Corn Exchange, the rail: 
ways, the government of Manitoba, and a number of other 
bodies, while the provinces of Saskatchewan and Alberta and 
British Columbia, with a few western organizations, put in pleas 
in support of the order. 

The decision grew out of an order issued by Chairman Me- 
Keown and Commissioner Oliver September 2, 1925, based on a 
hearing held in November, 1924. At this hearing, which took 
place in Vancouver, Chairman McKeown and Commissioner 
Oliver were the only members of the board present, and the 
order was issued on their authority. Ordinarily, two members 
of the board may issue an order, providing the chairman is one 
of them. In this case, the other three members of the board 
adopted a resolution expressing the opinion that it was undesir. 
able that this order should be issued, owing to the fact that 
there was pending a general investigation into freight rates in- 
volving the question on which the two members of the board 
had given a decision. This protest was over-ruled by Chairman 
McKeown and an order was issued to the railways directing 
them to file rates on westbound export grain on the same mile. 
age basis as on eastbound. The railways complied with the 
order, and the rates have been in force since the middle of 
September, but the appeal, which has just now been decided 
was immediately filed. 

The Commission was evenly divided in the present judg- 
ment, which means that the appeal has been rejected and the 
order stands. There can be an appeal, however, to the Governor- 
in-council on matters of fact, or to the Supreme Court of Can- 
ada on questions of law, and it is probable that an appeal will 
be made. The matter is also open for further hearing at the 
general rate investigation. 

The judgment in support of the order was delivered by Com- 
missioner Vien, the newest member of the board, the chief com- 
missioner, with Commissioner Oliver concurring. He sums up 
the position as follows: 


— That the motion to rescind or vary the order should be dis- 

2. That, inasmuch as many interests which were not represented 
before the board when the case was heard have been brought to the 
board’s attention, a further consideration of the whole matter should 
be had, as og? of the general freight rate inquiry. 

3. That, if the railways desire, they are at liberty to move the 
board to vary, rescind or modify the order, on the ground that it is 
unduly burdensome to them, or for any other reason they may be 
able to establish. 

4. That, pending the final disposition of all matters involved, the 
existing rates should continue in force until such time as the board, 
as a result of further investigation, orders otherwise. 


Discussing the point of the authority of the two commission 
ers who issued the judgment, Commissioner Vien says: 


I have found a few instances in which two commissioners, unable 
to agree, referred the matter to the chief commissioner with their 
submissions. But I have been unable to find one precedent of two 
commissioners, who, having heard a case and agreeing in their find- 
ings, refrained from giving judgment. 


__In the dissenting judgment of Commissioner Boyce there is 
evidence of a personal feeling in the Commission in connection 
with the case. He says: 


Such an assertion of minority control is deplorable, and I think it 
is most unlikely that it would have been attempted but for the unfor- 
tunate and unauthorized commitments of the chief commissioner 
the name of, but without consulting, the board, in his public utter: 
ances before the hearing of this case at Vancouver and subsequet 
to the hearing, in writing, and while the decision of the case was n 
abeyance, and the subsequent and frequent insistence and deman j 
in writing on the files of the board, on behalf of those interested oe 
to whom such statements were made, that such representations sho 
be made good by the board’s order. d 

I feel that no fine analysis or critical examination, comparison = 
dissection of the provisions of the railway act, such as has been Pp 
sented to us on the arguments of these applications, is necessary: | 
the light of these facts and of this history, to reach the conclusion, 
as I do, that the attempts by the so-called quorum of the board to aly 
that which the whole board declared should not be done, is not o ee 
futile and of no effect whatever, but that in proceeding after 
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SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 
New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members: American Warehousemen’s Ass’n 








MEMBERS AWA O.wW.A 


a — oe ) 


SER V/CeE 


BU/ILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


ALBANY, N.Y. 


Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 


EM MERIDITH CO. 


Warehouse 
DISTRIBUTORS 
72 Mdse. cars loaded 
every 24 hours for shipment 
over 16 different routes~ 


R.R.SIOING — SHORT HAUL TO ALL DEPOTS 





OF LL OTN ET®) 


0S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 







1,500,000 SQUARE FEET 


OF 
Modern Fireproof Warehouse Space in Les Angeles and at the Port 
ef Les Angeles 


Free and U. 8. Custems Bonded Sterage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 

Space Leased for Private Warehouse, Office 7“ & Display 

te High Density 

We cam serve you in some capacity and weuld suggest that you 

complete your file by requesting the rates for eur specialized service. 
Union Terminal Warehouse Corporation 


Shattuck & Nimmo Warehouse Company 
UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 
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Henry Coburn Storage & Warehouse Co., Indianapolis 


Orders Filled and Enroute the Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 


Merchandise Storage — Quick Shipments — Distribution Cars 
“Coburn Service for Efficiency’’ 
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PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 
Scheduled sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 

To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 
From San Francisco From Los Angeles 











S. S. ECUADOR............ February 6 February 8 
S.S. COLOMBIA.............. March 6 March 8 
S. S. VENEZUELA......... March 27 March 29 


Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 


OFFICES 
2 Pine Street, San Francisco, 
10 Hanover Sq., New York,N.Y. 548 So. C.F St Los Angeles, Cal. 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 


ST. JOSEPH, ae 
GEOGRAPHICALLY : 


LOCATED TO RENDER 
DISTRIBUTORS we 
DISTINCTIVE WAREHOUSE ~ 
AND FORWARDING 
SERVICE 





ACI F IE 
Fe RIBBEAN 


cai LIN 


Fortnightly Sailings Via Panama Canal 


MOBILE and NEW ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Carge offers. 
THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 
THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 
SWAYNE & HOYT, INC., Pacific Coast Agents, 
430 Sansome Street San Francisco, Calif. 
H. H. KENNEDY, Commercial Agent 

106 Merchants Exchange Bldg. 






















St. Louis, Mo. 
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board had funttionéd by its résolution to sign the order in question, 
the chief commissioner was not acting within his powers in this 
attempt designed to defeat the will of the whole board. 

He says that it is “difficult to see the practical utility, for 
thepurposes of administration of the railway act, of the retention 
of the office of deputy chief commissioner.” He asserts that 
the Railway Board, like any other tribunal, functions through its 
majority, and has done so since its creation. He declares that 
there never has been a case in the history of the board where, 
against the will of the majority, in a case considered by the 
whole board before judgment, the will and decision of the ma- 
jority has not been given effect. 

He takes the ground that the Canadian National had never 
been served with process in the proceedings, and that, at the 
time the order was made, the case was still open and the Cana- 
dian National had the right to put in evidence and argument. 
He says the chief commissioner had agreed that the matters 
presumed to be dealt with by the order should remain open and 
in abeyance until decision on the appeals to the Supreme Court 
and the Governor-in-council were disposed of; that the order-in- 
council of June 5, last, made while the case was still in abey- 
ance, relegated all matters in question to, and they became part 
of, the general rate investigation. He says that, under the rail- 
way act, or otherwise in law, no two members of the board have 
the right to decide a case in the face of a decision and ruling 
of the majority of the board, expressed on such ease at a full 
meeting of the board. 

He suggests that, in order that innocent parties acting under 
the order should not suffer and that traffic moving under the 
rates should not’ be impeded or embarrassed, the rates now in 
force be permitted to remain pending a decision of the board in 
the general rate investigation, “with full liberty to the railway 
companies affected to apply at any time in the general investiga- 
tion to the board for such relief as regards such rates as the 
board may have found sufficient material and grounds to see 
fit to give by order.” 

Assistant Chief Commissioner McLean gave a moderate 
judgment, urging that the September order be rescinded on the 
ground that it was invalid. He intimates that the incident 
should be a warning for the future, saying that “the recording of 
the hearing should be as figured against the recurrence of such 
an unprecedented course of action” as the issuance of the Sep- 
tember order. He comments on the opinion expressed by Chief 
Commissioner McKeown in his judgment in the September order 
that extraneous aid might be necessary in order to deal with 
the railways in a just and reasonable way, and says that, 
presumably, the reference to “extraneous aid” means “the addi- 
tion of a few more footprints to the already well-traveled road 
leading to the Dominion treasury.” 

Vancouver interests, which are most concerned, express 
satisfaction that’ the order has been sustained, but claim that 
the railways have not yet fully implemented the order, as they 
are paying more than Crow’s Nest rates. They have an applica- 
tion before the board calling on the railways to obey the order, 
which they claim should be ruled on before the general rate 
investigation begins. 

G. G. McGeer, K. C., counsel for British Columbia in the 
freight rates cases for some years, points out that the rate on 
grain from Calgary is still 21 cents to the coast, whereas, under 
the terms of the order, it should be 18 cents, and that, from the 
whole province of Alberta, rates are from 1 to 3 cents higher 
than they should be under the order. 


HUDSON BAY RAILROAD 


The Canadian government has promised, in the official fore- 
cast of legislation known as ‘the speech from the throne’ to 
complete at once the building of the Hudson Bay Railway and 
the estimates for the coming year, when they are brought down 
in Parliament, will contain an appropriation for this purpose. 
It is part of the price that must be paid for the support of the 
Progressive party in Parliament. The present situation is that 
neither of the old parties has sufficient numbers in the House 
to carry on without support from some other section, the Pro- 
gressives holding the balance of power. They have made the 
completion of this road a part of the price for their support of 
the present administration, and the government has agreed to 
go on with the work. 

The Hudson Bay Company announces that a large steel ice- 
breaker is now under construction in England, and will be put 
in service in the bay next summer. 


EXPEDITE DELIVERY TO CANADA 


(E. 8S. Gregg, in Commerce Reports.) 


If transportation conditions and requirements were the same 
for every country, the traffic aspect of foreign-trade transac- 
tions would be quite simple and not worthy of much attention. 
But unfortunately this is not true, and expert traffic knowledge 
is therefore necessary to the successful conduct of foreign 
trade. It might be supposed that our exporters doing business 
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across the border with Canada would be thoroughly familia; 
with the transportation facilities available. The railways of the 
two countries have the same gauge, interchangeable equipment 
and through services. Yet Lynn W. Meekins, American trade 
commissioner at Ottawa, sends in this apt report: 


The most profitable resolution which American exporters to Canada 
can make is to improve the routing of shipments and to expedite 
delivery. Frequent complaints are made by Canadian merchants of 
irritating delays in the receipt of goods from the United States 
Speedy delivery is often the deciding factor in the placing of Canadian 
orders with American manufacturers. If our customers in the Domin- 
ion are not given satisfactory service in this particular, serious logs 
of business is apt to result. An investigation shows that the failure 
of exporters to route their shipments properly and the loss 
occasioned by the transfer of freight from one railroad to 
instead of the use of through cars, are the principal causes of slow 
delivery of American goods to Canada. Numerous cases have been 
reported in which shipments from New York City to Ottawa have 
been from three to four weeks in transit—a situation which seems 
capable of speedy correction. E 

In addition to the loss of time, freight charges are in many cages 
higher on account of the use of circuitous routes. It is suggested that 
the difficulty can best be overcome by careful attention to shipping 
details. It is not an exaggeration to say that many hundred thousang 
dollars’ worth of business depends upon this one point. 


of time 
another, 


Exporters to Canada might also resolve to pay more atten. 
tion to the documentation of shipments, a frequent cause of 
delay. The freight agents of our railways are an important 
source of information on the traffic requirements of trade with 
Canada. In cases of doubt the various divisions of the Bureay 
of Foreign and Domestic Commerce should be consulted. It is 
better to foresee and prevent trouble than to fight it after it has 
arrived. 


SPECIAL COAL RATE 


The Canadian National has arranged to ship 25,000 addi- 
tional tons of Alberta coal to Ontario at the special freight rate of 
$7 a ton. The provincial fuel controller of Ontario says 50,000 
tons will be required at the earliest possible moment. 


CANADIAN 1925 TRAFFIC 


A review of 1925 shows how the traffic situation has strength- 
ened in Canada. December, with a gain of 54,371 loaded cars 
over December, 1924, made the best showing of any month in 
the year. November, with 41,085 carloads, came next. For the 
full year there was an increase of 92,103 carloads, the totals 
being 2,898,021 for 1924 and 2,990,124 for 1925. The betterments 
were as follows: Grain and grain products, 23,034; live stock, 
1,667; coke, 3,819; pulpwood, 3,475; pulp and paper, 5,316; other 
forest products, 14,402; ore, 9,175; merchandise, 38,244; miscel- 
laneous, 42,954. The losses were, coal, 47,903, and lumber, 2,080. 

The Canadian Pacific in 1925 moved 201,970,804 bushels of 
grain, as compared with 134,693,796 in 1924. It hauled 13,406,033 
to Vancouver, over a million above the total for 1924. 


CANADIAN RAIL EARNINGS 
Traffic earnings of the Canadian Pacific Railway for the 
week ending January 14 were $3,002,000, an increase of $497,000. 
Earnings of the Canadian National for the same period were 
$4,120,399, an increase of $384,868. 


ASKS CANADA-U. S. COOPERATION 


A complaint, asking for reasonable rates on raw materials 
in and finished products out, to be prescribed as a result of 
cooperation between the United States and Canadian con- 
missions, has been prepared for filing with the United States 
body, and another for filing with the Canadian commissioners, 
by Norman, Quirk and Graham. The case, when placed upon 
the files of the two regulating bodies, will be known as American 
Cyanamid Company vs. the Michigan Central Railroad Company 
et al. 

In substance the complaints will be that the Michigan 
Central, for a haul of seven-tenths of a mile, from Suspension 
Bridge, N. Y., to Niagara Falls, Ont., charges unreasonable rates 
on limestone petroleum, coke, coal, salt and fluorspar into the 
plant at Niagara Falls and unreasonable rates on approximately 
69,700 tons of cyanamid and 26,000 tons of cyanide shipped 
annually from the complainant’s plant to various destinations In 
the United States, chiefly to points in Eastern Trunk Line 
territory as far south as Norfolk, Va. For technical reasons 
the complaint attacks the whole rates but directs particular 
attention to the divisions and local rates received by the Michigan 
Central as its compensation for the haul of less than a mile 
from the plant of the complainant to Suspension Bridge, or in 
the reverse direction. More than 98 per cent of the complainant's 
products, it is asserted, are shipped into the United States. One 
hundred thousand tons of limestone and 600,000 gallons of 
petroleum are said to be shipped from Canadian points t0 
Niagara Falls, Ont., but the other raw materials, 45,000 toms 
of coke, 30,000 tons of coal, 12,000 tons of salt and 3,000 tons 
of fluorspar, are said to come from the United States. 

Cyanamid is described as a fertilizer material, known 4 
ammoniate and competes with sulphate of ammonia mantl 
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INDIANAPOLIS, IND. 








TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 





Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 





























Ship by, Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimore, Md. _—~Phila Pa. Chicago, Ill. 

39 South St. Drexel Bidg. Oliver . 307N. Michigan Ave. 
And at our Branch Offices at ports of call, etc. 
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ROCHESTER, N. Y. 


B.R.& P. WARE 






GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrall located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., "°x?y""* 












TRANSMARINE LINES 


Gulf Ss ervice 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 





Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
EVERY TEN DAYS 


Also sailings to other ports as inducement offers 





Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


General Offices: 
Port Newark Terminal 5 Nassau St., New York City 


Telephone Mulberry Telephone Rector 0020 










General Agencies: 
Beaument, Buffalo, Chic Cl Dallas, Forth W Les Angeles, Minneapelis, 
Mobile, Rensasdin! Pittsburgh, ‘ort Newark, Mag dow San Pronsioce. 
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factured at Buffalo, Cyanide, crude, used in chemical manu- 
facturing and mining recovery of precious metals, is described, 
as is also cyanamid, as being analogous, in transportation 
characteristics to chemicals such as caustic soda, silicate of 
soda, caustic potash, chloride of lime and others in the list of 
what is known as soda products. 

The complainant believes that just and reasonable rate 
basis on coal from the Connellsville district, on coke from the 
Vintondale district, salt from Halite, N. Y., and fluorspar from 
Baltimore and Philadelphia to Niagara Falls, N. Y., in the last 
two years, would have been the rates from points of origin 
within the United States to Buffalo, Black Rock, Suspension 
Bridge and Niagara Falls, N. Y.; and that the just and reason- 
able rates on cyanamid and cyanide, crude, from Niagara Falls, 
Ont., to destinations in trunk line territory would have been 
the contemporaneous rates on sulphate of ammonia and soda 
products from Buffalo and other points around that city, on 
the American side of the international boundary. 

Damage, within the reparation period, is estimated at 
$275,000, approximately, and there is a prayer for reparation 
in that amount or such other sum as the Commission may 
find is due. 

As to cooperation between the two commissions, the com- 
plainant says that while the Interstate Commerce Commission 
has no extra-territorial jurisdiction, it has jurisdiction as to 
the rates charged on service within the United States; that the 
complainant has been unable to persuade the defendants to 
establish just and reasonable rates on the traffic between Niagara 
Falls, Ont., and points within the United States largely be 
cause of the fact that part of the transportation is in the 
Dominion and part in the United States; that the Board of 
Railway Commissioners has jurisdiction over the charges for 
service in Canada; and that, inasmuch as the complainant has 
filed a complaint with the Canadian commissioners, it is urged 
that under the rule of comity between nations, the Interstate 
Commerce Commission investigate this complaint in so far as 
the issues are within its jurisdiction and cooperate with the 
Canadian commissioners to the extent such cooperation is 
appropriate ‘to the end that the Interstate Commerce Com- 
mission and the Board of Railway Commissioners for Canada 
may enter such order or orders as to the issues within their 
respective jurisdictions that will result in the establishment of 
just and reasonable rates for the transportation which takes 
place within the United States and for the transportation which 
takes place within the Dominion of Canada.” 

As figured by the complainant, its competitors shipping 
sulphate of ammonia in competition with its cyanamid from 
Niagara Falls, Ont., to New York, Philadelphia and Boston, 
have an advantage of 60 cents a ton in the freight rates and 
$1.20 per ton to Norfolk. On cyanide, in comparison with soda 
products, the competitors on the United States side of the line 
have an advantage of $1.10 per ton. On coal into the plant at 
Niagara Falls, Ont., pays 60 cents a ton more from the Connells- 
ville district than consumers on the eastern shore of the river; 
on coke from Vintondale, 80 cents per ton, on rock salt, 12 cents 
per 100 pounds, and on fluorspar the advantage, from Baltimore 
and Philadelphia, is the difference between $5.25 and $4.10 
per ton. 


WATER-BORNE COMMERCE 

More than 1,440 ports participated in the water-borne 
foreign commerce of the United States in the fiscal year 1924, 
and the total volume of cargo moved through those ports ex- 
ceeded 92,000,000 long tons, according to the Bureau of Research 
of the Shipping Board. Of the 183 American ports handling this 
tonnage, 51 are on the Atlantic coast, 54 on the Pacific, 34 on 
the Gulf of Mexico and 44 on the Great Lakes. The 1,260 foreign 
ports of origin and destination are distributed among 152 foreign 
countries located in all parts of the globe. 

The Bureau of Research has issued a comprehensive report 
on the foreign trade of the fiscal year 1924 showing in detail 
the cargo tonnage and principal commodities moved between 
domestic and foreign ports of origin and destination. 


LINSEED OIL BASIS 


In a proposed report on No. 16928, Manufacturers’ Associa- 
tion of Chicago Heights vs. Baltimore & Ohio et al., and I. and S. 
No. 2543, Linseed Oil from Chicago and Related Points in Ohio, 
Examiner J. Edgar Smith said the Commission should find the 
proposed rates on linseed oil from Chicago and Chicago Heights, 
Ill., to eight named destinations in Ohio not justified, but that 
the condemnation should be without prejudice to the establish- 
ment of rates not in excess of 90 per cent of the fifth class rates. 

The complaint alleged the rates from Chicago Heights to Bir- 
mingham, Ala., Glasgow, Ky., Louisville, Ky., Monroe, La., Mo- 
bile, Ala., and New Orleans were in violation of the first four 
sections of the interstate commerce act. The Commission was 
asked to prescribe reasonable rates and award reparation on 
shipments moving within the statutory period and up to the time 
when just and reasonable rates should become effective. 
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After the formal complaint was heard and briefed the car. 
riers proposed a revision of linseed oil rates from Chicago, 
certain Chicago rate points, and from Chicago Heights, to Dayton, 
Deshler, Hamilton, Lima, Middletown, Springfield, Sugar Grove 
Hill and Troy, O. The schedules were suspended upon the pro. 
test of the formal docket complainant. 

At the hearing, the examiner said, it developed that the 
carriers proposed to cancel commodity rates on linseed oil to 
to the eight destinations and that the cancellation would resyjt 
in the restoration of the fifth class, such as prevailed over other 
than the routes mentioned in the schedules, and that commodity 
rates were canceled over other routes long ago. The Chicago 
& Eastern Illinois agreed, at the hearing, to maintain the gus. 
pension long enough to have the two cases heard and disposed 
of together. In effect, the cases became a question of the proper 
basis for rates on linseed oil. In disposing of them, the examine; 
said: 

Upon the record, it is recommended: That the Commission find 
that respondents have not justified the proposed cancellations of 
commodity rates on linseed oil from Chicago, Ill., and related points 
to destinations in Ohio, Investigation and Suspension Docket No, 
2543; and that the suspension be made permanent. It is also recom- 
mended: That the Commission’s finding and order be without preju- 
dice to the right of respondents to establish rates on linseed ojl 
from Chicago, Ill., and related points to destinations here involved 
not in excess of 90 per cent of the fifth class rates concurrently 
maintained. 

This recommendation is offered notwithstanding the showing 
made at the hearing concerning rates from Minneapolis to central 
territory destinations, for such rates are based upon the rate to 
Chicago, not here involved, plus the rates beyond. In any change 
some readjustment of other rates may be necessary. Nor is the 
rate situation from trunk line Fak forgotten. In Vegetable Oils 
from Trunk Line Points, 100 I. C. C. 736 the Commission very clearly 
indicated that a readjustment of rates on vegetable oils must be 
made by the carriers. 

~It is recommended that the Commission find that, for the future, 
rates on linseed oil, in carloads, minimum 30,000 pounds, from Chicago 
Heights, Ill., to Cincinnati, Ohio, and to Louisville, Ky., local and 
—* shall not exceed 90 per cent of the respective fifth class 
rates. 

It is recommended that the Commission find that the rate on 
linseed oil, in carloads, from Chicago Heights, Ill., to New Orleans, 
La., 59.5 cents, has not been and is not now unreasonable. It is 
further recommended that the Commission find that rates on lin. 
seed oil, in carloads, from Chicago Heights, Ill., to Glasgow, Ky., 
and to Birmingham, Ala., have been and are unreasonable and unjust 
to the extent that they exceeded, or exceed, 40 cents and 65 cents, 
respectively. And it is further recommended that the Commission 
find that the Bisbee Linseed Company made the shipments of lin- 
seed oil to Glasgow and Birmingham as described; paid and bore 
the charges thereon; was damaged thereby; and is entitled to repara- 
tion. Complainant, representing that company, should comply with 
rule V of the Rules of Practice. 

Shipments from Chicago Heights to New Orleans by the rails of 
the Missouri Pacific may move through Monroe. Carriers west of 
the Mississippi River have been granted relief by Fourth Section 
Order No. 7542, 80 I. C. C. 157, and the rate from Chicago Heights 
to Monroe exceeds the rate to New Orleans. This rate, 70 cents 
for a haul of 765 miles, yields car-mile earnings of 27.4 cents and, 
on a commodity of the value of linseed oil, does not appear to be 
unreasonable. 

Complainant calls attention to the rates prescribed by the Com- 
mission in Oklahoma Corporation Commission vs. A. & S. Ry. Co., 98 
I. C. C. 183, the particular scale appearing on pages 266 and 267 there- 
of. But the matters there primarily considered and determined are 
distinguishable from the matters here in issue. 

It is recommended that the Commission find that the rate on 
linseed oil, in carloads, from Chicago Heights, Ill., to Monroe, La., 
of 70 cents, was not and is not unreasonable or excessive. 

In order that there may be no misapprehension of the recommen- 
dations here proposed it should be said: 

(1) The suggestion of a new basis of 90 per cent of fifth class 
rates for application to the transportation of linseed oil, in carloads, 
minimum 30,000 pounds, is, of course, limited to the matters in issue 
in the proceedings here submitted. Nevertheless, that basis, if ap- 
proved by the Commission, would ultimately become the established 
basis throughout central territory. There would be a general read- 
justment of rates and reparation should not be granted on ship- 
ments made within central territory prior thereto. 

(2) Reparation is recommended on shipments from Chicago 
Heights to Glasgow and to Birmingham only because the through 
rates appear to exceed the rates based upon rates to the Ohio River 
crossings by amounts that are too great. To Glasgow, the haul 
beyond Louisville is about 101 miles. For this additional haulage the 
present charge of 33 cents appears to be excessive, even though 
Glasgow is at the end of a 10-mile branch which taps the Louisville 
& Nashville Railroad’s main line at Glasgow Junction, Ky. To 
Birmingham, the haul beyond Louisville is about 392 miles and the 
present additional charge is 67.5 cents. As a through rate 97.5 cents 
on linseed oil from Chicago Heights to Birmingham appears to be 
unreasonable to the extent it exceeds a rate of 65 cents. 

(3) At the hearing in Docket No. 16928, a motion was made on 
behalf of the Illinois Central Railroad Company and the Yazoo & 
Mississippi Valley Railroad Company that the matters here in issue 
be handled by the Commission with those considered in Docket No. 
15936, The Glidden Company vs. Illinois Central Railroad Company. 
In that proceeding there is a proposed report, to which exceptions 
were taken by defendant, and argument has been had. 


COAL PRODUCTION AND SHIPMENT 


The production of bituminous coal for the week ended Jat- 
uary 16, estimated by the Bureau of Mines of the Department 
of Commerce, amounted to 13,073,000 net tons, which was slightly 
greater than the revised estimate for the preceding week. 

In the week ended January 9, 3,003 cars of bituminous coal 
were forwarded over the Hudson to eastern New York and 
New England and 201 cars of anthracite. In the week ended 
January 16, 443,045 net tons of bituminous coal were shipped 
through Hampton Roads of which 241,329 tons were for New 
England delivery. 
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THE LARKIN TERMINAL 
WAREHOUSE 


—Renders all forms of warehouse service. 
—Stores automobiles and general merchandise. 


—Distributes pool cars without carting charges and makes 
local deliveries. 


—Issues negotiable and non-negotiable warehouse receipts. 

—Has lowest insurance rate in Buffalo. 

—Has storage-in-transit privileges. 

—Located on Erie and N. Y. C. R. R. 125 car spotting 
capacity. ; 

—Conducts only Bonded Warehouse in Buffalo. 


For information and prices, write 


J. E. WILSON, Traffic Manager 


Letthttt Co tne. 





























The personnel of the special service 
department of The Traffic Service Cor- 
poration, located ip Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
mission. 


The Traffic Service Corporation 


310 Mills Building 
WASHINGTON, D. C. 
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680 Seneca Street BUFFALO, N. Y. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 







All the locomotives which haul the passenger trains 
over the Burlington main lines are equipped with 
speed recorders. We do not mean by this the 
familiar speedometer with which the locomotives, in 
common with most power-driven wheeled vehicles, 


are equipped. 


The speed recorder is a device which not only meas- 
ures but also chronicles the rate of motion and thus 
preserves an indelible chronological record of the full 
performance of the train — a chart of the trip (or as 
a sailor would say — a log). 


The chart is proof conclusive that a regulated, un- 
form speed has been maintained mile after mile and 
hour after hour between stops; not sub-normal here 
and excessive there, but even and unvarying all 
the way. 


It makes for reliability; helps to bring about travel- 
comfort — and at night it spells SLEEP. 


The Burlington Route and its associates 

are the only railroads west of Chicago 

whose locomotives are equipped with 
this speed recording device. 


























S ostaentnentemennetl 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s_mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w'de knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. ; 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Limitations—Overcharges—Discrimination Resulting from Pay- 
ment of Claims on Intrastate Shipments After Date When 
Claims on Interstate Shipments May Be Paid by Carrier 
Washington.—Question: Kindly let us have your opinion on 

the following: 

Freight charges on carload of lumber moving wholly within 
the state of regon were paid on date of delivery July 12, 1920. 
On account of error on the part of carrier in assessing freight 
charges in accordance with legally published rate in effect at 
time of the movement, claim for overcharge was filed with the 
carrier on April 3, 1925. 

Payment was declined, the carrier pleading the statute of 
limitation. This being a straight overcharge and not a question 
of reparation, we contend that the Oregon statute with reference 
to open accounts is the one applicable and not the section of 
law providing a two-year statute on complaints before the Com- 
mission. 

The carrier advises as follows: “It will be observed the 
Oregon law conflicts with the interstate commerce act and since 
this is contrary to the provisions of section 13 of the interstate 
commerce act, on advice of our law department we have applied 
the same period of limitations for refund of overcharges, namely, 
three years, to both interstate and intrastate traffic.” 

Answer: Whether or not the Commission may, under the 
provisions of section 13 of the act, make a finding of undue 
prejudice and preference or discrimination against interstate 
commerce in that claims involving intrastate shipments are paid 
after the expiration of three years has not, so far as we know, 
been as issue before the Commission. 

Until, however, such a finding is made by the Commission, 
either upon complaint brought by shippers or the carriers, it 
is our opinion that a carrier may not plead such a defense and 
that where by statute a penalty is imposed for failure to pay 
such claims the carrier would be subject thereto. 

Tariff Interpretation—Error in Publication: 

Texas.— Question: We made a shipment of potatoes from 
a point in Colorado to a point in Louisiana, which rate had al- 
ways been 88 cents per cwt., minimum 30,000 pounds. Through 
error in the reissue of the tariff which was in effect at the time 
this shipment moved, the rate was printed as 8 cents instead of 
88 cents. 

Will you please advise if there is any positive ruling on the 
question as to whether or not the railroad company must assess 
the tariff rate of 8 cents, or the rate which ordinarily is known 
to be correct, 88 cents? 

Answer: Witb respect to this subject, see the Commission’s 
report in Chelsea Refining Co. vs. Missouri Pacific Ry. Co., 38 
I. C. C. 28, in which case the Commission held that, notwith- 
standing the carrier’s error in publishing a rate, the rate named 
in the tariff must be charged. 

However, see M. A. Kennedy vs. St. L. S. W. Ry. Co., 22 
I. C. C. 277, with respect to proof of damage resulting from the 
erroneous publication of rates. 


Delivery—What Constitutes—Partial Unloading of Shipment 
Under Constructive Placement 

New Jersey.—Question: Does a switching charge apply to 
a carload shipment that is partly unloaded while under construc- 
tive placement and later ordered placed on private siding, still 
containing 12,000 pounds of freight involving only the one switch- 
ing that. all carload shipment are subject to? 

Answer: We can locate no case which is directly in point. 
It is our opinion, however, that the partial unloading of the ship- 
ment while the car was under constructive placement constituted 
a delivery and that the assessment of a switching charge for 
the movement of the balance of the shipment from the point at 
which the car was partially unloaded to the private sidetrack is 
proper. 

See, in this connection, A. Geisel Manufacturing Co. vs. B. 
& O. R. R. Co., 69 I. C. C. 198. 
Routing and Misrouting—Conflict Between Rate and Route In 

Bill of Lading Covering Movement from Transit Point 

Texas.—Question: In the case of a shipment milled in tran- 
sit with the rate and route both specified on bill of lading cover- 
ing the movement from transit point, what, in your opinion, 
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would be the effect of the following notation on bill of lading: 
“Protect above rates, otherwise do not move shipment?” 

With such a notation on the bill of lading, would it not be 
the duty of the carriers to verify a rate before signing the pj 
of lading or at least before moving the shipment, and, if they 
did not agree with the specified rate, would it not be their duty 
to so notify shipper and give him the opportunity to apply dig. 
ferent inbound tonnage before moving the shipment? 

In case the carriers accepted the shipment and applied the 
specified rate, what would be the effect of such a notation if jt 
later developed that the rate specified on bill of lading was not 
correct? Would carriers have recourse on the shipper if they 
accepted and forwarded shipment and later demanded charges 
in excess of those specified on the bill of lading? 

Answer: While we can locate no finding of the Commission 
directly in point, it is our opinion that the provisions of (Cop. 
ference Ruling No. 474-C are applicable. 

This would seem to follow from the Commission’s findings 
in Carolina Portland Cement Co. vs. Director-General, 57 I. ¢. ¢. 
496, to the effect that, in the absence of routing instructions, car. 
riers must forward shipments from the transit point via the 
route which will produce the lowest total charge from point of 
origin to point of final destination; also the Commission’s holé- 
ing, in Gibson Trust Co. vs. C. & N. W. Ry. Co., 21 1. €. ©. 644, 
cited in Empire Lumber Co. vs. Director-General, 88 I. C. C. 424, 
that in executing reconsigning orders the provisions of Con. 
ference Ruling 474 (c) were applicable. 

Carload vs. Less-Than-Carload Shipments 

Pennsylvania.—Question: The carload commodity rate on 
iron pipe from Pittsburgh, Pa., to Torrent, Ky., is 62% cents per 
cwt. The less-than-carload class rate is 56 cents. 

If a shipper loads 80,000 pounds of pipe, can it be properly 
rated at the 56-cent rate? Please refer to rule 15 of the Con. 
solidated Classification, also rule 38 pertaining to the removal 
of a class rate when a commodity rate is established. 

Does a shipment cease to be defined as a less-than-carload 
shipment when its weight equals or exceeds the established 
carload minimum? 

Do you have any decisions pertinent to the question of 
whether an L. C. L. rate cannot be used with a weight which 
equals or exceeds the carload minimum? 

Answer: Under the Commission’s opinion in Rockwood 
Sprinkler Co. vs. Director-General, 73 I. C. C. 277, and Klein. 

Simpson-Frank Co. vs. Director-General, 98 I. C. C. 547, the L. 
C. L. rate is to be applied as a maximum on a carload shipment. 

In accordance with the findings in the above referred to 
cases, it is our opinion that the fact that the less-than-carload 
rate is a class rate does not affect the situation. 


Damages—Deduction by Carrier from Amount of Consignee’s 
Claim Amount of Freight Charges on Part of Shipment Lost 


in Transit 
Kansas.—Question: A car of wheat was shipped to us from 
Minneapolis, which we purchased on basis of Minneapolis 


weights, and the shipper allowed us freight on this shipment 
according to shipper’s weights. 

Upon unloading this car the state of Kansas issued a weight 
certificate which showed a gross loss in weight of the ship 
ment in transit to be 1,620 pounds. 

We filed a claim against the railroad company for an adjust- 
ment of this shortage, which they have paid in part, but they 
have deducted a small item from our claim, due to the fact that 
the shipper allowed us the freight on Minnieapolis weights, and 
we only paid the railroad freight on the actual unloaded weights. 
In other words, the shipper has allowed us $3.57 more freight 
than we paid to the railroad company, and now the carrier it 
sists that they are permitted to deduct $3.57 from our claim 
and take the benefit of the over-allowance in freight by the 
shipper. 

Will you please advise concerning this matter? 

Answer: In our opinion the matter of the adjustment be 
tween the shipper and consignee of the freight charges on the 
portion of the shipment lost in transit is one in which the carrier 
is not interested and therefore it may not rightfully deduct the 
amount of the freight charges on the lost portion of the ship 
ment from the amount of your claim. 

Reconsignment—Back or Out-of-Line Haul ' 

Oregon.—Question: Will you kindly give us your opinion 
on the following: 

We shipped from Hood River to San Diego, Calif., under full 
refrigeration, car of apples which, after arrival in San Diego, 
was diverted to Los Angeles. Carriers have assessed us refrig 
eration charges of $65 to San Diego and an additional refriger 
tion charge of $40 from San Diego to Los Angeles. 

Perishable Protective Tariff No. 2 provides for a charge of 
$40 from San Diego to Los Angeles on interstate movement and 
$35 on intrastate movement. If the carriers considered our di- 

version in the nature of new billing, we would be entitled to 
the intrastate charge of $35. On the other hand, if carriers ac 
cepted our diversion, we would be entitled to a through refrig- 
eration charge of only $65 from Hood River to final destination 
without payment of any additional charge from San Diego t 












January 30, 1926 THE TRAFFIC WORLD 














































No. 5 





STORAGE DISTRIBUTION 


M arket Cold Storage ang Ware ho 
0. 









ding: 


10t be 
1e bill 
: they 
hy GEORGE S. LOVEJOY 


ed the Manager General Storage Department 


n if it as [es 25 Le ae 
as not 178 Atlantic Avenue 

f they 

harges Boston, Mass. 


lission 
f Con- 





ndings 
Ce 
1S, Car- 
ia the 


SERVICE f 
8 DEPENDABILITY = 


SUMMER STREET STORES ALBANY TERMINAL STORES 


dint of 
8 hold- 
C. 644, 











ate on 





nts per Direct connection with New York, New Haven Direct connection with Boston & Albany 
Hartford Railroad. ailroad. 

roperly Capacity, 2,000,000 cubic feet. Capacity, 1,430,000 cubic feet. 

ie Con- 


OUR FACILITIES ARE UNEXCELLED 


emoval 


Wharfage and Dockage 


eae Free and Bonded Stores 

tion of A Warehouse on every railroad entering Boston 
which Total General Storage Capacity 9,706,000 cubic feet 

ckwood 

Klein- 


the L. 
ipment. 
rred to 
carload 


signee’s 
nt Lost 


is from 
leapolis 
1ipment 


weight 
e ship 


adjust- 
ut they 
act that 
its, and 
v eights. 
freight 
‘rier in- 
r claim 
by the 


ent be- 

on the 
. carrier 
juct the 
he ship- 


opinion 


der full 
1 Diego, 





s refrig- 
ofrigera- 


Z “ | Route of the famous 


1arge of 


ay Y"Sunshine Special 










riers ac 
h refrig- 
stination 
Diego to 
































































































































330 


Los Angeles, except such re-icing as might occur while the car 
was on track at San Diego. 

Will you kindly give us your opinion as to the correct charge 
on this shipment? 

We have, of course, been assessed the local rate of 21% 
cents from San Diego to Los Angeles in addition to the through 
rate from Hood River to San Diego. 

Answer: While rule 95 of Perishable Protective Tariff No. 2 
contemplates the reconsigning of perishable goods moving un- 
der the charges named therein, there is no provision in the tariff 
which definitely states what charge should apply to a shipment 
such as you refer to. 

As to whether or not the movement from San Diego to Los 
Angeles constituted a reconsignment or a reshipment, is a ques- 
tion to be determined from the facts surrounding the handling 
of the shipment. See, in this connection, Wegdahl Elevator Co. 
vs. C. M. & St. P., 96 I. C. C. 87; Stetson, Cutler & Co. vs. N. Y. 
N. H. & H., 91 I. C. C. 3; reaffirmed in mimeographed report of 
October 3, 1925; J. D. Hollingshead & Co. vs. N. Y. C., 73 I. C. C. 
640, and American Wholesale Lumber Association vs. Director- 
General, 66 I. C. C. 393. 

You will observe that in Stetson, Cutler & Co. vs. N. Y. 
N. H. & H., 91 1. C. C. 3, the Commission states that if a shipper 
is to avail himself of the advantages of reshipment instead of 
reconsignment there must be two shipments without the carrier 
or its agent acting for the shipper. 

If the shipment was handled as a reconsignment and the 
through charge is not applicable, the movement from San Diego 
to Los Angeles is subject, in our opinion, to the interstate charge 
for refrigeration. See Wegdahl Elevator Co. vs. C. M. & St. P., 
96 I. C. C. 87. 

As to whether the through charge is applicable to the ship- 
ment, is dependent upon the terms of the reconsigning tariff 
which governs the movement of the shipment, that is, the pro- 
visions thereof respecting back-haul movements. See, in this 
connection, Northern Brokerage Co. vs. Director-General, 60 
I. C. C. 182, in which case, the Commission said: 


The joint rate from point of origin to final destination, con- 
tended for by the complainant, was 35 cents. The reconsigning 
tariff applicable in connection therewith provided that “reconsign- 
ment or change of destination to any point beyond point where 
reconsignment is effected in the same general direction may be 
made on basis of through rates * * * without extra charge 
therefor.” Rockford is not intermediate to Princeton, but com- 
plainant contends that they are in the same general direction 
from Kindred and the through rate should apply. The position 
is untenable. The through rate cannot be protected where re- 
consignment is effected at a point not on a through route to which 
the rate applies, or where a back-haul becomes necessary, except 
under special tariff provisions, lacking in this case. Rockford 
is at the extremity of a branch line and, naturally, no through 
rate to Princeton applied via that point. Non-existence of an out- 
of-line haul is a condition precedent to the right of a shipper to 
demand reconsignment at the through rate from origin to final 
bey a ous Cedar Shingle Mfrs. Assn. vs. C. B. & Q. R. R. 
0. ip awe Ge 2. 


Damages—Measure of for Misrouting 

Illinois —Question: We have read with considerable inter- 
est your answer to “Michigan” covering the question of measure 
of damages caused by misrouting, appearing on page 38 of the 
January 2 issue of The Traffic World. 

According to your remarks, carrier’s liability is limited to 
the market value at destination. This, we believe, is contrary 
to section 20 of the act to regulate commerce as amended by 
the transportation act, and it is also contrary, in our opinion, to 
the law as laid down in the McCaull-Dinsmore case. It is our 
understanding that in this case the Supreme Court of the United 
States held that the actual loss caused by breach of a contract 
is what the contractee would have realized if the contract had 
been performed. 

In the case referred to by “Michigan” it appears to us that 
had the contract of carriage been fulfilled, they would have real- 
ized the invoiced price of $1.75 per bag unless it could, of course, 
be proven that the consignee would have rejected the car even 
though proper delivery had been made. 

This situation quite frequently occurs in our business. At 
times we receive a substantial deposit, but, due to erroneous 
delivery, the deposit is refunded and other disposition made of 
the car, but had the contract of carriage been fulfilled the con- 
signee, or buyer, would have accepted the car regardless of the 
market conditions. It is our opinion that the measure of liability 
differs according to circumstances. If, as we interpret the above 
decision, the carriers are actually liable for any loss caused by 
breach of contract, they would be liable to “Michigan” for $1.75 
per bag, and your further comment will be appreciated. 

Answer: In the answer to which you refer, we stated in 
the last paragraph that special damages may be recovered only 
when the carrier is advised, at the time the contract of carriage 
is entered into, that such damages will result from its failure 
to properly perform its contract of carriage. 

Where shipments which have been sold at a fixed price which 
which is lower than the market value thereof at destination at 
time of arrival or at time the goods should have arrived in the 
usual course of transportation are lost, injured or delayed in 
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transit, the decisions of the courts in which the question has 
been at issue have treated the question of damages as one of 
special damages and hold that recovery cannot be had in ap 
amount greater than the price stipulated in the contract of sale. 
See Ulrich Mill Co. vs. Mo. Pac., 212 Pac. 654; Director-Generg} 
vs. A. C. Schuff & Co., 237 S. W. 410; Bernet, Craft & Kauffmay 
Milling Co. vs. N. Y. C. & St. L. R. Co., 260 S. W. 508; Mitsubigsh; 
Shoji Kaisha vs. Davis, 291 Fed. 882, and Forest Green Farmers 
Elevator Co. vs. Davis, 270 S. W. 394. In the latter case jt 
was held that the shipper’s measure of damages for loss of wheat 
in transit was the market value of the wheat at point of origip 
or at destination, less unpaid freight, but not exceeding the 
price for which the wheat had been sold by the shipper; “fy 
actual loss, damage, or injury” meaning actual loss, damage, or 
injury sustained within the contemplation of the parties. 
Routing and Misrouting—Carrier’s Routing in Bill of Lading 
Accepted by Shipper Under Protest 

In connection with the question of “Illinois,” on page 269 
of the Jan. 23, 1926, Traffic World, under the above caption, 
see Wister, Underhill & Nixon vs. C. & O. Ry. Co., 43 1.C. ¢, 
252, and Rawson vs. C. C. C. & St. L. Ry. Co., 45 I. C. C. 184. 


Proof of Loss or Damage 

Texas.—Question: Please give us your opinion of the fol- 
lowing loss and damage claim, with citation of pertinent cases, 
if possible: 

We had a shipment of cottonseed oil moving under shipper’s 
order bill of lading. We are under a W. W. & I. B. weight 
agreement, and when this shipment was received the car was 
weighed gross, and, upon being thoroughly emptied of oil, it was 
found to contain a great quantity of cottonseed meal which had 
evidently been in suspension in the oil when it was loaded and 
had settled while the shipment was in transit. This meal was 
left in the tank car when the tare weight was taken, the net 
weight thus representing only the actual weight of the oil in 
the shipment. We notified the railroad company of the presence 
of this meal in the tank and paid freight on the weight of the 
cottonseed oil, only, basing on our scale under the W. W. & I. B. 
agreement. The tank was leaking when received by us, and 
the railroad records are clear on this point. We filed claim for 
loss of cottonseed oil due to leakage in transit, and also for the 
800 pounds of meal, which we held subject to disposition of the 
railroad company. The railroad company paid for the actual 
loss in the oil, but refused to pay for the 800 pounds of meal, 
claiming that it was in the shipment. Our position is, that the 
bill of lading called for cottonseed oil and that the railroad com- 
pany owes us the difference between the amount of oil shipped 
from origin and the amount of oil, not meal, received at des- 
tination. We take the position that it is up to the railroad to 
adjust with the consignors on account of the presence of the 
meal, but that they should settle with us regardless of their 
adjustment with the consignors. 

Answer: A receipt showing delivery of goods to a carrier 
and reciting that they were received in good order is evidence 
that the goods were received in good order. However, it is not 
conclusive of the question, but constitutes merely an admission, 
subject to explanation. Likewise, it is not conclusive as to the 
amount of goods receipted for, and it is always competent to 
show, as between the parties, that the quantity actually delivered 
was less than that named in the receipt. Higley vs. Burlington, 
etc., R. Co., 68 N. W. 829; Davis vs. King, 220 O. L. St. 118. 


The bill of lading may be something more than a contract 
between the carrier and the shipper. It usually is intended to 
constitute a representative of the goods, and stands for them, 
so that a transfer of the bill is a transfer of the goods 
themselves; and, therefore, when the carrier issues a bill of 
lading containing a statement as to the quantity of goods re 
ceived with the understanding that the goods may be transferred 
by means of a transfer of the bill of lading, the transferee is 
justified in relying on the representations of the carrier made 
in the bill with reference to the quantity of goods received under 
it, and as to one who receives the bill in good faith, relying on 
the statement of quantity, and pays a consideration, the carrier 
is estoopped from showing that it has not received the quantity 
of goods recited in the bill. (Bradstreet vs. Heran, 3 f. Cas. No. 
1, 792, Abb. Adm. 209; the J. W. Brown, 14 F. Cas. No. 7, 590, 
1 Biss. 76; Nashville, etc., R. Co. vs. Flournoy (Ga.), 77 S. EB 
797; Tibbits vs. Rock Island, etc., R. Co., 49 Ill. A. 567; E. G 
Rall Grain Co. vs. Missouri Pac. R. Co. (Kan.), 146 Pac. 1180; 
Sears vs. Wingate, 3 Allen 103). But the right of the consignee 
or transferee to rely on the recital of the bill of lading in this 
respect depends on his having paid consideration by reason of 
recitals in the bill itself. (Hall vs. Mayo, 7 Allen (Mass.), 454: 
Nor does the estoppel apply to a case where the owner of the 
property did not purchase it while it was in the hands of the 
carrier, and therefore did not take title to it through the bill 
of lading, but the shipment was made by its agent (Meyer Vs 
Peck, 28 N. Y. 590), or where the bill of lading which was for 
a car shipment of cottonseed, showed on its face that the bags 
were loaded and counted only by the consignor. (Palmetto Fer 
tilizer Co. vs. Columbia, etc., R. Co. (S. C.), 88 S. E. 36.) 10 
guard against such estoppel the carrier may insert in the bill 
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of lading, “Quantity, weight and contents unknown,” or some 
like clause qualifying its representation, and in that event it will 
not be liable to an assignee for value if it delivers all the goods 
received. (The Querini Stamphalia, etc., R. Co., 19 Fed. 123; 
Nashville, etc., R. Co. vs. Flournoy (Ga.), 77 S. E. 582.) How- 
ever, the insertion of such words does not destroy the prima 
facie effect of the recital as to quantity; it merely leaves the 
matter open to further inquiry instead of being absolutely con- 
cluded. (Brown vs. Missouri, etc., R. Co. (Kan.), 112 Pac. 147.) 
See also R. Co. vs. Luke, 93 S. E. 2861; Davis vs. Zimmern, 99 
S. E. 307; R. Co. vs. Milling Co., 240 S. W. 638; Dworkutz vs. 
R. Co., 129 N. E. 650. 

The above is a statement of the law relating to the con- 
struction of bills of lading as relating to the effect of the bill 
of lading as a receipt. 

Whether the carrier is estopped, in the instant case, by the 
recitals of the bill of lading covering the shipment in question 
is dependent upon whether the bill of lading contained provisions 
which have the effect of avoiding the estoppel which would 
otherwise preclude the carrier from disputing the weight stated 
in the bill of lading, it being our understanding that the goods 
were purchased while in the hands of the carrier. 

Inspection of Egg Shipments as Basis for Claim for Damage 

California.—Question: I cannot agree to the proposition laid 
down in your answer to “Nebraska,” on page 40 of your issue of 
January 2, 1926. 

Section 20 of the act expressly gives the shipper his right 
of action for his full, actual, loss in all cases, damage to eggs, 
included. If the damage accrues by reason of the negligence of 
the carrier, no notice need be given, but if not given, the ship- 
per assumes the burden of proving the specific acts of negli- 
gence; of notice be given, that is, if the claim be filed within 
the time limited in the bill of lading contract, not less than six 
months is allowed for filing, then mere proof of receipt in good 
condition and delivery in poor condition is prima facie evidence 
of negligence, and will justify a verdict of recovery. 

The McCaull-Dinsmore case forever settled that even the 
Commission could not, directly or indirectly, change or alter 
that liability. What force has this regulation applied to eggs, 
requiring, in effect, a claim to be filed within so many hours? 

In my judgment, no such authority rests in the Commission. 
The exigency of the situation as to eggs, is no more potent than 
as to other commodities; but maybe I do not understand the 
question. 

Answer: As we read the provisions of Note 6, pages 158 
and 159 of Consolidated Classification No. 4, it does not relate 
to the time within which a claim may be filed with a carrier, but 
relates to the time within which the joint examination of a ship- 
ment of eggs must be made by the consignee and carrier’s rep- 
resentative for the purpose of determining whether the shipment 
contains eggs which were damaged while in transit. 

Note 6 provides for a stated time within which time this 
examination must be made, but there is nothing therein, so far 
as we can see, which makes it a requirement that, in the event 
that the joint inspection of the shipment, made in accordance 
with the provisions of Note 6 discloses that all or any part of 
the shipment was damaged while in transit, a claim must, as 
a condition precedent to the bringing of a suit thereon, be filed 
with the carrier prior to the expiration of the time prescribed 
in paragraph (b) of section 2 of the Uniform Bill of Lading 
Contract Terms and Conditions. 

Therefore, there is, in our opinion, no conflict between the 
provisions of Note 6, pages 158 and 159 of Consolidated Classifi- 
cation No. 4 and the provisions of paragraph 11 of rule 20 of the 
interstate commerce act. 

In view of the conditions surrounding the transportation of 
eggs and the purpose sought to be accomplished, the provisions 
of Note 6 seem to be justified and no doubt are being operated 
to the mutual advantage of shipper and carrier. 


CHINESE REMAINS TO CHINA 


A shipment has just been made of the bones of 412 Chinese 
from Chicago to Hong Kong, by G. W. Sheldon & Co. The 
shipment was carried in 130 cases and the remains were destined 
to various parts of China for ceremonial burials. The shipment 
was routed via the Burlington and Great Northern to Seattle and 
thence by the Admiral Oriental line to Hong Kong. This is the 
first shipment of this kind from Chicago in fifteen years and the 
largest. A shipment of the remains of 100 Chinese was made 
eighteen years ago. The expenses of disinterment, transship- 
ment and permanent burial in China are borne by the Chinese 
tongs of Chicago. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
January 8-14, inclusive, was 309,956 cars as compared with 
310,155 cars in the preceding period, while the average daily 
shortage was 160 cars, according to the car service division of 
the American Railway Association. The surplus was made up 
as follows: 


Box, 130,418; ventilated box, 626; auto and furniture, 15,853; 
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total box, 146,897; flat, 9,859; gondola, 55,462; hopper, 61,570; total 
coal, 117,032; coke, 449; S. D. stock, 19,617; D. D. stock, 2,699. 
refrigerator, 12,385; tank, 174; miscellaneous, 914; total, 309,956. 


The shortagew as made up of 5 auto and furniture, 5 flat, 
140 gondola and 10 hopper cars. 

Canadian roads reported a surplus of 19,000 box, 375 auto 
and furniture, 1,850 flat, 400 gondola, 1,850 S. D. stock, 359 
refrigerator, and 275 miscellaneous cars. 


 — VER nee epe~ arena, 
| Digest of New Complaints 
Eh. eee ee A | 


No. 17762, Sub. No. 2. Caruso Rinella Battaglia Co., Inc., Schenec. 
tady, N. Y., vs. Norfolk Southern et al. : 

Rates and charges on potatoes from points on the Currituce 
branch of the Norfolk Southern to points in New York state alleged. 
to be unreasonable, unjust, unduly prejudicial and unduly prefer. 
ential. Asks for just_and reasonable rates, and reparation. 
17762, Sub. No. 3. Caruso Rinella Battaglia Co., Inc., Schenec- 
tady, N. Y., vs. Norfolk Southern et al. _— 

Unjust, unreasonable, unduly prejudicial, unduly preferential 
rates on potatoes from points on the Norfolk Southern to points 
in New York. Asks for reasonable rates, and reparation. 

17767, Sub. No. 1. Manufacturers’ Association of Chicago Heights, 
on behalf of Weber-Costello Co., and Rand-McNally & Co., Chi- 
cago Heights and Chicago, Ill., vs. B. & O. ; 

Unjust and unreasonable rating on geographical globes, less- 
than-carload, in Official Classification territory. Asks for just 
and reasonable classification basis. 5 
. 17862. California Citrus League et al., Los Angeles, Calif., vs. 
Akron, Canton & Youngstown et al. 

Alleges the three-cent terminal charge imposed on oranges at 
New York and other Group A (transcontinental) points in New 
England and eastern Canada is unreasonable, unjustly discrimi- 
natory and unduly prejudicial, in violation of the first three sec- 
tions of the interstate commerce act. Asks for just and rea- 
sonable rates and reparation, the latter to be not less than the 
three cents per hundred pounds of the terminal charge. 

. 17877. Investigation of rates on pig iron and articles taking the 
same rates within the state of Ohio, initiated by the Commission 
on petition of the railroads. ° 

. 17878. Investigation of rates on iron and steel articles, in car- 
loads, within the state of Ohio, initiated by the Commission on 
petition of the railroads. 

. 17879. White Wood Products Co., Bogalusa, La., vs. Abilene & 

Southern et al. 

Unjust and unreasonable rates on broom and mop handles, 
straight carloads and in mixed carloads, from Bogalusa, Memphis 
and Mobile, to destinations in Alabama, Louisiana, Arkansas, 
Colerado, Connecticut, Delaware, Florida, Georgia, Illinois, Indi- 
ana, Iowa, Kansas, Kentucky, Maine, Maryland, Massachusetts, 
Michigan, Minnesota, Mississippi, Missouri, Nebraska, New Hamp- 
shire, New Jersey, New York, North Carolina, North Dakota, Ohio, 
Oklahoma, Pennsylvania, Rhode Island, South Carolina, South 
Dakota, Tennessee, Texas, Vermont, Virginia, West Virginia, 
Wisconsin and Wyoming. Asks for just and reasonable rates, 
and reparation. 

. 17880, United Zinc Melting Corp., New York City, vs. Pennsyl- 
vania and B. & O. : 

Unjust, unreasonable, discriminatory and prejudicial rates on 
coke, coke dust or coke breeze from Steubenville and Martin's 


No. 


No. 


Ferry, O., to Moundsville, W. Va. Asks for lawful rates and 
reparation. * 
No. 17881, Caruso Rinella Battaglia Co., Inc., Schenectady, N. Y., vs. 


Southern et al. 

Unjust, unreasonable and unduly prejudicial rates and charges 
on peaches from Molena, Ga., to Oneonta, N. Y. Asks for just 
and reasonable rates, and reparation. 

. 17881, Sub. No. 1. Caruso Rinella Battaglia Co., Inc., Schenectady, 
N. Y., vs. Seaboard Air Line et al. : . 

Unjust, unreasonable, unduly prejudicial and discriminatory 
rates and charges on peaches from Parrott, Ga., to Oneonta, N 
Y. Asks for just and reasonable rates, and reparation. 

. 17882. Roach Creek Coal Co. et al., Cincinnati, O., vs. Ann Arbor 
et al. 

Unreasonable and unduly prejudicial rates on coal from Roach 
Creek, Tenn., to destinations in the Carolinas and other South- 
eastern states and to points in Ohio, Indiana and Michigan, by 
reason of the failure of the Tennessee Railroad Company to pér- 
form service between its rails and the tipple of complainant or 
to make compensation for transportation services rendered by the 
railroad owned and operated by complainant. Asks for reasonable 
rates, compensation for services rendered, and reparation. 
17883. Kanotex Refining Co., Arkansas City, Kans., VS. 
Fe et al. $ . 
Unjust and unreasonable rates on refined illuminating oil —_ 
Arkansas City to Des Moines, N. M. Asks for just and reasonable 
rates, and reparation. ’ 

. 17884. Sunbury Converting Works, Sunbury, Pa., vs. Delaware, 
Lackawanna & Western. rT 

Unreasonable rates and charges on old worn-out copper = 
from Sunbury, Pa., to New York. Asks for reasonable rates, 4m 
reparation. ’ eee 
. oa, ee Malleable Iron Co., Detroit, Mich., vs. Michigan 
Central. 

Unjust, unreasonable and excessive rate on rough iron castings 
from Detroit to Toledo. Asks for reasonable rate and reparation. 
. 17886. Nevada Lime & Rock Co., Sloan, Nev., vs. Santa Fe et 4 

Unjust and unreasonable rates on petroleum fuel oil = 
petroleum gas oil from points in California to Sloan. Asks 10 
reparation estimated at $7,435. th- 
. 17887. Pensacola Gas Co., Pensacola, Fla., vs. L. & N. and Sou 
ern. 

Unjust and unreasonable rates on coal from Straven, Als. 
Pensacola. Asks for just and reasonable rates, and repara oA 
. 17887, Sub. No. 1. Cary & Co., Pensacola, Fla., vs. L. & N. 4 
Southern. t 

Unjust and unreasonable rates on coal from Aldrich, Ala., 
Pensacola, Fla. Asks for reasonable rates, and reparation. York 
. 17888. Beals, McCarthy & Rogers, Buffalo, N. Y., vs. New 
Central et al. and 

Unjust and unreasonable rates, in violation of the first seal 
fourth sections, on bars, bolts and nuts, and bundles of § 
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A Dependable Railway 


SPEED—During the past year the Great Northern Railway has expended over 


twenty million dollars in the maintenance and improvement of its roadbed 
and other millions were spent in adding new locomotives, the largest of their 
class ever built, and new freight cars so that it could give more rapid service 
than ever between St. Paul-Minneapolis and the cities of the Pacific North- 
west. 


SAFETY—A good part of this money was spent for new, heavy, 130-pound steel rails, 


which were laid wherever extra strength was needed—for the construction of 
heavy steel and concrete bridges on the main line—for the latest type of 
automatic block signals—and for every class of equipment and safety appli- 
ance that would help make this the safest line in the Northwest. 


SERVICE—Daily through Fast Freight Trains hauled by the most modern locomotives 


—through Merchandise Cars without transfer from Chicago, St. Louis, St. 
Paul, Minneapolis, Minnesota Transfer, Duluth and Superior to all impor- 
tant points in the Northwest—connection with steamship lines to all points on 
the Pacific Coast and the Orient—and a trained personnel of traffic experts 
provide exceptional service for any and every line of business. 


Call on or telephone any Great Northern representative. 
He will be glad to furnish you with information regard- 
ing any phase of freight shipments—or write 


ST. PAUL, MINN. 
G. H. Smitton, Freight Traffic Manager 


A. J. DICKINSON 


Passenger Traffic Manager 


HELENA, MONT. SEATTLE, WASH. 
J. F. Pewters, Assistant General 


Freight and Passenger Agent 


M. J. Costello 


Route of the New Oriental Limited 


Finest Train to the Pacific Northwest--No Extra Fare 





Western Traffic Manager 


Great Northern Railway 
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from Cleveland to Buffalo; bands, hoops and bundles of steel from 
Sharon, Pa., to Buffalo; and bars, channels, hoop washers, spikes 


and bundles of steel from Youngstown, O., to Buffalo. Asks for 
reparation. 
No. 17889. The Tyler Tube & Pipe Co., Washington, Pa., vs. B. & O. 


Unjust and unreasonable rates and charges on iron and steel 
articles from Washington, Pa., to Janesville and Cleveland, O. 
Asks for reparation. 

. 17890. North American Cement Corp., Hagerstown, Md., vs. B. 


Dak., vs. C. M. & g 
& O. et al. ; P._et al. . 
Illegal, unjust and unreasonable rates on cement from Security Excessive, unjust, unreasonable and unlawful charges on ship- 
Md., to Narrows’ Power Plant, Va. Asks for reasonable rates and ments of cream from points in South Dakota and North Dakoia 
reparation. to Mitchell, since December 20, 1923. Asks for just and reason- 
No. 17891. North American Cement Corp., Hagerstown, Md., vs. B. able rates and reparation. 
& O. et al. No. 17902. Caruso Rinella Battaglia Co., Inc., Schenectady, N, y 
Unjust, unreasonable and illegal rates on lime from Berkeley- vs. Southern Pacific Company et al. | ” 
Martinsburg, W. Va., to various destinations. Asks for just and Unjust, unreasonable, unjustly discriminatory and unduly prejy. 
reasonable rates, and reparation. dicial rates, charges, etc., on cantaloupes from points in Califor. 
No. 17891, Sub. No. 1. North American Cement Corp., Hagerstown, nia and Mexico to points in New York. Asks for reasonable re. 
Md., vs. B. & O. et al. frigeration charges and reparation. 
Unjust, unreasonable and illegal rates on lime from Berkeley, No. 17903. Fulton Bag & Cotton Mills, Inc., Brooklyn, N. Y., ys. 
Martinsburg, W. Va., to various destinations. Asks for reasonable Pennsylvania. : 
rates, and reparation. Unlawful L. C. L. charges on shipments of burlap brattice cloth 
No. 17892. North American Cement Corp., Hagerstown, Md., vs. from Brooklyn to Red Jacket, W. Va., the Pennsylvania, it being 
Western Maryland et al. alleged, having refused to receive the shipments for freight 
Unjust and unreasonable rates on crushed stone from Security, forcing them to go by express. Asks for reparation in the amount 
Md., to various destinations. Asks for just and reasonable rates, of the difference between the L. C. L. freight and the express 
and reparation. rates. - , , 
No. 17892, Sub. No. 1. North American Cement Corp., Hagerstown, No. oe. Ward Baking Co., New York City, vs. Boston & Maine 
Md., vs. B. & O. et al. ° 
Unjust, unreasonable and illegal rates on crushed stone from _Unjust and unreasonable charges on -——>7 of waxed wrap- 
Berkeley-Martinsburg, W. Va., to destinations on lines of de- = paper, re N. H., to New York and Brook- 
fendant. Asks for just and reasonable rates, and reparation. : . ; Bett 
No. 17892, Sub. No. 2. North American Cement Corp., Hagerstown, N°: ey — Point Manufacturing Co., West Point, Ga., vs. L. & 
Md., vs. B. & O. et al. * 7 . 
Unjust and unreasonable rates on crushed stone from Security, he ny Bagg on | rary am Pg m4 y Bg hy tion 
ee Sanaa destinations. Asks for just and reasonable rates, tions in excess of those resulting from the application of Jones’ 
s mbinatio _» © CC. UO. & We, t, men rom ti 
No. i7ees. Joseph V. Cottrell Lumber Co., Pittsburgh, Pa., vs. B. & O. ore. “eo og RB = = ed from time to 
Unjust and unreasonable charges on wooden cross ties Fone No. Pg ae ge Canners’ Assoc. et al., Washington, D. C., vs. 
various points in Maryland and West Virginia to Broadford Junc- - x — : 
tion, Pa., reshipped to Pittsburgh and Woodlawn, Pa., after creo- Unjust and unreasonable rates on — oem. von 
soting. Asks for cease and desist order, and reparation canned milk, from Wisconsin canning points to New York City 
N 17894. Witetnis Gaaciine & Oil Co Charleston W. Va.. vs and destinations based thereon in New York, New Jersey, Maine, 
a B. & O. et a _ . ” . " : New Hampshire, Vermont, Lenape mga ery and Rhode 
» & Je . * < 
Unjust and unreasonable rates on tank cars of petroleum No — pe nae Teak Cir e ae te ne al 
naphtha and gasoline from points in Pennsylvania, Louisiana, . - b . ra] tly discriminatory d unduly 
Kansas, Oklahoma and Texas, to Sandyville, W. Va. Asks for sume asiee naa anes on cululones aeenects ‘frees tae 
oouee Rage Dane ogy and reparation to the basis of rates set Chicago to Houston, Tex. Asks for reparation. iain tie acl 
No. 17895. Smolin & Gumbiner, Chicago, Ill., vs. Pennsylvania. No A lire —o a a en oe aa ae 
Unjust, unreasonable and_ illegal rates and charges on horse ‘Unjust and unreasonable rates on 13 carloads of carbide of 
hair, unwashed, from Philadelphia to Chicago. Asks for repara- calcium shipped between gomweny 2 = ons , sagen hes 
" 5 c s 3 E s for reasonable 
No. 17896. Pittsburg Pottery Co., Pittsburg, Kans., vs. Santa Fe oe 
et al. Oe : , No. 17909. Caruso Rinella Battaglia Co., Inc., Schenectady, N. Y,, 
Unjust, unreasonable, unduly prejudicial and preferential rates vs. Denver & Rio Grande Western et al. 
on _unglazed flower pots from Bagg nie orig Kans., to Galveston, Unreasonable, unjust and unduly prejudicial rates, charges, 
rex. Asks for just and reasonable rates, and reparation. etc., in violation of the long-and-short-haul provision of the fourth 
No. 17897. J. R. Thames, Birmingham, Ala., vs. Southern et al. section, on peaches from Palasida, Colo., to Syracuse, N. Y. Asks 
Unlawful charges on lumber from Cottondale, Fla., to Gastonia, for just and reasonable rates, and reparation. : 
N. Car., reconsigned to Union, S. Car. Asks for reparation. No. 17910. L. A. Mossburg, Washington, D. C., vs. Atlanta, Birming- 
No. 17898. Smitherman & McDonald, Inc., et al., Shreveport, La., and ham & Atlantic et al. 
Prescott, Ark., vs. Mansfield Hardwood Lumber Co. et al. Negligent billing, in violation of section 15 of the interstate com- 
Unjust and unreasonable, unduly preferential and prejudicial merce act, of two cars of watermelons from Norman Park, Ga., 
rates on crude oil from Waterloo, Ark., to points in Illinois, Ne- billed to Potomac Yards, Va., for purpose of diversion, erroneously 
braska, Texas, Louisiana and other states. Asks for reasonable stopped at Cameron Yards, Va., causing delay and deterioration. 
and just rates, and reparation. Asks for reparation. 
r “ss — = Zones test =e we i a ee a a ER 
e © i 
Docket of the: Commission 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

February 1—Washington, D. C.—Examiner Smith: 
1. & S. No. 2571—Coal tar and pitch from Birmingham, Ala., and 
group to North Carolina and South Carolina points. 
February 1—Boston, Mass.—Examiner Shanafelt 


a Leather Company Trust et ai vs. M. & O. R. R. 
et al. 


Portions Fourth Section Application 2138. 
17090—The Heinze Electric Co. vs. B. & M. R. R. et al. 
February 1—Charleston, W. Va.—Examiner Knowlton: 
17363—E. C. Klipstein & Sons Co. vs. I. H. B. R. R. et al. 
February 1—IH{ouston, Tex.—Examiner Disque: 
15670—Houston Packing Co. vs. Santa Fe et al. 
1. & S. No, 2572—Switching at Beaumont, Tex. 


February 2—Charleston, W. Va.—Examiner Knowlton: 
16160—Kanawha Black Band Coal Co. et al. vs. Kanawha Central 
Ry. Co. et al. 
February 2—Boston, Mass.—Examiner Shanafelt: 
17276—E. H. Kingman Co. vs. A. C. L. R. R. et al. 
17422—The H. B. Smith Co vs. N. Y. N. H. & H. R. R. et al. 


February 2—Washington, D. C.—Examiner Conway: ° 
Valuation No. 618—In re tentative valuation of the properties of the 
Randolph & Cumberland Ry. Co. and the Carthage R. R. Co. 
February 3—Washington, D. C.—Examiner Mullen: 
13413—In the Matter of Automatic Train Control Devices. 
February 3—Washington, D. C.—Examiner Harraman: 
16707—Eastern Shore of Virginia Produce Exchange vs. 
vania R. R. Co. 
February 3—Argument at Washington, D. C.: 
15848 (and Sub. Nos. 1 and 2)—Mississippi Railroad Commission 
and Rush H. Knox, Attorney-General, vs. A. & V. Ry. et al. 
15618—Jackson Traffic Bureau for Case-Teel Company et al. vs. A. 
& V. Ry. et al. 
16447—Meridian Traffic Bureay et a]. ys. A. & V. Ry. et al, 


Pennsy!- 
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No. 17899. The Central Steel Co., Massillon, Ohio, vs. Pe 


nnsylvani 
Unreasonable and unlawful charges on shipments of <tec) 2 


st 
Massillon, Ohio, to Alliance, Ohio, and from Alliance to Sam 
vale, Pa., in excess of the aggregate of intermediates. Asks = 
reparation. ” 


No. 17900. Kentucky Lumber Co., Sulligent, -Ala., vs. L. & N. et al 
Unlawful rates in violation of the sixth section on Imuber Bon 
pee to destinations in Kentucky. Asks for reparation. , 


No. 901. Turner Creamery Co., Mitchell, S. 














Fourth Section Application 373—Salt from Louisiana Producing 
points. 


February 3—Macon, Ga.—Examiner Fuller: 
16462 (and Sub. Nos. 1 and 2)—Georgia Peach Growers Exchange ¢t 
at. va. A. G. &. BR. R. Gt al. 
Portions Fourth Section Application No. 542 et al. 
17132 (and Sub No. 1)—Georgia Fruit Exchange et al 
R. R. et al. 


February 3—Boston, Mass.—Examiner Shanafelt: 
. 17458—Nonantum Coal Co. vs. B. & M. R. R. et al. 


February 3—New Orleans, La.—Examiner Koch: 
1. S. No. 2560—Commodity Rates to and from Gulf Ports. 
412798—Galveston Commercial Assn. vs. G. H. & S. A. Ry. et al. 


February 3—Washington, D. C.—Examiner Corbitt: th 
Valuation No. 627—In re tentative valuation of the property of the 
Elberton & Eastern R. R. Co. 


February 4—Cumberland, Md.—Examiner Knowlton: RR 
* 16902—Boylston Coal Corporation et al. vs. N. Y. N. H. & H. & 


February 4—Boston, Mass.—Examiner Shanafelt: 
—— A. Whittemore’s Sons et al. vs. N. 
~ 3 


February 4—Washington, D. C.—Examiner Hendon: f the 
Valuation No. 615—In re tentative valuation of the property © 
Texas Southeastern R. R. Co. 


February 4-5—Argument at Washington, D. C.: - 
Finance No. 4730—In the matter of the application of the — 
California & Eastern Ry. for a certificate of public convens “ 
and necessity, authorizing the construction of lines of railro 
in Klamath and Lake Counties, Oreg. gon 
Finance No. 4810—In the matter of the application of the = 
Trunk Railway for a certificate of public convenience and peered 
ity authorizing the construction of lines of railroad in Des¢ 
and Klamath Counties, Oreg. Central 
Finance No. 4914—In the matter of the application of the = 
Pacific Ry. for a certificate of public convenience and nece 
authorizing the construction of a line of railroad in Kiama 
County, Oreg., and Modoc County, Calif. 
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Warehouse 


THE TRAFFIC WORLD 


Storage 


at unusual saving 


Here’s real news! Storage rates in Britain from 
one-half to one-seventh of current American rates 


You can save money right 
now on shipments to Britain 
by using the new LM S stor- 
age service. The LM S owns 
and operates 350 storage 
warehouses at its terminals in 
practically every important 
industrial centre throughout 
Britain. Storage capacity 
exceeds 100,000,000 feet ! 
Direct rail connections be- 
tween warehouses. 


The L M S is the only British 
Railroad serving with its own 
lines all major British ports. All 
merchandise is delivered right 
through to store door with its own 
teams and trucks. 1,300 motor 
trucks and £0,000 teams con- 
tinuously employed. 


Recently a prominent American 
Exporter sold merchandise to 
a British customer for future 
delivery. He shipped directly 
to the LMS warehouse in 
buyer’s home town in England 
where it was held at a mere 
fraction of cost which same 
storage would be anywhere in 
the United States. Delivery of 
the merchandise was given to 
buyer by special L M S motor 
truck service 0” exact delivery 
date. 


In addition to the example quoted, 
authentic bulletins will be published 


from time to time demonstrating how 


L M § Service assists American 
business. Watch for the next ex- 
ample—tt will pay you! 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN 


THOMAS A. MOFFET 
Freight Traffic Manager in America 


OnE Broapway, NEw Yor«K City 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 









__ Booklet explaining L M S unusual 
FREE Warehousing Plan mailed free on request 










































































































336 


Finance No. 4924—In the matter of the application of the Southern 
Pacific Co. for authority to acquire control of the Nevada-Cali- 
fornia-Oregon Ry. by purchase of capital stock. 

Finance No. 4941—In the matter of the application of the Southern 
Pacific Co. for authority to acquire control of Oregon, California 
& Eastern Ry. Co. by purchase of capital stock. 


February 5—Washingion, D. C.—Examiner Harraman: 
17657—Gulf Coal Co. vs. Virginian Ry. Co. et al. 


February 5—Boston, Mass.—Examiner Shanafelt: 
17384—Boston Wool Trade Ass'n et al. vs. Santa Fe et al. 


February 8—Washington, D. C.—Examiner Harraman: 
* 1, & S. No. 2580—Cotton linters and cottonseed hull fibre and shav- 
ings from, to and between southern points. 


February 8—Washington, D. C.—Examiner Fowler: 
Valuation No. 630—In re tentative valuation of the property of the 
Illinois Terminal R. R. Co. 


February 8—Washington, D, C.—Examiner Folson: 
Valuation No. 614—In re tentative valuation of the property of the 
Texas & Mexican Ry. Co. 


Valuation No. 558—In re tentative valuation of the property of the 
Beaver Valley R. R. Co. 


February 8— Washington, D. C.—Examiner Gray: 
Valuation No, 567—In re tentative valuation of the property of the 
Texas State R. R. 


February 8—Washington, D. C.—Examiner Davis: 

* Finance No. 5297—Application of Boston & Maine R. R. and Ca- 
nadian Pacific Ry. Co. for authority to the Canadian Pacific Ry. 
Co. to acquire control, by lease, of a line of railroad extending 
from Wells River to the International Boundary in Derby, Vt. 


February 10—New York, N. Y.—Examiner Shanafelt: 
16923—Port of New York Authority vs. Santa Fe et al. 


February 10—Argument at Washington, D. C.: 
16230—Ogden Grain Exchange vs. Ariz. Eastern R. R. et al. 


February 10—Washington, D. C.—Examiner Brinkley: 

Valuation No. 12—In re tentative valuation of the property of Mis- 
souri Southern R. R. Co. 

February 10—Washington, D. C.—Examiner Boyden: 

Valuation No. 246—In re tentative valuation of the property of the 
Central Vermont Ry. Co., Bethel Granite Ry. Co., New London 
Northern R. R. Co. and West River R. R. Co. 

February 10—Washington, D. C.—Examiner Johnston: 

Valuation No. 465—In re tentative valuation of the property of 
Asherton & Gulf Ry. Co. 

February 10—Washington, D. C.—Examiner Macomber: 

Valuation No. 617—In re tentative valuation of the property of the 
Roanoke River Ry. Co. 


February 10—Argument at Washington, D. C.: 
15245—Anderson Taylor Co. et al. vs. Santa Fe, Director-General. 
as agent, et al. 


February 11—Argument at Washington, D. C.: 
13158—Nelson Fuel Co. et al. vs. C. & O. Ry. et al. 
15362—Jacob E. Decker & Sons et al. vs. C. R. I. & P. Ry. et al. 


February 12—Roanoke, Va. —Examiner Fuller: 
* 1. & S. No. 2586—Tin cans from Virginia to Louisville and Nash- 
ville R. R. stations in Alabama and Florida. 


February 12-13—Argument at Washington, D. C.: 
——a National Live Stock Assn. et al. vs. 
et al. 
15468—Cleveland Provision Co. et al. vs. Santa Fe et al. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
16113—Oklahoma City Live Stock Exchange et al. vs. Santa Fe 


et al. 
16131—Healy & Company et al. vs. Santa Fe et al. 


February 15—Washington, D. C.—Examiner Folsom: 
Valuation No. 363—In re tentative valuation of the properties of 
Chicago Great Western R. R. et al. 


February 15—Washington, D. C.—Examiner Haley: 
Finance No. 3615—Excess Income of the Ashland Coal & Iron Ry. Co. 


February 15—Argument at Washington, D. C.: 
16095 a Sub. No. 1)—Armour & Co. et al. vs. C. M. & St. P. Ry. 
et al. 
15824—The Grand Forks Commercial Club vs. C. & N. W. Ry. et al 
15823—Duluth Chamber of Commerce vs. C. & N. W. Ry. et al. 


February 15—Washington, D. C.—Examiner Harraman: 
17837—City of Oswego, N. Y., vs. B. & O. R. R. et al. 


February 15—Atlanta, Ga.—Commissioner Lewis: 
bag on chert, clay, sand and gravel within the state of 
eorgia. 
1. & S. No. 2470—Sand, gravel and slag from Alabama and Tennes- 
see to points in Georgia. 
“= eae No. 1)—Roquemore Gravel Co. et al. vs. A. B. & A. 
y. et al. 
17689—Roquemore Gravel Co. et al. vs. A. B. & A. Ry., B. L. Bugg, 
receiver, et al. 
17763—Roquemore Gravel Co. et al. vs. A. B. & A. Ry. et al. 
— o-~ Sub. No. 1)—Dixie Sand & Gravel Co. vs. A. B. & A. 
y. et al. 


February 15—Washington, D. C.—Examiner Rasch: 


Santa Fe 


Valuation No. 633—In re tentative valuation of the property of the 


San Antonio & Aransas Pass Ry Co. 





AMERICAN FREIGHT BUREAU 


160 Nassau Street New York, N. Y. 
Established 16 Years 


Traffic Managers Commerce Cases 
Reuting and Tracing Less and Damage Claims 


THE TRAFFIC WORLD 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


CHARLES E. BELL 
TRAFFIC ANALYST 
TRAFFIC ANALYSES 
RATE SURVEYS 
RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Bldg.. Washington, D. C. 
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February 16—Argument at Washington, D. C.: 
16877—M. L. Rawlings vs. C. B. & Q. R. R. Co. . 
16184—R. C. Jackson & O. E. Jackman, co-partners trading unde 

the name of Bowersock Mills & Power Co. vs. Santa Fe et al. 

February 17—Washington, D. C.—Examiner Conway: 
Valuation No. 164—In re tentative valuation of the 

Charleston & Western Carolina Railway Company. 


February 17—Washington, D. C.—Examiner Harraman: 
17427—The American Sugar Refining Co. vs. A. C. L. R. R. et gj. 
February 17—Argument at Washington, D. C.: 
15452—The Harbauer Co. vs. A. A. R. R. et al. 
15575—Old Ben Coal Corp. vs. C. C. C. & St. L. Ry. et al. 
16832—The J. I. Hollingshead Co. vs. A. A. R. R. et al. 
February 18—Washington, D. C.—Examiner Brinkley: 
* Valuation No. 192—In re tentative valuations of the properties 9; 
the New York, Ontario and Western Ry. Co. et al. ; 


February 18—Ft. Worth, Texas.—Examiner Koch: 
1. & S. No. 2566—Calves from Txeas to Chicago, Ill., Kansas City 
Mo., New Orleans, La., and other western destinations. : 


February 18—Washington, D. C.—Examiner Boles and Molster: 

Finance No. 4807—Application of Detroit & Ironton R. R. Co, for 
a certificate of public convenience and necessity authorizing the 
acquisition and operation of the railroad of the Detroit, Toledo 
& Ironton R. R. Co., including the Toledo-Detroit R. R. 

Finance No. 5149—Application of Detroit & Ironton R. R. Co, for 
authority to acquire control of the Detroit, Toledo & Ironton 
R. 3 Co. and the Toledo-Detroit R. R. Co. by purchase of capita} 
stock. 

Finance No. 5150—Application of Detroit & Ironton R. R. Co. for 
— to issue certain securities and to assume certain obliga. 
tions. 

ebruary 18—Argument at Washington, D. C.: 

12950—Atlas Portland Cement Co. vs. Director-General, as agent, 

16908—Manufacturers’ Traffic Bureau et al. vs. Belt Ry. Co. of 
Chicago et al. 

17060—The Frohman Chemical Co. vs. B. & O. R. R. et al. 


February 18—Ft. Worth, Texas.—Examiner Koch: 
l. & S. No. 2560—Commodity Rates to and from Gulf Ports. 
12798—Galveston Commercial Assn. vs. G. H. & S. A. Ry. et al. 


February 18—Washington, D. C.—Examiner Gray: 
Valuation No. 643—In re tentative valuation of the property of the 
Toledo, Angola & Western Ry. Co. 


February 19—Ft. Worth, Texas—Examiner Koch: 
I. & S. No. 2567—Fresh meats and packing house products from 
Denver, Colo., Group to Texas points. 


February 19—Argument at Washington, D. C.: 

15428—Iola Cement Mills Traffic Assn. et al. vs. A. V. I. Ry. et al. 

bar 3° inane Colorado Portland Cement Co. et al. vs. A. V. I. Ry. 
et al. 

15744—Nebraska Cement Co. vs. A. V. I. Ry. et al. 

15727—Oklahoma Portland Cement Co. vs. A. V. I. Ry. et al. 

12578—Iola Cement Mills Traffic Assn. et al. vs. Director-General, 
as agent, Santa Fe et al. 


February 23—Pine Bluff, Ark.—Examiner Disque: 
* 1, & S. No. 2583—Cotton fabrics from Monticello, Ark., to Atlantic 
Ports. 


February 23—Washington, D. C.—Examiner Harriman: 
17520—Clinchfield Coal Corp. vs. C. C. & O. Ry. et al. 


February 23—Washington, D. C.—Examiner Way: 
Valuation No. 639—In re tentative valuation of the property of the 
Manufacturers’ Ry. Co. (of St. Louis). 
February 23—Washington, D. C.—Examiner Conway: 
Valuation No. 658—In re tentative valuation of the property of the 
Minneapolis, Red Lake and Manitoba Ry. Co. 


February 23—Argument at Washington, D. C.: 
15886 (and Sub. No. 1)—The Barrett Co. vs. Santa Fe et al. 
16343—BE. I. Du Pont De Nemours & Co. vs. H. & B. V. Ry. et al. 


February 23—Olympia, Wash.—Department of Public Works: 
Finance No. 5182—Joint application of Northern Pacific Ry. Co, 
Great Northern Ry. Co., and Oregon-Washington R. R. & Navi- 
gation Co., for authority to operate over the Longview, Portland 
& Northern Ry. between Olequa and Longview Jct., Wash. 


February 24—Washington, D. C.—Examiner Potter: 
* Valuation No. 95—In re tentative valuation of the property of the 
Intermountain Ry. Co. 


February 24—Washington, D. C.—Examiner Hendon: 


Property of 


Valuation No. 644—In re tentative valuation of the property of the , 


Rio Grande and Eagle Pass Ry. Co. 


February 24—Washington, D. C.—Examiner Harraman: 
17462—Handy Chocolate Company vs. B. & O. R. R. et al. 
17743—Association of Cocoa and Chocolate Manufacturers of the 

United States vs. A. & V. Ry. et 4. 


February 24—Argument at Washington, D. C.: 
11203—Standard Paint Co. et al. vs. Director-General, 
A. & V. Ry. et al. . 
13869 pone Sub. No. 1)—Certain-teed Products Corp. vs. Sou. Ry. 


et al. 
1a8e6—Central Cement & Supply Co. et al. vs. A. & W. P. RR 
et al. 
14101—Birmingham Traffic Bureau vs. A. G. S. R. R. et al. 
14360—Allen & Jemison Co. et al. vs. A. G. S. R. R. et al. 


as agent, 





BISHOP & BAHLER 


TRAFFIC MANAGERS 
All Traffic and Transportation Matters 
Interstate Commerce and State Commission Cases 
E. W. HOLLINGSWORTH 
Commerce Attorney 


319 Fourteenth Street 369 Pine Street 
Oakland, Calif. San Francisco, 
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Industrial Real Estate 
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1782 Illinois Merchants Bank Building 
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THE THREE MASTER 


INSIDE HAULAGE 


Haulage is transportation over road, 
rail, floors and loading platform. 


Febr' 







3-TON 
ELEVATOR 


Management of traffic all through the 
processes offers the one greatest op- 
portunity for reduction of costs, speed- 
ing up production and increasing the 
turnover. 





Elwell-Parker Battery Driven Tructors do 
this and pay their own way, handling in- 
coming, processed or outgoing materials and 
are as necessary as a motor truck. 


Every equipment is backed by twenty years’ 
experience. Hundreds have seen ten years’ 
continuous service. Permit us to assist you 
in selecting the correct type. 
















 3-TON 
~~ LIFT TRUCK 


14%-TON 
CRANE 


Catalog 
No. 45 
Upon Request 


The Elwell-Parker Electric Co., Cleveland, (hid 
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From 1915 to 1925 traffic movement through 
the Port of Norfolk increased 477 per cent 







Frequent Sailings 
to 


Liverpool 
London 
Hull 
Leith 
Manchester 
Bristol 

Glasgow 
Avonmouth 
Amsterdam 
Rotterdam 
Antwerp 
Copenhagen 

Oslo 

Helsingfors 
Danzig 
Christiania 

Genoa 

Dundee 
Londerderry 
Cardiff 

Belfast 

Dublin 

Cork 

Hamburg 

Bremen 
Australian Ports 
Manila 
Yokohama 

Kobe 
Shanghai 





























Singapore 
avana 

Java Ports 

New Zealand Ports 

West Coat U. S. A. 

and others 





Nearly 500 P. C. growth in 
value of foreign trade in ten years 
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NE of the big factors in this remarkable increase 
is Norfolk’s efficient rail service. The port is 
served by eight great railway systems—three to the 
coal fields and the West, three trunk lines to the South, 
and two lines along the Atlantic Coast. All these rail- 
ways are connected by a jointly owned belt line, 
making possible the cheapest and most expeditious 
handling of freight. 














The Port of Norfolk is served by more than forty 
steamship lines, reaching to every corner of the globe. 
The loading and unloading piers are central to every 
railroad through the belt line. The most modern and 
scientific appliances are now in service for handling 
cargoes. 



















The railways of the Port of Norfolk have 293 
miles of terminal trackage, making yard and terminal 
congestion and delay improbable. The harbor, which 
is free all year from ice, has anchorage for an 
unlimited number of ships. 






oa * a 

























Let the Port Commission prepare information for 
your individual problem —freight rates, time sched- 
ules, dates of sailings, etc. Ask for booklet, “Shippers’ 
Information.” 








NORFOLK PORT COMMISSION 
NORFOLK, VA. 
“The Port of Quick Dispatch and Economical Handling” 
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PORT or SEATTLE 


Shortest, Most Direct Route to the United States 


Feb 


ae Ss. ae 





VIEW OF THE PORT OF SEATTLE 
Spokane St. Terminal—Note Cold Storage Warehouse in background, the finest west of Chicago 


Accommodations Unexeelled in the World 


Ten Million Dollars have been expended by the Port of Seattle in the 
last thirteen years to make it one of the most modern of harbor terminals 
existing. The total property owned and controlled, including the terminals 
property, harbor area and industrial lands, is 135 acres, which is served 
by 15 miles of trackage. The total lineal berthage is 16,736 feet with a 
total net transit shed storage space of 880,000 sq. ft. The total open storage 
dock space is 889,000 sq. ft. 


Owns and operates Modern Docks, Warehouses, Cold Storage Plants 
and Grain Elevator. 

















Specializes in Heavy Regular Service to Practically 
Handling Equipment Every Port in the World 


Route Your Cargo via Port of Seattle Terminals 


ADDRESS 


PORT or SEATTLE 


SEATTLE, WASHINGTON 


Write Traffic Department for Rates, Space and Sailings 
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™ DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 






Canadian Pacific Railway ............ Pennsylvania .......... 

Canadian National Railways.......... |v Rouses Point, N. Y. Lehigh Valley.......... |v Wilkes-Barre, Pa. 

Quebec, Montreal & Southern ........ Central R.R. of N. J... .. 

Boston & Maine .................. via Mechanicville, N. Y. BG a accumbnines saeere } h NY. 

Boston & Albany.................. via Albany, N. Y. Lackawanna........... via Binghamton, 
Lehigh Valley.......... via Owego, N. Y. 






And Their Connections 











DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxiliary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 

























ALBANY, N. Y.—Telephone Main 3380 ONEONTA, N. Y.—Telephone 1500 
J. E. Colket, Milk Agent, A. W. Ackley, Division Freight Agent, 
D & H Building 191 Main Street 
C. F. Beck, General Eastern Freight Agent, PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
D & H Building W. H. Chase, General Southern Freight Agent, 
ATLANTA, GA.—Telephone Walnut 5464 1109-10 Finance Building, 
a B meee a Agent, 1420-26 South Penn Square 
ealey Building PITTSBURGH, PA.—Tel 
BOSTON, MASS—Telephone Main 1328 Dene aS aad 
. H. Wheeler, New England Freight Agent, 513-514 Bessemer Building 
429-430 Chamber of Commerce Building H. A. Dietz, General Traveling Coal Agent, 
BUFFALO, N. Y.—Telephone Seneca 853 513-514 Bessemer Building 
hh ey ty, PLATTSBURG, N. Y.—Telephone 698 
oo Bare ee ae E. H. Dow, Division Freight Agent, 
CHICAGO, ILL.—Telephone Wabash 8994 101 Bridge Street 
5. Ae wa toe alien SCRANTON, PA.—Telephone Bell 4751, Con. 557 
608 South Dearborn Street ’ J. J. Coyle, Division Freight Agent, 
D & H Passenger Station 
MONTREAL, QUE.—Telephone Main 0638 s 
James Fitzsimons, General Canadian Freight Agent, T. LOUIS, MO.—Telephone Olive 1651 
238 St. James Street J. B. Stewart, General Agent, 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 1021-1022 Pierce Building 
Max V. Beckstedt, General Agent, TROY, N. Y.—Telephone 765 
1446-48 Woolworth Building, F. J. Forster, Division Freight Agent, 
233 Broadway Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. 

ae C. E. Rolfe, Assistant General Traffic meng “ag Albany, N. Y. 
F. W. Nyland, Coal Freight Agent, Albany, N. Y. {3 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


W. J. MULLIN, J. T. LOREE, 
ae General Traffic Manager Vice-President and General Mgr. ae 
ALBANY, N. Y 









SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
ROUTE OF BETWEEN NEW YORK AND MONTREAL ROUTE OF 


THE MONTREAL LIMITED THE MONTREAL LIMITED 




























BOXING 


and CRATING 


Economies Achieved 
by the Automotive Industry 


— by precedent or 
habit, the automotive industry en- 
gineered its way to efficient methods. 
The result is beautiful cars and powerful 
trucks at prices low for such mechanisms. 


In its constant search for improved and 
economical methods this industry early 
discovered that the Pioneer way of ship- 
ping is the most productive of profits in 
the form of savings. Pioneer Boxes and 
Crates are the lightest, strongest wood 
packages made today and can be designed 
tocarry most productssafely at lowercost. 


Costs are cut for the manufacturer in 
assembling, in packing, in transportation 
charges, in reduced damages and in lower 
petty theft losses. 


Receivers of goods find that Pioneers 
save freight, can be opened and un- 
packed quickly, deliver goods intact, 
and, of all shipping containers, can be 
most easily re-used. General Box Engi- 


THE TRAFFIC WORLD 


neers, working with the auto- 
motive industry, have achieved 
these economies in boxing and 
crating. They have accomplished 
similar results for other industries. 
They may be able to save money for you. 
It costs nothing to get the help of these 
experienced men. At your request they 
will study your particular problem, and 
design a shipping container for your 
product. You try out this actual box or 
crate. If it stands the test, you will 
adopt it. Just write us that you would 
like General Box Engineers to check up 
on your present shipping methods. 


Write for these Booklets 


General Box Service is a bulletin, pub- 
lished regularly, that describes the ex- 
periences of manufacturers—some of 
whom no doubt are in your line—with 
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119 Automotive Users 


One hundred and nineteen manufac- 
turers of automobiles, trucks, parts and 
accessories are using the Pioneer Boxes 
and Crates designed forthem. They 
have found the way to better, more 
economical shipping. For example: 


One manufacturer saved more than 
$5,000 the first month he used Pioneer 
Boxes—and this included only freight 
and express charges. Another manu- 
facturer, on his fender shipments, saved 
enough on transit costs to pay for the 
Pioneer crates. These instances are 
typical of savings made not only in the 
automotive industry but also in other 
industries. 


General Box Engineering Service and 
with Pioneer Boxes and Crates. 


Have you ever wondered what your 
customers think of your method of ship- 
ping goods? Our booklet “Incoming 
Shipments” presents the Pioneer story 
from the receiver's point of view. These 
booklets and our engineering service are 
free. Just write that you are interested. 


GENERAL BOX COMPANY 
506 North Dearborn St. - Chicago, Ill. 


Factories—Bogalusa, La., Brooklyn, N. Y., 

Cincinnati, Ohio, Detroit, Mich., East St. 

Louis, Ill., Imo, Mo., Kansas City, Mo., 

Louisville, Ky., Nashville, Tenn., New 

Orleans, La., Sheboygan, Wis., Winchen- 
don, Mass. 


GENERAL Box SERVICE 


ONE COMPLETE 





SERVICE 


FROM TIMBERLANDS 


TO FINISHED PRODUCTS 
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VANCOUVER e 
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S THIEF RIVER FALLS 


SAULT 
TORT TAN ry SAINT 
PORTLAND “Py MARIE 


"MENOMINEE 


FREIGHT SERVICE _ 


Between 


yg. All Points in the East and South 


and 
‘““ Northwest, Western Canada 


North Pacific Coast 


= yi ae 
DAIRYING HRS TEEL 


dae e 


To avoid delay, shipments for Canadian Goctinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLIe- 
CATE. This document must be delivered railroad a ~ at initial point with the shipment and 
oon ompany same to Canadian port of entry. 


AGENCIES a 2041 Oliver Bldg. 
ie toe cn, Bree 7 


Milwaukee, Wis., 68 mt. 


Minneapo! Mine. Boo Lane Bide. Sth Bt. 

Neenah, wt 

} Ag Peg itis Wee OW. Bide 

Pindatpaia, Pa. Cross Bidg., Locust St. at 15th. Winnipeg, Man., 608-604 Lombard Bldg. 
Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 
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( GERRARD) 


Uni-lastic 
i MOR O-4 eR Dy 


“Tele Nhat Binds 






Approved by the Western 
Weighing and Inspection 
Bureau. See W. W. & 
I. B. Bulletin No. 606. 








One of the Gerrard group 
of Wire Tying Machines 
—the well known Model 
“B” for light packaging. 
Uses 12 to 15 gauge wire. 
Ask us how to make safer 
single-package shipments. 












GERRARD WIRE TYING 


1944 South 52nd Avenue 33 













CG5FRRARD Uni-Lastic Stowage is revolutionizing 
the methods of shipping car load merchandise. 
It is proving that the time honored custom of rigidly 
“building-in” the load with braces and framework is 
too expensive to suit modern ideas of efficiency—not 
alone because of the actual cost of dunnage but be- 
cause the old methods do not offer adequate protection. 


A solid load is easily damaged by a severe shock 
—a flexible load is not. 


Gerrard Uni-Lastic Stowage ties the load into large 
units, having a small amount of flexibility in them- 
selves and allowing enough movement of the load in 
the car, to absorb the shocks of train movement and 
switching. 


In test shipments and in actual service shipments, 
Gerrard Uni-Lastic Stowage has proven that it ac- 
complishes savings in time, dunnage, freight and mer- 


chandise damage that carload shippers cannot afford 
to neglect. 


Ask us for complete information. 


b> ee 


MACHINES CO. 


CHICAGO, ILL, 


J.M. SMITH, Manager 


THE TRAFFIC WORLD 


“Traffic Managers” 


| 


Would you care to have available to you 
at all times the most complete and up to 
date file of freight tariffs in the United 
States? 


We have access to the tariff files of the 
Interstate Commerce Commission, and 
Subscribers to our services have the privi- 
lege of calling on us for rate quotations 
therefrom. 


Our subscribers also have a general con- 
sultation privilege on all transportation 
matters, regardless of their character. 


An opportunity to place before you the 
advantages and benefits of our contract and 
services is solicited. 


Interstate Traffic Company 


Transportation Building 
Washington, D. C. 
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Manzana de Gomes 
INDIANAPOLIS 
® Merchants Bank Building 


@ HAVANA 


Boston Building 
Majestic Building 


® DETROIT 


@ DENVER 






Wiggins Building 
Hippodrome Building 


@ CINCINNATI 
@ CLEVELAND 






Ellicott Square Building 


@ CHICAGO 
Southern Pacifie Bldg. 


@ BUFFALO 





BIRMINGHAM 
Woodward Building 
Old South Building 


@ BOSTON 


& 






Healy Building 
Union Trust Building 


@ ATLANTA 
@ BALTIMORE 
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Where they reach 










































ORLEANS, since Captain de Bienville estab- 

lished a fort there for the French government in 
1718, has been the stage for thrilling acts of world 
history and for beautiful romances. Many of the set- 
tings have been preserved so perfectly that it takes 
small imagination to bring back the actors and repeople 
the slate-roofed, gable houses—shuttered and trellised; 
the, quaint flagged streets, alleys and markets; alluring 
















courts and patios; broad balconies, white-scrubbed cy- 
press stoops; grim cabildo and restful cathedral. 

Through these streets, looking then very much as 
they do today, there trod, as the years passed, armored 
Spaniards, lace-decked French cavaliers, soldiers of for- 
tune, colorful pirates and filibusters, redcoats from 
England, colonials in homespun and American soldiers 
in blue uniforms and in gray. 


Write, telegraph or ‘phone 
® Address ‘‘General Agent, Southern Pacific Lines’’ ® 
— The Postman Knows Him 








SOUTHERN Paciric LINES 
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